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This load of strip steel is covered with waterproof shrouds. Braced with Acme Unit-Load Bands, 
it receives maximum protection. Unit-Load has been instrumental in the streamlining of carload 
bracing procedures throughout the metal industries. 


DAMAGE-FREE SHIPMENTS 
WHEN ACME Siecbetrae IS USED 


. . . held fast in the tenacious grip of strong steel 
bands, securely tensioned and sealed around units of 
freight . . . every Acme Steelstrapped shipment is 
“Bound to Get There.” 

Not only is the lading assured of safe arrival 
at destination, but loading and unloading costs are 
reduced . . . valuable time is saved . . . freight 


Spooled copper wire is mounted on pallet skids, 

securely fastened with Acme Unit-Load Bands. 

Skid-loading assures minimum shipping and re- 
ceiving expense. 


Even slight damage is costly to paper ship- 

ments. Acme Processes 

protection. Here the 
eliminates chafing in transit. 


Skid-Check Method 


bills are lowered (less tare weight). Thus the use 
of Acme Unit-Load Bands results in benefits for 
shippers, carriers and consignees. In the current 
issue of Acme Process News you will find how Acme 
Steelstrap is helping many shipments to destina- 
tion . . . safely, speedily and economically. Write 
for a free copy. 


Shipments receive maximum protection from 

rovide maximum Acme Unit-Load_ Bands. Braced at thé 
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It is, perhaps, not to be wondered at that, in this 
® time of stress, when our country’s foreign policy 
is in the balance, men lose their heads and say things 
they should not say and that are not at all warranted. 
This loose, not to say violent and libelous, language, 
however, should at least be confined to ignorant per- 
sons. It should have no place in the outgivings of news- 
papers, ministers of the gospel, members of Congress, 
college professors, or the statements of the President 
of the United States. All these, however emphatic their 
convictions on one side or the other, ought to recognize 
the right of those on the other side not only to have 
contrary ideas, but to express them without being 
called names. But one has only to read almost any 
newspaper on any day of the week to see that this is 
not the case. 

Let us see if, within our own somewhat restricted 
circle, we cannot do a little to bring about reasonable- 
ness. What are the issues now disturbing the country 
and what are the views of those taking sides? 

On one side are those who believe Great Britain 
is fighting “our war’; that, if Hitler wins from Eng- 
land, he will proceed against us, if not by actual invasion 
at once, then by making it difficult for us to continue 
to pursue our way of life. Therefore, they are for aid 
to Britain even to the extent of war with Hitler, if our 
acts in aid of Britain should have that result. There 
are, to be sure, some differences of opinion as to details 
in the ranks of those who thus believe, but, roughly 
speaking, that is meant to be and we think is a fair 
statement of their position. They may be right or they 
may be wrong, but they have a right to their view and 
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to make it, if they can, the official view. But, even if 
wrong, they are not “war mongers” in the sense that 
they desire war for any reason but what they conceive 
to be the best interests of their country. 

On the other side are those who do not believe that 
Hitler is a menace to their country to the extent that 
he could accomplish anything against us if we arm 
properly for defense. They are for such defense prepa- 
ration. They do not believe that Britain is fighting ‘‘our 
battle” and they believe we should, therefore, attend 
strictly to our own business. They also believe that our 
own defense is being weakened by our contributions of 
war material to Britain and that our course of aid to 
that country is inevitably taking us into the war that 
we profess to be trying to avoid. There are varying 
opinions to be found in this group also, but, roughly 
speaking, we believe that is a fair statement of its posi- 
tion. They also may be right or wrong but they also, 
even if wrong, have a right to their views and to express 
them without being called names. Even if wrong, they 
are not traitors, or copperheads, or fifth columnists, or 
appeasers, or pacifists, or anything else but American 
citizens endeavoring to persuade to what they conceive 
to be right courses the men who make our policies. 

One thing the American people ought to under- 
stand. It is that, whoever is right or wrong in this 
controversy and however vehement one may be in ex- 
pressing his convictions on one side or the other, every 
man has the right to his view and to express it. That is 
the principle on which our country was founded. Not 
even the President of the United States has the right 
to say that a man who thinks thus and so is disloyal 





OUR PLATFORM™M 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 


Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 


Keep politics out of rate-making. 


An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 


Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 


1169 





Realization by railroads that they must do something by 
way of group operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 
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while a man who thinks otherwise is a patriot. That is 
the kind of thing on which dictatorships arise and 
thrive. The situation is serious in this country not only 
because of the danger of our being involved in a Euro- 
pean war, but because our own institutions are threat- 
ened. One having a true conception of justice and the 
ideals of our republic need not be a non-interventionist 
to condemn what is being said by leaders of the war 


uessing Traffic Demands 


The railroads, in attempting to estimate 

© amount of freight traffic that will confront them 
this year and the next year and to make provision for 
handling it are in somewhat the same position as that 
of a merchant who must, if he is to be fully successful, 
gauge the demand for certain goods and buy accord- 
ingly. If he buys more than the market will absorb, he 
loses money; if he buys too little, he fails to make the 
profit he otherwise would have made. 

The railroad case, however, differs in that there 
is more to be considered than mere profit or loss in the 
handling of traffic. The country’s business, especially 
in this time of emergency, must be hauled. In order to 
accomplish that task there must be sufficient equip- 
ment. The job of the railroads, therefore, is not to cut 
corners too closely in making their estimates, but to 
give traffic the benefit of the doubt and provide for the 
possible peak. If they do that and developments prove 
that they have over-estimated and have useless equip- 
ment left on their hands after the war demand has 
passed, that will be “‘too bad,” but they will have done 
their duty and those who make and enforce laws for 
their regulation will have to take the circumstances 
into consideration. But if they do not do it, the con- 
sequences for them and for their patrons may be far 
worse. At the least indication that they have not ade- 
quately estimated the traffic demand or have not pro- 
vided fully to meet it, the government is likely to take 
them over—not because that would be the wise thing 
to do, but because that is how the bureaucratic mind— 
especially the New Deal mind—works. “If the railroads 
can’t do their job, Uncle Sam had better do it for them.” 
That will be the cry. 

We see no reason for the railroads to be overly 
cautious in estimating the demands that will be made 
on them or in admitting that those demands are likely 
to be greater than they can meet with their present 
plans. Everybody else is spending millions and billions 
with the excuse of “national defense”; why not the rail- 
roads? If they need money for such purposes they can 
get it from government agencies. But whatever they 
do must be done promptly. It will not do to wait until 
the danger point is actually reached. Then it might be 
impossible to get what was needed. Already, we under- 
stand, it is difficult to get delivery on rolling stock 
ordered. We hope the railroads are sound in their esti- 


, Mates, but we advise them not to let fear of admitting 
xn error in judgment interfere with sound policy. After 
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all, one man’s guess has been—and still is, perhaps—as 
good as another’s in predicting what will happen to 
traffic and a lot of other things in this war confusion. 


Associated Traffic Clubs 


Though we have this time received small advertis- 
® ing support from railroads or others, we are, as 
usual, making a free additional distribution of the May 
10 Traffic World containing a report of the convention 
of the Associated Traffic Clubs of America at Jackson- 
ville, Florida. We do this, as we have often explained, 
ot only in support of a worthy organization but in order 
to give as wide dissemination as possible, in places where 
it will do the most good, to what it does at its conven- 
tions. 

The program this time included two papers of 
more than ordinary interest and value—one by B. T. 
Tallamy, on the St. Lawrence Canal, and the other by 
Professor Sidney L. Miller, on the railroads and labor. 
The program was also the better for the inability of 
Senator Pepper to fill his engagement to speak at the 
dinner. We cannot imagine that anything this man 
would say, about either transportation or anything else, 
would be of value to his hearers. 

It is a matter for congratulation also that the con- 
troversy about the revision of the constitution of the 
association has been settled without changing the pur- 
pose to be of use in influencing the adoption of sound 
national transportation policies. 


RETIREMENT ACT AMENDMENT 

Senator Walsh, of Massachusetts, has introduced S. 1466, 
a bill further to amend section 2 of the railroad retirement act 
of 1935 as amended. The bill would strike out the entire 
section and substitute new provisions which would effect the 
following changes: 

In listing employes eligible for annuities, in sub-section 
(2) there would eliminate the words “have become totally and 
permanently disabled for regular employment for hire.” 

Subsection (3) would be changed to read, “individuals, 
without regard to age or years of service, who shall on and 
after the enactment date have been retired from their regular 
employment for hire by an employer because of mental or 
physical total and permanent disability, during subsequent 
periods when such individual shall have no substantial em- 
ployment by an employer or by any person not an employer 
as in his act defined.” It provides, further, that “such satis- 
factory proof of retirement because of such permanent total 
disability shall be made from time to time as may be pre- 
scribed by the board, thus eliminating from the section as it 
now stands, after the word “disability,” the words “and of 
continuance of such disability until age sixty-five.” 

Paragraph (d) under subsection (3) would be changed to 
read as follows: 

No annuity shall be paid with respect to any month in which an 
individual in receipt of an annuity hereunder shall render compensated 
service to an employer. Individuals receiving annuities shall report to 
the Board immediately all such compensated service; provided, however, 
that employment by any person not an employer, as in this act de 
fined, shall not bar any right to an annuity under the provisions of 
subdivisions (1) and (2) of subsection (a) of this act.”’ 


RAIL EMPLOYMENT 

Employes of Class I steam railways, excluding switching 
and terminal companies, at the middle of April totaled 1,080,- 
896, increases of 9.73 per cent over the same month last year 
and 2.91 per cent over March this year, according to a Com- 
mission compilation based on preliminary reports. As to the 
various classes of employes, the employment at the middle of 
April was reported as follows: ; 

Executives, officials, and staff assistants, 12,055; profes- 
sional, clerical, and general, 171,349; maintenance of way and 
structures, 212,969; maintenance of equipment and stores, 33,- 
517; transportation (other than train, engine, and yard), 133,- 
556; transportation (yardmasters, switch-tenders, and hostlers), 
13,258; and transportation (train and engine service), 234,192. 
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: Current Jopics 


N WASHINGTON 





“Most of those who want the 
wage and hour law relaxed are 
far more interested in getting 
cheap labor than they are in 
national defense,’”’ according to 
Brigadier General Fleming, .ad- 
ministrator of the wage and 
hour division of the Depart- 
ment of Labor. “For the most 
part, they are the people who don’t want that law on the books 
in war-time, in peace-time, or at any time whatsoever.” 

All of which may establish that, even if the British mili- 
tary intelligence has fallen down in its job of finding out about 
the plans of the enemy, army officers are not all dumb. The 
general may have heard of the factor in nearly all transactions 
of “value of the service.” 

Because there are so many human beings whose service 
is not worth 40 cents an hour, the law has a bad effect on the 
country. It increases the number of unemployed because it 
gives some not worth 40 cents an hour an exaggerated sense 
of their economic value. Work that is not worth 40 cents an 
hour, but is worth 25 or 30 cents an hour, simply is not done, 
it might be suggested to the general. 

A minimum of 40 cents an hour tends to do away with the 
resolution many Americans used to have when they were in 
hard luck—to take any sort of a job, pending annexation of a 
better one. Of course, there are many sorts of service not sub- 
ject to the 40 cents an hour minimum, but its mere existence 
tends to make the worth less than 40 cents an hour wage- 
earner rear back and refuse to work for less. 


Wage and Hour Admin- 
istrator Makes a Great 
Discovery—Perhaps 





Although he compared things prob- 
ably not fully comparable, James 
S. Kemper, president of the U. S. 
Chamber of Commerce, in a speech 
to members of the National Asso- 
ciation of Commercial Organiza- 
tion Secretaries, succeeded in pre- 
senting the figures showing deaths 
and injuries in highway traffic 
accidents in a form to attract greater attention than formerly. 
He showed American traffic casualties to be greater than those 
resulting from the bombings in England in the first three 
months of this year. 

In those months American automotive equipment killed 
8,155 persons and injured 285,250. In the same period losses 
from bombings in England numbered 6,100 killed and 8,637 
injured. Of course, all war loss figures must be taken with 
much reserve while the fighting is going on. Also it must be 
remembered that probably many were hurt in the bombings 
that were not reported, because they were not seriously hurt, 
while, in this country, every automobile accident in which a 
human being gets even an ugly looking scratch or cut is re- 
ported as injured. 


Another thing to be remembered is that there are about 
three Americans exposed to death or injury by automobiles to 
one Englishman. Even so, the figures were horrible in that 
they showed an increase of more than 16 per cent over a year 
ago. That was the melancholy fact notwithstanding the great 
efforts, by way of publicity, put forth throughout the country, 
to reduce the tribute paid to the mania for getting some place 
in a hurry when the hurrying one has nothing to do when he 
gets to his destination that would suffer by reason of the speed 
being reduced materially. Speed in connection with accidents 
is relative. Ten miles an hour may be speeding in some cir- 
cumstances, though the allowable speed may be two or three 
times that figure. 

In connection with the more than 16 per cent increase in 
casualties in the first three months of the year are figures 
made public by the American Automobile Association. They 
showed that in 1940 there was an increase of 13 per cent in the 
number of break-downs of automobiles on the road. That 
was so notwithstanding the fact that cars in 1940 were larger, 
asserted to be better, and more comfortable. 

The 27,300,000 passenger cars registered, according to the 
association, broke down 35,000,000 times and had to have the 


Automobile Slaughter 
Figures Grow 
More Appalling 
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help of the garageman to get going again under their own 
power. 

The fact that skilled automobile mechanics, owing to the 
war demand, were leaving the garages and service stations to 
work in the airplane and other war industries, Thomas R. 
Henry, president of the association, said, was a matter of 
national concern. The twenty per cent decrease in passenger 
car production agreed on, as part of the national defense sug- 
gested to Mr. Henry that there would be more older cars on the 
road and greater use of them. That, he said, would call for 
more servicing of cars and emphasized the necessity for a real 
and continuing program of garage and service station personnel 
training to assure a proper servicing of the cars in service 
longer than they normally would be. 

Tire failure, according to the assocation figures, as usual, 
was the chief reason for calling of the garage man. The asso- 
ciation estimated from the figures gathered from its own mem- 
bership, that 9,667,823 “flats” caused the summoning of the help 
crews. But 1940 was better in that respect than the preceding 
year, when the number of “flats” calls was estimated at 
10,040,000. 

Battery trouble was the No. 2 cause of calls for help, such 
calls being estimated at 5,034,000. That cause of trouble in- 
creased from 13.33 to 14.4 per cent. “Out of gas” calls were 
slightly lower in 1940 than in 1939. They accounted for about 
4.35 per cent of the calls. 

The average number of calls for help in 1940 was 1.3 times 
by each car owner. 





Although the demand for war 
gear has created an employ- 
ment boom, at least in spots, the 
relief roll in Washington now is 
longer than it has been in three 
years—slightly more than 6,800. 

That fact may suggest to 
some a confirmation of a sus- 
picion they have long held— 
that the relief roll carries the name of many a person who 
had rather be on relief than do a bit of work. In Washington 
many a housewife, desiring domestic help, has been told by 
some seemingly eligible women that she would rather “be on 
’lief than work for the miserably few pennies” offered for her 
services. ‘Miserably few pennies I gets” is a favorite ex- 
pression of members of a race that speaks familiarly of the 
wife of the President as “Ma Roosevelt,” as if she were the 
person who operated the “’lief” roll, it being too much work 
to say “relief.” 

But the Washington welfare director sees nothing incon- 
sistent in a growing relief roll in the time of a supposed employ- 
ment boom. There is no conflict, as he sees the matter, between 
the facts. His explanation is that “old age assistance,” which 
accounts, he says, for a large part of the relief outlay, has 
been steadily increasing since it was begun several years ago. 
It is the old folks who cannot or will not work who are causing 
the seeming conflict. Funds for relief, he explains, are barely 
enough to carry the load to the end of the fiscal year, June 30. 

That welfare director envisions more grief in the nation’s 
capital because the WPA roll is to be cut, shortly, from 8,800 to 
8,500. The three hundred, he observes, are not eligible for 
skilled work nor relief because they are rated as employables. 
But they have had all the WPA relief to which they are 
entitled under the law. But there is a good demand in Wash- 
ington for skilled workers, according to the same authority; 
also domestics. 


National Capital's Re- 
lief Roll Now High- 
est in Three Years 





Two interesting cases touching 
the extent to which federal juris- 
diction may be pressed under the 
fair labor standards act, better 
known as the wages and hours 
law, have been decided in lower 
federal courts. So observes John 
E. Benton, general solicitor of 
the National Association of Rail- 
road and Utilities Commissioners. In illumination of that 
thought, Mr. Benton said: 


In Fleming vs. Kirschbaum Co., decided April 2 in the federal dis- 
trict court for the eastern district of Pennsylvania, it was held that 
the act applied to the employes of the owner of a loft building who 
performed services in relation to the maintenance of the building, where 
a portion of the building was leased to persons who manufactured goods 
for interstate commerce. It was said that the services of the building 
owner’s employes were ‘‘necessary to the production’’ of such goods. 

A contrary interpretation was, however, made by the federal dis- 
trict court for the southern district of New York in Fleming vs. Ar- 
senal Building Corporation decided on the 11th instant, the court say- 
ing: ‘‘. . . federal jurisdiction under the fair labor standards act is ex- 
tended only to employes ‘engaged in commerce or in the production 


Extent of Federal 
Jurisdiction Under the 
Wage and Hour Law 
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of goods for commerce.’ . 


. . the connection of the employes . . . must 


be direct with commerce .. .’ 


Now that some newspaper commentators have been re- 
ferring to decisions of the Supreme Court sustaining the New 
Deal, as “Frankfurter decisions,” some may be ready to lay 
modest bets that the decision in the Arsenal Building Corpora- 
tion case will be reversed—unless, perchance, it turns out to 
be of no importance in the new philosophy. 


it's All Very 


Confusing to a 


Simple Simon 


puzzled. 





Homer J. Anrig, the applicant for a cer- 
tificate as a contract carrier, MC-101235 
(elsewhere in this issue), unless he is a 
lawyer of about the ability of John Mar- 
shall, Chief Justice of the United States, 
is probably scratching his head as he 
reads and reads again the decision of di- 
vision 5 in that matter. Even were he 
something of a Marshall he might be 


In the first place, the government that accepted his low 
bid to move its property had invited him to bid. Then came 
representatives of the Commission’s Bureau of Motor Carriers 
to tell him he had no right to haul something wholly within 
Nevada because the goods in the possession of the government 
at Wells, Nev., had come from outside that state. Also, he 
may have noted that Nevada had not made the point, made 
by the Commission, that he had no authority to operate in 


that state. 


He may know about the Settle case, the principle in which 
is that that is interstate which comes from outside and may not 
be shipped on a state rate if at all time the shipper had an 
intention to make what was clearly an interstate movement. 
But there is nothing in the report by division 5 to show the 
interstate rate that would be defeated by the rate to Wells 
plus Anrig’s charge. He might also note that the Commission’s 
report contains nothing to show that the charge he said he 
would make was less than reasonable. And finally, so far as 
the report shows, Nevada made no point of his not having au- 
thority to operate within its borders. It might be suggested 
that he has a right to feel a bit confused.—A. E. H. 


Moving of Commission 


Asserting that he desired to call attention to the “deplorable 
situation” in Washington arising from the overcrowded condi- 
tion of hotels, rooming houses and restaurants, Representative 
Sabath, of Illinois, speaking in the House, said he felt some of 
the government departments should be moved to a more cen- 
trally located city, such as Chicago, where more favorable hous- 
ing and living conditions obtained, with plenty of vacant office 
buildings, and where, if necessary, new buildings could be 
erected within a short space of time. 

“TI feel that the Department of Agriculture, the Department 
of the Interior, the Veterans’ Administration, and the Interstate 
Commerce Commission can be moved to advantage to a centrally 
located city,” said he. “This would serve not only to relieve 
overcrowded Washington, but would result in the saving of mil- 
lions of dollars to the government in transportation costs. Par- 
ticularly, with respect to the Interstate Commerce Commission, 
a very large number of hearings are now held in Chicago, and it 
would be to the decided advantage of the Commission and to the 
parties to hearings to be heard and have decisions rendered by 
the Commissioners in the same city. The same is true with 
regard to the Department of Agriculture which, at the present 
time, has a very large personnel of some of their bureaus located 
in Chicago. It cannot be disputed that Chicago is nearest and 
most centrally located to the vast agricultural and live stock 
areas of the United States. I shall not unduly take up the time 
of the House at this time but at a later date I shall more fully 
explain the many advantages that will inure to the government 
and to the people of the United States in the locating of some 
of its agencies and departments in the city of Chicago.” 

“In this I am not only expressing my own views but that of 
many outstanding businessmen. Bearing on this, I desire to 
insert a letter which I received this morning from a very ex- 
perienced gentleman having the interest of our country at heart 
at all times, Mr. Richard J. Finnegan, part owner and editor 
of the Chicago Daily Times, who points out more clearly than I 
can state the reasons that prompted me to call this matter to 
your attention. He states: 


Don’t you think Washington ought to be slowed up a little? It’s 
taking too many people away from Chicago and other cities. It’s get- 


ting too congested. 


There are a lot of departments down there that 


could be more efficiently operated for service to the people if they 
were located in other cities. We ought to have the Department of 
Agriculture in Chicago. This is the great agricultural center of the 
country. Look at the statistics of the Department of Agriculture and 
see how most of the acreage and most of the crop volume in dollars 
and cents is produced in the states immediately adjacent to Chicago. 
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Instead of building a lot of new buildings to take care of the 
defense-program influx, the government ought to send some of the 
nondefense departments to other cities. Then it can move its defense 
offices into the vacant buildings. : 


At Representative Sabath’s office it was stated, May 5, 
that he hoped to confer with President Roosevelt soon about 
the proposed transfer of a number of federal agencies, includ- 
ing the Commission, to Chicago and other cities. 

Representative Dirksen, of Illinois, called attention mean- 
while to the fact that he had introduced on January 21 H. Res, 
71, under provisions of which a committee of 13 members of 
the House appropriations committee would investigate “the 
extent to which the centralization of the functions of the vari- 
ous departments, agencies, bureaus, commissions and other 
instrumentalities of the federal government in the District of 
Columbia (a) has caused the enormous increase in the annual 
expenditures for travel of federal officers and employes; (b) 
has caused the traffic congestion, and the high rents and living 
costs in the District of Columbia; and (c) has caused inefficient 
administration; with a view to determining whether any one 
or more of such functions could be more efficiently or as effi- 
ciently performed in other sections of the United States, and 
whether a decentralization of any one or more of such functions 
would result in savings in the annual cost of the federal gov- 
ernment.” 

The Dirksen resolution did not mention specifically the 


Commission or any other agency dealing with transportation.: 


The investigation committee for which it provides would report 
“as soon as practicable during the present Congress” the re- 
sults of its inquiry, together with its recommendations for 
legislation deemed necessary. 

Representative Sabath said he wanted to see the President 
before asking the House rules committee, headed by him, to 
which the Dirksen resolution was referred, to act on the reso- 
lution. The matter had not been presented to the committee 
before, he said, because the sponsor had not asked for hear- 
ings on it. 


Western Traffic Conference 


The twentieth annual meeting of the Western Traffic Con- 
ference will be held at the Biltmore Hotel, Los Angeles, Cal., 
May 13, 14 and 15. Lloyd B. Hughes, assistant general traffic 
manager, Montgomery Ward and Company, Oakland, Cal., presi- 
dent of the conference, will preside at the opening session, the 
morning of May 14, at which will be considered the reports of 
the officers and of the following committees: Executive, Fred 
Simpson, chairman; audit, Fred C. Deagan, chairman; research, 
Everett C. Valdes, chairman; legislative, Charles A. Duffy, 
chairman; rail rates, Fred Simpson, chairman; water rates, 
Alex Findlay, chairman; motor carrier rates, Frank H. Powers, 
chairman. 

At the afternoon session, at which Frank Powers, traffic 
manager, Sears Roebuck and Company, Los Angeles, will pre- 
side, there will be discussions on the transportation act of 1940, 
on freight forwarder legislation, on all-freight rates, on pool car 
consolidations and on minimum package consolidations. 

The next morning, with Rae H. Massey, traffic manager, 
Frederick and Nelson, Seattle, Wash., in the chair, W. J. Wil- 
liamson, general traffic manager, Sears Roebuck and Company, 
Chicago, will speak on “Present Transportation Trends.” Sub- 
jects for discussion will be proper packing and loading, dunnage 
allowances, limitations on claims and misclassification problems 
and violations. 

E. Valdes, traffic manager, Desmond’s, Los Angeles, will 
preside at the afternoon session. There will be a round-table 
discussion of receiving and marking room practices and 
problems. 

Subjects for discussion on the morning of the final day, 
with Fred Simpson, superintendent of transportation, Broadway 
Department Store, Los Angeles, presiding, will include inter- 
coastal regulatory and shipping problems, transcontinental truck 
service, California minimum railroad rates and the effectiveness 
of the work of the conference. 

In the afternoon, J. F. Durgin, traffic manager, The 
Emporium, San Francisco, will preside at the closing session at 
which there will be a question box, reports of committees on 
nominations, resolutions and by-laws, and election of officers. 

There will be a complimentary luncheon arranged by the 
Los Angeles members of the conference at the Biltmore Hotel 
on May 13, and a dinner dance at the Oakmont Country Club 
on the evening of May 14. 


A. A. R. MEETING AT CHICAGO 
A call for a meeting of member roads of the Association 
of American Railroads was sent out from Washington, May 8, 
the meeting to be held at the Blackstone Hotel, Monday, May 
12. The meeting is for the purpose of making a checkup on 
the entire situation. It is believed, however, it will be largely 
devoted to questions relating to the car supply. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Low Bid Not in Public Interest 


“The fact that an applicant (for a permit as a contract 
carrier) is able to obtain business simply because his charges 
are lower than those of authorized carriers is not evidence 
favorable to the claims of the application; to the contrary, the 
fact shows that the proposed operation would be hostile to the 
public interest in the preservation of an efficient and satisfac- 
tory transportation system.” 

So says the Commission, division 5, in MC 101235, Homer 
J. Anrig contract carrier application in support of the denial 
of an application for a permit authorizing the applicant to op- 
erate as a contract carrier of food supplies from Wells, Nev., 
to a C. C. C. camp at Hubbard’s Ranch, Nev. In the head note 
of its decision, division 5, says the operation is “found not 
consistent with the public interest and the national transporta- 
tion policy.” At the time of the hearing, said the report, the 
applicant had no authority to operate in Nevada. 

A note at the head of the report says it will not be printed 
in full in the permanent series of motor carrier reports of the 
Commission. That indicates that if anyone desires to cite the 
decision as a precedent he will not be able to show all the 
division said by merely giving the citation by volume and page 
of the Commission’s reports. 

The C. C. C. camp is about 35 miles north of Wells, Nev. 
The report says that by competitive bidding the applicant 
obtained a contract with the United States government for the 
transportation of food supplies that originated at points in 
Utah and Idaho, which had moved to Wells by railroad or lines 
of various motor carriers. All shipments, the report said, were 
billed to the camp, No. 108, Hubbard’s Ranch, Wells, Nev. 

Although the transportation from Wells to the camp was 
performed under a separate contract, said the report, “it is 
apparent from the foregoing that the original intention of the 
shipper is to have the shipments originating at points outside 
Nevada go to the C. C. C. camp at Hubbard’s Ranch, and that 
the intention persists throughout the movements.” 

“Accordingly,” continues the report, “such operations are 
in interstate or foreign commerce and subject to the Commis- 
sion’s jurisdiction under the interstate commerce act. Appli- 
cant’s present operations are unlawful and should cease until 
appropriate authority therefor is obtained. In this connection 
it is noted that applicant was informed by a representative of 
our Bureau of Motor Carriers that he had no authority to con- 
duct the operation in question.” 

The application was for authority to operate as a contract 
carrier for the transportation of miscellaneous food supplies 
from Wells to the camp. The report said the application was 
opposed by Rulon Ashworth, doing business as Ashworth Trans- 
fer Co., Hadley Transfer and Storage Co. and Edmond E. 
Homer. At least two of the protestants, the report said, sub- 
mitted bids for the operation between Wells and the camp 
which the government had solicited, “but did not receive the 
contract because applicant’s bid was the lowest submitted.” 


Trunk Line Motor Rates 


The Commission, by division 5, in a third supplemental 
report in Ex Parte MC 20, trunk line territory motor carrier 
rates, has further modified its findings and order in the orig- 
inal report, 24 M. C. C. 501, prescribing minimum rates, charges, 
classifications, exceptions thereto, rules, and regulations for 
common carriers by motor vehicles between points in trunk 
line territory, so as to permit the publication of many rates, 
Class and commodity, and other changes, as set forth in an 
end attached to the report. Eighty-four proposals are 

eated. 

In this report the respondents are required to establish on 
or before June 16 on one day’s notice and thereafter to main- 
tain and apply on the many commodities and between the 
Points set forth in the appendix (not herein reproduced), rates 
or tariff provisions which shall be no less than those set forth 
im the appendix. To the extent the rates and ratings pre- 
Scribed as minima are lower than those prescribed August 14, 
— ow are to be filed to become effective not earlier than 

y lo. 

Petitions were filed by the Middle Atlantic States Motor 
Carrier Conference, Inc., Motor Carriers Traffic Association, 


and others seeking modification of the Commission’s prior or- 
ders to permit the maintenance of certain reduced rates and 
ratings, and to permit other changes to, as the report said, 
“remove inconsistencies in the prescribed bases of rates.” Rail 
carriers, the report said, opposed approval of many of the 
truckload rates sought in the petitions, and urged that the 
petitions respecting those rates be denied. 

“The proposed modifications of the prescribed rates and 
ratings are of the same type as those discussed in our second 
supplemental report in this proceeding,” says the Commission. 
“Briefly the truckload rates sought by petitioners, to which the 
rail carriers object, are the same as, or higher than, the rail 
carload rates, except that the minimum weights proposed are 
lower than the corresponding rail carload minimum weight. 
The grounds for the rail carriers’ opposition are the same as 
those discussed in the second supplemental report, and need not 
be repeated here. As we stated in that report, where there 
is reason to doubt the reasonably compensatory character of 
any rates proposed in petitions for modification of our prior 
orders, the matter will be assigned for further hearing. The 
proposed rates set forth in the appendix to the order 
appear to us to be reasonably compensatory, and with respect 
to these rates further hearing does not appear to be necessary.” 

In two items of the petitions, the Commission said, rates 
lower than the rail rates were proposed. They, it added, were 
opposed by the rail carriers because of the existence of their 
higher rates. In discussing the two items, the Commission 
said: 


On cotton bags, not otherwise indexed in the national motor 
freight classification, the conference seeks the prescription of rates 
from Richmond, Va., to Baltimore, Md., of 35 cents on less than 


-truckloads and 22 cents, minimum 20,000 pounds, and to New York, 


N. Y., of 67 cents on less than ‘truckloads. This proposal is intended 
to place the motor carriers in a position to compete with water-rail 
service under the present water-rail rates on this traffic to Baltimore 
of 22 cents on less than carloads and 17 cents, minimum 30,000 pounds, 
and to New York of 41 cents on any quantity. Based upon the high- 
way distance of 150 miles from Richmond to Baltimore and the mini- 
mum of 20,000 pounds, the proposed truckload rate would yield 29.3 
cents a truck-mile. The proposed less-than-truckload rate to the same 
city is equivalent to 50 per cent of first class, and to New York 70 per 
cent of first class. As these rates do not appear unreasonably low, 
the proposal is approved. 

In the original report herein we prescribed a rate of 18 cents, 
minimum 23,000 pounds, on cast iron pipe, the same as the carload 
rate now maintained by the rail carriers from Somerville, N. J., to 
New York City. The conference requests that we prescribe, in lieu 
thereof, a rate of 16 cents, minimum 30,000 pounds, to enable the 
motor common carriers to meet the competition of a contract carrier, 
which now maintains this rate. The proposed rate and minimum for 
the highway haul of 40 miles would yield $1.20 a truck-mile, which 
we consider to be reasonably compensatory, and accordingly approve 
the proposal. 


Court Duty No Bankruptcy Excuse 


Bankruptcy attributed to enforced attendance in court 
as a witness does not save a motor carrier applicant under the 
grandfather clause from the rule of the Commission holding 
that bankruptcy is a matter over which the applicant has 
control. That is the substance of the decision of the Commis- 
sion, division 5, in MC 44463, Henry A. Welz, common car- 
rier application. Welz alleged that his attendance in court as a 
witness in the prosecution of other motor carriers made per- 
sonal management of his business impossible so that he be- 
came bankrupt. 

Relying on the decision in Gregg Cartage & Storage Co., 
Common Carrier Application, 21 M. C. C. 17, division 5, with 
Commissioner Lee dissenting, denied the applicant authority 
under the grandfather clause to operate as a common carrier 
over regular and irregular routes of general commodities be- 
tween points in Connecticut, Massachusetts, Rhode Island, and 
New Jersey, and New York, N. Y., and Philadelphia, Pa., and 
vicinities. It again found that a discontinuance of operation 
due to bankruptcy was an interruption of service over which 
the applicant had control. 

In October, 1937, according to the report, applicant was 
required by subpoena issued by the court to appear as a wit- 
ness in connection with the trial of many truck drivers who had 
been arrested for various offenses committed during a strike 
of truck drivers in September, 1937. The trial, it said, lasted 
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until the latter part of December, 1937, and applicant was 
required to appear in court 4 or 5 days each week for the 
duration of the trial. In his absence, it added, his business 
suffered heavy financial losses because it was deprived of his 
personal management, and he was forced to file a petition in 
bankruptcy. The applicant contended that the bankruptcy 
and cessation of operations resulting therefrom constituted an 
interruption of service over which he had no control. The 
Commission said it could not agree with that position citing 
the Gregg case. It said that any claim which applicant might 
have had to a certificate under the grandfather clause was 
relinquished when his operation was abandoned at the time 
he became bankrupt, and added the record failed to show 
that any attempt was made to continue operation thereafter. 

Commissioner Lee said he did not agree that the deci- 
sion here was controlled by the Gregg case and added: 


While the principles announced in that decision are rather broad 
in their application, the facts differ from those here presented to such 
an extent as to make unnecessary a parallel application of such prin- 
ciples. The applicant here is not a corporation with officers and agents 
available to conduct the corporation’s business. He is an individual 
truck operator, and he alone managed and actually operated his trans- 
portation business. It so happened that he was required by lawful 
process to attend court as a witness for a protracted period. Bearing in 
mind his established method of doing business, it was necessary to 
suspend his business as a motor carrier, and thereby suffered such 
losses as to force him into bankruptcy. Under the circumstances, I am 
of opinion that the interruption in service was not one over which he 


had control within the meaning of the ‘‘grandfather’’ clause of section 
206 (a). 


Commission Reports 
Sulphur 


Fourth section application No. 18648, sulphur to Munising, 
Mich. By division 2. Parties to Peel’s I. C. C. 3121, authorized 
by fourth section order No. 14190, to establish and maintain 
a rate not lower than 37 cents a hundred pounds on crude sul- 
phur, carloads, from Boling, Brazoria, Clemens, Demon, Free- 
port, Hoskins, Houston, Long Point, Newgulf, Orchard, and 
Sulphur Docks Tex., and unnamed intermediate origins from 
which the rate will be observed as maximum, to Munising, 
Mich., in the season of navigation on the New York State 
Barge Canal and the Great Lakes, without observing the long- 
and-short-haul part of the fourth section. The relief is not to 
apply to any line or route over which the distance is more 
than 27 per cent greater than the distance over the short line 
or route between the same points. In the last 10 years, the 
report said, sulphur has moved almost exclusively over water 
routes to Munising. The purpose of the relief was to regain 
a portion of the traffic for the rails to that point. The Canal 
Carriers Association, an intervener, opposed the relief sought 
on the ground that the proposed rate, 35 cents, was lower than 
necessary to meet the water competition and if approved, would 
divert traffic to the rail lines not heretofore enjoyed by them. 
The proposed 35-cent rate, the Commission said, would result 
in total transportation charges 59 cents a ton higher than the 
charges in connection with the movement of the traffic over the 
water routes. It concluded that the competitive rate should 
not be so low as to destroy existing competition over the water 
routes, hence the 37-cent rate. 


Fluorspar and Zinc 


Fourth section application No. 17934, fluorspar and zinc 
to Pittsburgh, Pa., embracing fourth section application No. 
18376. By division 2. Parties to Curlett’s I. C. C. A-621 and 
Doe’s I. C. C. 367 authorized by fourth section order No. 14189 
to establish and maintain, over their circuitous routes, on fluor- 
spar and gravelspar, carloads, minimum 40,000 pounds, and on 
zinc, pig or slab (spelter), and zinc anodes, with or without 
hooks, in straight or mixed carloads, minimum 36,000 pounds, 
from Albany and New York, N. Y., Boston, Mass., and Phila- 
delphia, Pa., and other origins taking same rates, and unnamed 
origins from which rates will be provided by an intermediate 
rule as authorized by Rule 27 of tariff circular 20, to Pitts- 
burgh, Pa., and points taking the same rates, rates the same 
as those contemporaneously in effect on like property over the 
direct or short tariff route from and to the same points, but 
not lower than those set forth in the report and applications, 
without observing the long-and-short-haul part of the fourth 
section. The rates to higher-rated intermediate consuming 
points are not to be increased except as authorized by the Com- 
mission and those to other higher-rated intermediate points are 
not to exceed rates constructed on the basis described in the 
report. The relief is not to apply over routes more than 60 
per cent longer than the short tariff lines or routes between 
the same points. Relief in rates on fluorspar and gravelspar 
was authorized temporarily by fourth section order No. 13597. 
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According to the report, the proposed rates are generally the 
same as the present rates from and to the considered points 
and will apply to both domestic and import traffic, except that 
the rates from Albany will apply to import, intercoastal, and 
coastwise traffic only, and will be the same as those from 
Philadelphia to the same points. The usual port relation be- 
tween the other ports would be observed. 


Ground Feldspar 


No. 28540, Brockway Glass Co., Inc., vs. Baltimore & Ohio 
et al. By the Commission. Report written by Commissioner 
Splawn. Carload rate of 26 cents (column 21) charged on 
ground feldspar shipped since April 1, 1938, from Keene, N. H., 
to Brockway, Pa., inapplicable in those instances where com- 
plainant’s shipments moved beyond Dole Junction, N. H., over 
routes which were specifically authorized beyond that point in 
connection with a commodity rate of 25 cents from Cold River, 
N. H., to Falls Creek, Pa. The applicable rate was found to 
be 25 cents, the rate claimed. Reparation, with interest, 
awarded. Complainant, the Commission said, should comply 
with Rule V of the rules of practice. 


Manganese Ore, Etc. 


Fourth section application No. 18186, manganese ore and 
fluorspar from Baltimore, Md., embracing fourth section appli- 
cation No. 18285. By division 2. Western Maryland, Erie, N. 
Y. Cc, N. Y. C. & St. L., and P. & L. E. authorized by fourth 
section order No. 14188 to establish and maintain on man- 
ganese ore and fluorspar or gravelspar, carloads, from Balti- 
more, Md., and points taking the same rates, and intermediate 
points from which rates are provided by an intermediate rule 
as authorized by Rule 27 of tariff circular No. 20, to Black 
Rock, Buffalo, Niagara Falls, and Suspension Bridge, N. Y., 
and other points adjacent to the Niagara Frontier, rates the 
same as those concurrently in effect over the direct lines or 
routes from and to the same points, but not lower than $2.99 
a long ton on manganese ore and $4.51 a long ton on fluorspar 
or gravelspar, and to maintain higher rates to intermediate 
points, except intermediate points 400 miles or less from Balti- 
more. The relief is not to apply to routes more than 50 per 
cent longer than the short tariff line or route between the same 
points, except that it shall apply to the route from Baltimore 
to Salamanca, N. Y. Commissioner Alldredge concurred in the 
relief granted but dissented as to the conditions attached. 


Malt Beverages and Containers 


I. and S. C-1219, United Cartage Co., minimum charges on 
beverage and empty containers. By division 2. Proposal of the 
United Cartage Co., Ltd., of Anderson, Ind., a motor contract 
carrier, to establish minimum rates on alcoholic malt beverages, 
minimum 10,000 pounds, in lieu of the present minimum rates, 
minimum 20,000 pounds, from Milwaukee, Wis., Chicago and 
Peoria, Ill., St. Louis, Mo., Louisville and Newport, Ky., and 
Cincinnati, Cleveland, and Columbus, O., where breweries are 
located, to many points in Indiana, and minimum rates on 
empty beer containers to apply any-quantity, in lieu of the 
present minimum of 5,000 pounds, in the opposite direction, not 
justified. Suspended schedules ordered cancelled on or before 
May 22 and proceeding discontinued. The purpose of the re- 
duced minimum, according to the report, was to enable respond- 
ent to meet the competition of another contract carrier and 
permit Indiana distributors to receive various brands of beer 
in small lots thereby utilizing their limited storage facilities 
without danger of spoilage. Further, the report said, it was 
contended that the inability of the distributors to receive beer 
in 10,000 pound shipments might induce them to purchase and 
operate their own trucks in order to keep within their storage 
capacity. In finding the schedules not justified, the Commission 
said, however, respondent was not precluded from proposing 
schedules which, by appropriate provisions, would insure the 
transportation of a full truckload of beer and at the same time 
permit delivery of not less than 10,000 pounds to one distributor. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 89820, Peter B. McKeone, Prospect Park, Pa., com- 
mon carrier application. By division 5. Authority denied ap- 
plicant to operate as a common or contract carrier of petro- 
leum and petroleum products, ‘in containers, from Marcus 


Hook and Philadelphia, Pa., to Wilmington, Del., and points in’ 


New York, New Jersey and Connecticut, and of empty contain- 
ers in the reverse direction, over irregular routes. The lack 
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of evidence of any substantial demand for the proposed service, 
coupled with the fact that the traffic apparently had been 
handled satisfactorily since March, 1936, without applicant’s 
service, the report said, indicated there was no present need 
for the proposed operation. 

MC 75439, Miami Transportation Co., Cincinnati, O., com- 
mon carrier application, embracing Sub. No. 1, Same, common 
carrier application. By division 5. Authority granted applicant, 
as successor in interest to Louise Scovanner, to continue 
operation as a common carrier of general commodities, with 
exceptions, from Cincinnati, O., to Charleston, W. Va., over 
regular routes, serving certain intermediate and off-route 
points; glass containers and scrap paper over the same routes 
from Charleston to Cincinnati; and of the following over ir- 
regular routes: Malt beverages from Cincinnati to Logan, 
W. Va., and from Newport, Ky., to Marietta, O., and Morgan- 
town and Parkersburg, W. Va., and empty containers therefor 
in the reverse direction; soap and lard substitutes from Cin- 
cinnati and St. Bernard, O., to all points in West Virginia; and 
paper and paper products from Cincinnati and Lockland, O., to 
Parkersburg and Clarksburg, W. Va. It has also authorized 
operation as a common carrier of butter and butter substitutes 
from Cincinnati to Olean and Albany, N. Y., and Erie, Pitts- 
burgh, Altoona, Tyrone, Lock Haven, Williamsport, Harris- 
burg, Reading, Pottsville, Wilkes-Barre and Scranton, Pa., 
and glassware and glass containers from Brockway, Du Bois, 
Jeanette, Charleroi, and Washington, Pa., to Cincinnati, Colum- 
bus, and Dayton, O., over irregular routes. The applicant has 
been ordered to cease and desist from all operations instituted 
between June 1 and October 15, 1935, not authorized herein. 

*MC 165, Sub. No. 2, L. E. Mathews, Pawnee City, Neb., 
extension—Kansas. By division 5. Authority denied to operate 
as a common carrier of petroleum and petroleum products 
between points in Kansas and in a described area in Nebraska, 
over irregular routes, or between Topeka, Kan., and Omaha, 
Neb., over regular routes. 

*MC 725, Sub. No. 1, Joseph Meltzer Transfer & Express, 
Inc., extension—Ellicott City. By division 5. On reconsidera- 
tion, findings in the prior report, decided July 10, 1940, modified 
so as to authorize operation as a common carrier of wool, in 
bales, between Baltimore, Md., and Oella, Md., over U. S. 
highway 40. 

MC 877, F. H. Duttweiler, Jeffersonville, N. Yi, common 
carrier application. By division 5. Authority granted ap- 
plicant, as successor in interest to the Jeffersonville Trans- 
portation Co., to continue operation as a common carrier, over 
irregular routes, of passengers and their baggage, in one-way 
or round-trip charter operations between New York, N. Y., and 
points in Sullivan county, N. Y., and in round-trip charter tours 
beginning and ending in New York City or points in Sullivan 
county, and extending to points in New Jersey, Pennsylvania, 
Connecticut, and the District of Columbia, and in round-trip 
charter tours beginning and ending in New York City and 
extending to points in New York, Maryland, Ohio, Michigan, 
Indiana, Illinois, and Missouri, under the grandfather clause. 

*MC 1014, Sub. No. 2, Forrest E. Miller, Owensboro, Ky., 
extension of operations—Kentucky. By division 5. Authority 
granted to operate as a common carrier of general commodities, 
with exceptions and restrictions, between Beaver Dam and 
Louisville, Ky., serving specified intermediate points; and new 
furniture from Beaver Dam to Louisville, restricted to traffic 
moving from Leitchfield, Ky., over specified routes. 

*MC1632, Charles C. Rosen, Pittsburgh, Pa., common car- 
rier application. By division 5. Authority granted to continue 
operation as a common carrier of specified commodities be- 
tween described points in Pennsylvania, Ohio, and West Virginia, 
over irregular routes, under the grandfather clause. 

*MC 3468, Sub. No. 3, F. J. Boutell Driveaway Co., Inc., 
Detroit, Mich., extension—New England. By division 5. Au- 
thority granted to extend operations as a common carrier of new 
automobiles and described parts thereof, in initial movements 
in driveaway and truckaway service, from Detroit, Mich., 
and in truckaway service only from Pontiac, and Flint, Mich., to 
points in Connecticut, Vermont, Rhode Island, New Hampshire, 
and Maine; new automobiles and described parts thereof, in 
secondary movements in truckaway and driveaway service, from 
Cleveland, O., Erie, Pa., and Buffalo, N. Y., to points in Con- 
necticut, Vermont, Rhode Island, New Hampshire and Maine; 
and automobiles, and described parts thereof, in driveaway and 
truckaway service, between points in Maine, New Hampshire, 
Vermont, Connecticut, and Rhode Island, in secondary move- 
ments, over irregular routes in each instance. 

*MC 36467, Sub. No. 1, Albert A. Chase and Aubrey A. 
Chase, Plattsburg, N. Y., extension—Albany. By division 5. 
Authority denied to operate as a common carrier of general 
commodities between Plattsburg and Albany, N. Y., and be- 
tween Albany and Ticonderoga, N. Y., over specified routes 
Serving all intermediate and certain off-route points. Among 
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other things, the Commission said the affected area was at 
present adequately and efficiently served by existing rail, ex- 
press, and motor carriers, and the record was convincing that 
the operation sought was more for the convenience of ap- 
plicants than for the general public. 

MC 59559, D. Graff & Sons, Kalamazoo, Mich., contract 
carrier application, embracing Sub. No. 1, Same, extension— 
Joliet, Ill., to Detroit, Mich. By division 5. On finding ap- 
plicant’s operation in MC 59559 to be that of a common carrier 
under the grandfather clause, authorizes continuance of opera- 
tions as a common carrier of paper and paper mill products 
from Kalamazoo, Three Rivers, Otsego, and White Pigeon, 
Mich., and points within 5 miles thereof, to Louisville, Ky., 
St. Louis, Mo., Davenport, Ia., and to all points in Indiana, 
Illinois, and Ohio, and scrap paper and scrap materials used 
in the manufacture of paper in return movements to the be- 
fore named points of origin, over irregular routes. The Com- 
mission has denied the application in the sub-numbered case 
for authority to operate as a contract carrier of asphalt, tar, 
pitch, and asbestos roofing materials and building products 
and their accessories from Joliet, Ill., to Detroit, Mich., over 
a specified route, serving all intermediate points, as not con- 
sistent with the public interest. 

*MC 100839, Dick Coates Weaver, Culpeper, Va., common 
carrier application. By division 5: Prior report (see Traffic 
World, April 12, p. 915) corrected by the Commission so as to 
authorize operation as a common carrier of general com- 
modities between points within an area embracing Culpeper, 
Va., and points within 2 miles thereof, over irregular routes. 

MC F-1388, Campbell Sixty-Six Express, Inc., Springfieid, 
Mo., purchase, John L. Hornbeck. By division 4. Authorized 
purchase by the former of operating rights and property of the 
latter, dba T and C Truck Lines, of Humansville, Mo. 

*MC 2756, Sub. No. 1, John Vogel, Inc., extension of opera- 
tions—Albany-New York. By the Commission. On reconsid- 
eration, findings in the prior report made by division 5 modi- 
fied so as to authorize continuance of operation as a common 
carrier, over a regular route, of general commodities, with 
exceptions, between Albany, N. Y., and Newark, N. J., serving 
certain intermediate and off-route points, under the grand- 
father clause. 

*MC 673, Sub. No. 1, Henry G. Williamson, Glenbrook, 
Conn., extension—copper and brass. By division 5. Authority 
denied to operate as a common carrier of sheet copper and 
sheet brass from Springdale, Conn., to Schenectady, N. Y., 
Providence, R. I., and Bloomfield, N. J., and of scrap copper 
and scrap brass in the opposite direction. Should applicant be 
authorized to extend his operations as here requested, the Com- 
mission said, it would divert traffic from motor carriers now 
satisfactorily handling it. 

*MC 15974, Sub. No. 1, Burtts Delivery Service, St. Louis, 
Mo., extension—Illinois. By division 5. Authority granted to 
operate as a common carrier of cigars from St. Louis, Mo., to 
points in a defined area in Illinois, over irregular routes. 

MC 19187, Adam C. Leibensperger, Allentown, Pa., com- 
mon carrier application. By division 5. Authority granted to 
continue operations as a common carrier of meats, packing- 
house products, and supplies, between Allentown, Pa., on the 
one hand, and points in New Jersey, on the other; linoleum 
floor covering, paste, and adhesives, between Kearny, N. J., and 
Allentown; and engines, castings, motor truck parts, and com- 
modities required in the manufacture and shipping of motor 
trucks and motor truck parts, between Allentown, Bethlehem 
and Easton, Pa., on the one hand, and New Brunswick, Newark, 
Kearny, and Plainfield, N. J., on the other, over irregular 
routes. Dissenting in part, Commissioner Lee said he would 
issue applicant a certificate to transport general commodities, 
with exceptions, between points in Pennsylvania, on the one 
hand, and points in New Jersey, on the other. 

*MC 101181, Harris Moving & Storage Co., Houston, Tex., 
common carrier application. By division 5. Authority denied 
to operate as a common carrier of household goods and used 
office furniture between Houston, Tex., and points within 50 
miles thereof, on the one hand, and points in Louisiana, Okla- 
homa, and Texas, on the other, over irregular routes. The 
evidence, the Commission said, clearly showed that there were 
presently available motor carriers authorized and able to per- 
form the transportation as sought here. 


DELAWARE TRUCK LINE SALE 


Coordination of schedules and elimination of interchange 
would enable applicant to expedite service to various points 
and to save as much as a full day in delivery of traffic which 
was now interchanged the Commission, division 4, said in a 
report in MC F-1336, William H. Harris, 3rd—purchase—Theo- 
dore F. Travers, in which it granted authority to William H. 
Harris, 3rd, dba Salem Express, of Salem, N. J., to purchase 
operating rights and property of Theodore F. Travers, dba 
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Delaware Trucking Co., of Wilmington, Del., for $15,000. 

The report said applicant operated over irregular routes as 
a common carrier of general commodities between New York 
City, Baltimore and points within 15 miles of Philadelphia, on 
the one hand, and points in specified New Jersey counties, on 
the other, and of glassware from certain New Jersey counties 
to points in eight eastern seaboard states and the District of 
Columbia. Vendor’s authorized operations, the report noted, 
covered common carrier transportation of general commodities 
over irregular routes between Wilmington, Del., on the one 
hand, and, on the other, Washington, D. C., Salisbury and 
Greensboro, Md., New York City, points in Delaware and New 
Jersey and points in specified sections of Maryland, Pennsyl- 
vania and New York. Because of poor health, said the Com- 
mission, vendor was unable to conduct his business and pro- 
posed to retire. Applicant, it added, proposed to inaugurate a 
daily single-line service handling less-than-truckload freight, 
and to establish his main terminal and repair facilities at 
Wilmington. 


Status of Stock Yards 


The Traffic World Washington Bureau 


The Commission, in a report written by Commissioner 
Splawn in Ex Parte No. 127, status of public stock yard com- 
panies, has found that the following companies are common 
carriers by railroad and ordered them to file tariffs containing 
loading and unloading charges not later than July 10; St. Paul 
Union, West Philadelphia, Pittsburgh Joint, Denver Union, Port- 
land Union, Union of Seattle, South San Francisco Union, Los 
Angeles Union, Cincinnati Union, Bourbon Company, Jersey 
City, Cleveland Union, and Livestock Terminal Service Com- 
pany, Union Stock Yard and Market Company, and Fort Worth 
Livestock Handling Company. 

The Union Yards at Omaha, Sioux City Stock Yards, Brigh- 
ton Stock Yards, Kansas City Stock Yards of Maine, St. Louis 
National Stock Yards, and Fort Worth Stock Yards have been 
found not to be common carriers. The New York Central and 
the Michigan Central are found to own and operate public 
stockyards at Buffalo and Detroit and are ordered to publish 
tariffs showing charges for loading and unloading live stock. 

The Newark Stockyards and New England Stockyards 
were deposted as yards by the Secretary of Agriculture, so 
the proceedings as to them are discontinued. 


SHORT LINE RAILROAD CLAIMS 


Finding that the Bingham & Garfield Railway Co. had 
earned net railway operating income in excess of 5% per cent 
per annum of the value of its property in the federal control 
period, the Commission, by division 4, in Finance No. 2500, 
deficit status of Bingham & Garfield, has dismissed that road’s 
claim for reimbursement under the provisions of section 204 (j) 
of the transportation act. According to the report, the carrier 
was under federal control from January 1, 1918, to April 9, 1918, 
inclusive, and for the remaining period of the period of federal 
control, in which it operated its own property, its accounts 
showed a net railway operating income of $1,338,217.23. The 
Commission found that the value for rate-making purposes of 
the property of the carrier used in producing that income was 
$8,850,000. The period of private operation, the Commission 
added, was 22.7 months, which would entitle the carrier to earn 
income at the rate of 10.87 per cent for the period, whereas it 
earned at the rate of 15.7 per cent. Prior report was made in 
99 I. C. C. 724. 


UVALDE & NORTHERN ABANDONMENT 


On condition that the line be sold to any responsible party 
offering, within 40 days from April 28, to purchase it for con- 
tinued operation and willing to pay a price not less than its 
fair net salvage value, estimated at $50,000, the Commission, 
by division 4, in Finance No. 13117, Uvalde & Northern Rail- 
way Co. abandonment, has issued a certificate permitting aban- 
donment, as to interstate and foreign commerce, by that road of 
its entire line extending from Uvalde to Camp Wood, Tex., ap- 
proximately 37.1 miles. Protesting interests, the report said, 
desired to retain for the citizens of the territory the right to 
purchase the property for continued operation. The line, the 
report said, was operating at a substantial loss and there was 
no prospect for increased traffic and revenues in the future. 
Apparently, it added, most of the traffic from the territory 
already was moving by truck, “and there is no reason why the 
small amount now handled by railroad cannot be trucked 
conveniently and economically in the future.” 


B. M. & O. AND G. M. & N. LOAN 
The Commission, by division 4, in Finance No. 12274, Gulf, 
Mobile & Ohio and Gulf, Mobile & Northern reconstruction 
loan, has modified its report and certificate of October 18, 1939, 
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and report and order of September 4, 1940, approving a loan 
of $9,500,000 by the RFC to those roads for consolidation and 
reorganization of the G. M. & N., and the Mobile & Ohio Rail 
Road Co., so as to approve, in addition to the purposes for 
which the proceeds of the loan were approved, the use of any 
of the proceeds of the balance of the loan released by the RFC 
to reimburse the treasury of the B. M. & O. for specified ex- 
penditures made by the G. M. & N., and made, or to be made, 
by the G. M. & O., other than the deposit of funds to pay un- 
known bondholders, and to approve the use of $26,211.40 of 
the proceeds of the loan for the purpose of depositing the same 
with the special master or with the trustee under the general 
mortgage of the M. & O. to pay unknown owners of bonds 
issued under that mortgage, their distributive share of the pro- 
ceeds of the sale of the M. & O. properties. 


FINANCE APPLICATIONS 

Finance No. 13275. Chicago, Burlington & Quincy asks authority 
to abandon and dismantle its branch line between Baitto Mine Spur 
and South Gifford, Mo., 7.10 miles. The segment to be abandoned, 
according to the application, is the southerly part of a stub-end branch 
line extending from Novinger to South Gifford, Mo., approximately 
15 miles. Decrease in traffic is the reason for the proposed abandon- 
ment. 

MC F-1537. Fred Braddock, dba Braddock Motor Freight, Wash- 
ington Court House, O., asks authority to purchase the regular route 
rights between Cincinnati, O., and Ohio state route 73 via Ohio state 
route 74 of The Reinhardt Transfer Co., of Portsmouth, O. 

Finance No. 13267. Minneapolis, Northfield & Southern Railway 
asks authority to abandon and remove an alternative line into North- 
field, Minn., known as the Ellison Line, from a junction in the north 
end with applicant’s main line southerly to a connection with the 
Chicago Great Western, in Northfield, approximately 1.68 miles. Ap- 
plicant says the branch line formerly was used to make interchange 
on cars with the Chicago Great Western when convenient, but that 
occasions for using it gradually grew more infrequent and ceased en- 
tirely several months ago. 

MC F-1536. Refiners Transport & Terminal Corporation, Detroit, 
Mich., asks authority to issue common stock in the amount of $500,000 
of a par value of $10 a share, for the purpose of retiring existing 
loans, purchasing additional equipment, and for additional working 
capital. The application shows that applicant was incorporated in 
Delaware Sept. 24, 1940, and says it was organized for the purpose, 
among others, of taking over and consolidating the transportation 
business of Overland Transportation Corporation, Petroleum Transit 
Corporation and Petroleum Haulers, Inc., which corporations were 
under common ownership and management. To meet its increased 
business, says the application, applicant has in the last six months 
purchased or ordered automotive equipment costing about $317,000, 
chiefly to replace existing obsolete equipment, has contracted for 
construction of a garage to cost about $45,000, and estimates a need 
for an additional $120,000 this year and next to complete moderniza- 
tion of equipment and to acquire additional equipment that may be 
needed. Proceeds of the stock issue also would be used, says appli- 
cant, to retire a short term loan made to enable applicant to start its 
expansion program. Applicant shows that its authorized capitalization 
is 100,000 shares of $10 par value and that 50,000 shares are now out- 
standing. 

Finance No. 13276. Montour Railroad Co. asks the Commission 
to approve a contract entered into between it and the Pittsburgh & 
West Virginia for continued joint use of the latter’s track between 
Salida and Mifflin Junction, Pa., 2.93 miles. The operating agreement 
is proposed to run for 25 years from May 14, 1941, with the provision 
that either party may terminate it after the expiration of 10 years. 
The rental for use of the track is to be calculated on the basis of $1 
a car for loaded cars and 50 cents a car for empties, with a minimum 
payment of $15,000 a year. The Pittsburgh & West Virginia is to 
maintain the track at its own expense. 

MC F-1538. Washington Motor Coach Co., Inc., Seattle, Wash., 
asks authority to issue its note or notes not to exceed $60,000 so as 
to purchase 7 new General Motors Coaches, costing $10,000 each. The 
notes are to be payable in not less than 48 or more than 60 equal 
monthly installments with interest at 3% per cent per annum. 

MC F-1539. M C M Truck Lines, of Houston, Tex., asks authority 
to purchase a part of the motor carrier properties William E,. Teach- 
worth, dba Teachworth Truck Line, also of Houston, and temporarily 
to operate. 

MC F-1540. Wilson Storage and Transfer Co., Sioux Falls, S. D., 
asks authority to purchase the common carrier operating rights of 
Hi-Speed Motor Express, Inc., of Sioux City, Ia., over a route between 
Mitchell and Belle Fourche, S. D., and temporarily to operate. 

MC F-1541. Lee & Eastes, of Seattle, Wash., a partnership en- 
gaged as a common carrier of general freight, and owners of all the 
capital stock of the West Coast Transport Co., also of Seattle, asks 
authority to dissolve the latter and continue the operation as a c0- 
partnership. All shareholders of the corporation, the application said, 
had consented to dissolution. 


ROCK ISLAND COAL CASE 

Representatives of the Chicago, Rock Island and Pacific 
Railway and the Crescent Mining Company failed to reach an 
agreement concerning payment by the mining company of prin- 
cipal and interest on its mortgage indebtedness to the Rock 
Island Improvement Company, a subsidiary of the railroad, by 
May 5, the date set for hearing in the matter before Judge 
M. L. Igoe in federal district court at Chicago (see Traffic 
World, March 8, p. 576). At that time they obtained a post- 
ponement of the hearing to May 9. On that day, it was an- 
— that the hearing had been further postponed indefi- 
nitely. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended, Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-1583, the Commission has suspended from 
May 6 until December 6 the operation of certain schedules as 
published in supplement 50 to tariff MF-I. C. C. No. 135 and in 
tariff MF-I. C. C. No. 179 of Southern Motor Carriers Rate 
Conference, Agent, Atlanta, Ga. The suspended schedules pro- 
posed to establish an any-quantity commodity rate of 22 cents 
a 100 pounds on rice from Mobile, Ala., to Meridian, Miss., for 
the account of Gulf States Motor Express, Inc., Meridian, Miss., 
in lieu of present commodity rates of 39 and 33 cents a 100 
pounds, less-truckload and minimum 10,000 pounds, respec- 
tively. : 

In I. and S. M-1584, the Commission has suspended 'from 
May 7 until December 7 the operation of certain schedules as 
published in tariff MF-I. C. C. No. 12 of G. S. Fraps, Jr., Jones- 
boro, Ark. The suspended schedules proposed to establish new 
or reduced truckload commodity rates on canned or preserved 
foodstuffs from Center Point, Ia., to Arkansas points and from 
Louisville, Ky., and points in Illinois and Indiana to Joplin, 
Mo., and on rice and rice products from Harrisburg, Jonesboro, 
Carlisle, De Witt, and Stuttgart, Ark., to Fort Custer, Mich., 
and Janesville, Kenosha, Milwaukee, and Racine, Wis. The 
following is illustrative: 


Rice, minimum 20,000 pounds. From Harrisburg, Ark., to Janes- 
ville. Present, none; proposed, 40. To Kenosha, present, 45; proposed, 
40. To Fort Custer, present, none; proposed, 45. 


In I. and S. M-1585, the Commission has suspended from 
May 5 until December 5 the operation of certain schedules as 
published in tariff MF-I. C. C. No. 19 of Heuer Truck Lines, 
Inc., Marshalltown, Ia. The suspended schedules proposed to 
establish new truckload commodity rates on salt, loose, in 
bulk, minimum 80,000 pounds, from Kansas to Iowa points. 
The following is illustrative: 


From Hutchinson, Kans., proposed, 80M. 
proposed, 26. 
M—Minimum in thousands of pounds. 


To Des Moines, Ia., 


In I. and S. M-1586, the Commission has suspended from 
May 5 until December 5 the operation of certain schedules as 
published in tariff MF-I. C. C. No. 3 of Paul Koenig and John 
Koenig, dba Koenig Bros., Scottsbluff, Neb. The suspended 
schedule proposed to establish a rate of .80 cents a gallon, in 
lieu of a present rate of 1.18 cents a gallon, minimum 3,200 
gallons, applicable on petroleum and its products from Scotts- 
bluff, Neb., to Casper, Wyo. 


In I. and S. M-1587, the Commission has suspended from 
May 5 until December 5 the operation of schedule MF-I. C. C. 
No. 2 of S. A. Sherwood, Turtlepoint, Pa. The suspended 
schedule proposed to establish new contract carrier minimum 
charges on feed, in any-quantity lots, from Buffalo, N. Y., to 
Turtlepoint and Colegrove, Pa.; on lumber, minimum 2,500 
board feet from Port Allegany, Pa., to Buffalo, N. Y., and on 
farm machinery, minimum $12 a trip from Buffalo, N. Y., to 
Turtlepoint, Pa. The following is illustrative: Minimum 
charges in cents a ton of 2,000 pounds: 


Feed, from Buffalo, N. Y., to Turtlepoint, Pa., proposed, AQ, 200. 
To Colegrove, Pa., proposed, AQ, 220. 
AQ—Any quantity. 


In I. and S. M-1588, the Commission, on its own motion, 
has suspended from May 5 and later, until December 5, the 
operation of all schedules as published in tariffs MF-I. C. C. 
No. 4 of Alvin C. Buechele, dba Buechele Transfer, Grafton, 
Ia., and MF-I. C. C. No. 4 of Ben C. Reibe, Thornton, Ia. The 
Suspended schedules proposed to establish interstate propor- 
tional class rates between Mason City, Ia., on the one hand, 
and Carpenter, Grafton, Meltonville, Otranto, Plymouth, Thorn- 


- and Swaledale, Ia., on the other. The following is illustra- 
ve: 


Classes 
Between Mason City . . : . 
and i. 3 2 ry 
ee eee eet eo ee ee f 3 2 1 


In I. and S. M-1589, the Commission has suspended from 
May 5 until December 5 the operation of certain schedules as 
published in supplement No. 4 to tariff MF-I. C. C. No. 8 of 
Gordon Nichols, Fairmont, Neb. The suspended schedules pro- 
Poseci to establish reduced rates on petroleum products from 
Points in Kansas to points in Nebraska. The following is illus- 
trative in cents a gallon: 
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From Eldorado to Grand Island. Present, 3000G, 1.81; proposed, 
3400G, 1.5. From Wichita to Clarks. Present, 3000G, 1.91; proposed, 
3400G, 1.75. 

G—Minimum in gallons, 


In I. and S. M-1590, the Commission has suspended from 
May 5 until December 5 the operation of certain schedules as 
published in supplement No. 21 to tariff MF-I. C. C. No. 1 
(Kinney Truck Lines, series) of Western Truck Lines, Inc., 
Dickinson, N. D. The suspended schedules proposed to estab- 
lish reduced commodity rates on dairy products from Han- 
over, N. D., to Minneapolis and St. Paul, less-truckload, and 
minima 2,500, 5,000 and 15,000 pounds; on groceries, minima 
10,000 and 20,000 pounds, and alcoholic liquors, minimum 30,- 
000 pounds, from Twin Cities to Dickinson, N. D. The follow- 
ing is illustrative: : 


From Minneapolis and St. Paul to Dickinson, N. D. Groceries, 
present, 20M, 97. Proposed, 10M, 76; 20M, 58. Alcoholic liquors, pres- 
ent, 20M, 97. Proposed, 30M, 70. 

M—lIndicates minimum weight in thousands of pounds. 


In I. and S. docket No. M-1591, the Commission has sus- 
pended from May 6 until December 6, the operation of certain 
schedules as published in supplement No. 42 to tariff MF-I. C. C. 
No. 2 of Barbour Transportation Co., Inc., Oklahoma City, Okla. 
The suspended schedule proposed to make rates named in the 
tariff from or to Oklahoma City, applicable also to or from 
Bethany, Putnam City, Wheatland and Youkon, Okla. 

In I. and S. 4948, the Commission has suspended from May 
7 until December 7, the operation of certain schedules as pub- 
lished in supplements Nos. 78 and 80 to Seatrain Lines, Inc., 
tariff I. C. C. No. 20. The suspended schedules propose to re- 
duce the rates on asbestos refuse, asbestos shorts and asbestos 
waste, in carloads, from certain Canadian and Vermont points 
to New Orleans, La., via Hoboken, N. J., and the Seatrain Lines. 
The following is illustrative: 


To New Orleans, La. From Black Lake, Que., present, 65; pro- 
posed, 61. From Hyde Park, Vt., present, 61; proposed, 57. 

In I. & S. M-1582, the Commission has suspended from May 3 
until December 3, the operation of certain schedules as published 
in supplement No. 1 to MF-I. C. C. No. 1 to Charles C. Spina, 
doing business as Spina Motor Lines, New York, N. Y. The 
suspended schedules proposed to establish reduced commodity 
rates applying on various commodities between New York, N. Y., 
and Syracuse, N. Y. 

The following on woolen goods is illustrative; rates being 
in cents a hundred: 


Between New York, N. Y., and Syracuse, N. Y. Present, AQ, 72. 
Proposed, LTL, 52; 3M, 47. 

AQ—Any quantity. LTL—Less truckload. M—Minimum in thou- 
sands of pounds. 


In I. and S. No. 4949, the Commission has.suspended from 
May 7 until December 7 the operation ef certain schedules as 
published in Supplements Nos. 21, 23, 24, 26 and 27 to Atlantic 
Coast Line tariff I. C. C. No. B-2960, and in supplements Nos. 
13, 14 and 15 to Seaboard Air Line tariff I. C. C. No. A-7915. 
The suspended schedules propose to reduce the rates on phos- 
phate rock, in carloads, from Florida to Norfolk, Newport News 
and Richmond, Va., and Wilmington, N. C., to meet water 
competition. The following is illustrative, rates being in centr 
a ton of 2,240 pounds: 


To Present Proposed 
Newport News, Va. l 
Norfolk, Va. WF Shed a dik emariasaan ere eerares 532 400 
I I irae obi coe swaincncaawuawees 532 440 
WS, B8Gio i ovine tc wecdawnsccunieeses 466 400 


In I. and S. No. 4950, the Commission on its own motion 
has suspended from May 7 until December 7 the operation of 
schedules as published in supplement No. 1 to Agent J. D. 
Hughett’s tariff I. C. C. No. 4 and MC I. C. C. No. 78. The 
suspended schedules propose to substitute the rail services of 
the Kansas City Southern, Arkansas Western and Louisiana & 
Arkansas railway companies for motor services of the Kansas 
City Southern Transport Company, Inc., and Landa Motor Lines, 
between various points in Louisiana, Texas, Arkansas, Okla- 
homa, Missouri and Kansas. 


In I. and S. No. M-1592, the Commission has suspended 
from May 7 until December 7 the operation of certain schedules 
as published in supplement 10 to tariff MF I. C. C. No. 46 of 
Central States Motor Freight Bureau, Inc., Chicago, Ill. The 
suspended schedules propose to establish new commodity rates 
on flavoring syrup, minimum weight 1,000 pounds, from New 
York, N. Y., to points in Minnesota, North Dakota, South 
Dakota and Wisconsin. To illustrate, it is proposed to establish 
a rate of 182 cents a 100 pounds to Thief River Falls, Minn., in 
lieu of present higher class rates. 

In I. and S. No. M-1593, the Commission has suspended 
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from May 8 until December 8 the operation of certain schedules 
as published in tariff MF-I. C. C. No. 3 of Wagner Trucking 
Co., Inc., Cliffwood Beach, N. J. The suspended schedule proposed 
to establish new truckload rates, minima from 16,000 to 23,999 
pounds, on chemicals between certain New York points, Phil- 
adelphia, Pa., and points in six counties in New Jersey. The 
following is illustrative: A rate of 26 cents a hundred pounds 
on a minimum of 24,000 pounds between Albany, N. Y., and 
Elizabeth, N. J., in place of a rate of 29 cents on a minimum 
of 16,000 pounds. 


In I. and S. No. M-1594, the Commission has suspended 
from May 8 until June 3 the operation of certain schedules as 
published in tariff MF-I. C. C. No. 5 of Melvin A. Ramsey, 
Richmond, Ky. The suspended schedule proposed to establish 
a reduced any-quantity rate of 15 cents a 100 pounds in lieu 
of the present any-quantity rate of 17 cents a 100 pounds on 
animal feed from Cincinnati, O., to points in Madison County, 


y. 

In I. and S. Nos. 4952 and M-1596, the Commission 
has suspended from May 9 until December 9 the opera- 
‘ion of certain schedules as published in supplements 10, 11 
and 15 to Agent F. D. Miller’s tariff I. C. C. No. 648 and 
MF-I. C. C. No. 167, and supplement 34 to Southern Motor 
Carriers’ Rate Conference, agent, tariff MF-I. C. C. No. 164, 
The suspended schedules propose to reduce the less-carload 
nd less-truckload rates on paints, varnishes and lacquers from 
ouisville, Ky., to Memphis, Tenn., from 59 to 50 cents a 100 
pounds, over all-rail and all-truck routes. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 13183, Chicago & North Western 
Railway Co., trustee abandonment, permitting abandonment by the 
trustee of the Chicago & North Western Railway Co. of a branch line 
of railroad in Gogebic and Ontonagon counties, Michigan. Approved. 

Report and order in F. D. No. 13238, Newport & Richford Railroad 
Co. bonds, (1) Granting authority to the Newport & Richford Railroad 
Company to issue not exceeding $350,000 of first-mortgage sinking-fund 
4-per cent bonds, to be delivered at par in exchange for a like prin- 
cipal amount of its outstanding 5-per cent 30-year first-mortgage gold 
bonds which matured January 1, 1941. (2) Granting authority to the 
Connecticut & Passumpsic Rivers Railroad Company to assume obliga- 
tion and liability, as guarantor, in respect of the bonds herein author- 
ized to be issued. Approved. 

Report and certificate in F. D. No. 13225, Alabama, Tennessee & 
Northern Railroad Corporation trustee construction, authorizing con- 
struction by the trustee of the Alabama, Tennessee & Northern Rail- 
road Corporation of an extension of a line of railroad in Mobile County, 
Ala. Approved. 


PETITIONS FOR REHEARING, ETC. 


No. 28345, Pocahontas Operators’ Association et al. vs. N. & W. 
et al. Consumers’ Counsel Division, intervener, asks reargument and 
reconsideration by entire Commission. 

MC C-98, dairy products in northwest. Northwest Tariff Bureau, 
Inc., for and on behalf of carriers parties to Agent Lou Hosking’s MF 
I. C. C. No. 190, asks Commission to postpone indefinitely effective 
date of first ordering paragraph appearing on page 2 of the order. 

Finance No. 9918, Missouri Pacific reorganization. Connecticut 
General Life Insurance Co. asks Commission to reconsider its order, 
entered January 17, denying petitioner any allowance whatsoever for 
attorneys’ fees or expenses in connection with these proceedings. 

Ex Parte MC 20, trunk line territory motor carrier rates. In a 
thirty-eighth petition, the Middle Atlantic States Motor Carrier Con- 
ference, Inc., asks reopening, reconsideration and modification of 
orders in connection with tractor treads; blanks, stampings or shapes; 
liquors, alcoholic; lard; iron and steel plates and sheets; yarn, jute; 
comic sheets; barks; paper; iron or steel plates or sheets; petroleum 
and its products; iron or steel articles and range boilers. 

No. 27938, Minneapolis Traffic Association vs. C. & N. W. et al. 
Great Northern and Northern Pacific, defendants, ask Commission to 
reopen proceeding for reconsideration on record as made; to modify 
\ts report entered March 31 by eliminating therefrom finding No. 1, 
‘elating to alleged violations of section 1 of interstate commerce ‘act; 
io modify its order entered March 31 so as to make it correspond 
with such modified findings; and to postpone effective date of said 
order pending such reconsideration. 

Ex Parte MC 23, midwestern motor carrier rates. Wichita Cham- 
ber of Commerce asks vacation of order for further hearing dated 
January 2 in so far as it affects involved traffic moving to and from 
Wichita, Kan., at issue in this proceeding. 

Ex Parte MC 23, midwestern motor carrier rates. Brady Trans- 
fer and Storage Co. asks that order be so modified as to allow on 
one day’s notice, cancellation of Brady Transfer and Storage Co. MF 
I. C. C. No. 107 and MF I. C. C. No. 110; and as to allow on one 
day’s notice, the amendment of Brady Transfer and Storage MF I. C. C. 
No. 100 and MF I. C. C. No. 102 to conform with provisions of order. 

MC C-98, dairy products in the northwest. Northwest Tariff Bureau, 
Inc., for and on behalf of carriers parties to Agent Lou Hosking’s MF 
I, C. C. No. 190, asks Commission to postpone effective date of third 
ordering paragraph which begins at third line on page 3 of Commis- 
sion’s order for period of 30 days in so far as such order applies to 
traffic originating at points in South Dakota. 

1. & S. M-822 and MC C-148, in the matter of scrip books, exchange 
of coupons, interchangeable scrip books. Respondent, National Bus 
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Traffic Association, asks Commission to postpone effective date of its 
order of April 3 from May 15 to June 15. 

No. 28395, Nebraska-Colorado Grain Producers Association vs. C, 
B. & Q. et al. Secretary of Agriculture, intervener, on his own behalf 
and in behalf of Nebraska-Colorado Grain Producers Association, com- 
plainant, and Colorado Farmers Union and the Nebraska Farmers 
Union, interveners, asks Commission to strike all matter contained on 
page 4 of ‘“‘reply of the Board of Trade of Kansas City, Mo., to peti- 
tions of complainant and Nebraska State Railway Commission and the 
Secretary of Agriculture, interveners, for reopening, reargument and 
reconsideration.’’ , 

1. & S. No. 4881, tin plate, Baltimore, Md., to Orlando, Fla. St. 
Johns River Line Co., protestant, asks Commission to vacate its order 
of February 13 and permit rates under suspension in F. D. Miller's 
I. C. C. No. 537, Supplement No. 28 to become effective. 

Ex Parte MC 22, motor carrier rates in New England. New Eng- 
land Motor Rate Bureau, Inc., asks further modification of order of 
August 3, 1938. 


RAW SHELLED PEANUT STATUS 


The National Peanut Council and the Virginia-Carolina 
Peanut Association, Inc., have asked the Commission to permit 
them to intervene in No. 89207, Monark Egg Corporation con- 
tract carrier application, 26 M. C. C. 615, which has been re- 
opened. The Monark case is one in which was considered the 
question whether shucked oysters, etc., and pecan meats were 
manufactured, thereby removed from the exemption granted 
motor vehicles from the terms of the motor carrier act as agri- 
cultural products or fish. In it the Commission concluded that 
shucked oysters and other fish foods that had been processed 
to the extent of removal from their shells or gutted, also pecan 
meats taken from the shells were not entitled to the exemption, 
they being processed products of exempted articles (see Traffic 
World, May 3, p. 1121). 


Director Blanning of the Bureau of Motor Carriers caused 
the present agitation about raw shelled peanuts by expressing 
the opinion, in a letter to W. S. Jester, executive secretary of 
the National Peanut Council, that shelled peanuts came within 
the principle of the ruling with regard to nut meats removed 
from the shell. But the director said that until the Commis- 
sion finished its reconsideration of the Monark case the peanut 
council might continue to treat shelled peanuts as an exempt 
commodity. 


According to the intervention petition of the council and 
association, the Blanning ruling, if and when it becomes effec- 
tive, will seriously handicap the growers of peanuts and ma- 
terially increase the rates now being paid by the producers to 
the agricultural truck carriers, hence their desire to intervene. 

Saying it would be detrimental to the interests of the pro- 
ducers and shippers of peanuts to have the status of shelled 
raw peanuts formally considered along with the status of “such 
distinct commodities” as nut meats, dressed poultry, fish and 
shucked oysters, the Secretary of Agriculture has filed a peti- 
tion in support of that previously filed by the GFA Peanut Asso- 
ciation (see Traffic World, May 3, p. 1121), requesting the 
Commission to institute an investigation to determine formally 
the status of shelled raw peanuts in relation to the agricultural 
commodities exemption provisions of section 203 (b) (6) of the 
motor carrier act as amended. 


The petition of the Secretary of Agriculture says the GFA 
Peanut Association is a cooperative, non-profit organization 
with approximately 37,000 members in Alabama, Florida and 
Georgia. It averred that the decision in the Monark case, on 
which the Commission’s Bureau of Motor Carriers had based 
an informal ruling that shelled raw peanuts were not agri- 
cultural commodities within the meaning of the aforesaid sec- 
tion, was erroneous. But, it added, even if the decision was 
not erroneous the finding had been applied erroneously by the 
Bureau of Motor Carriers “for the reason that there is a clear 
and definite distinction between the commodity ‘shelled raw 
peanuts’ and the commodity or commodities generally known 
as ‘nut meats.’” 


T. AND P.-I. C. PETROLEUM DIVISIONS 


The Texas and Pacific Railroad has received permission 
in federal court at Chicago to file, by June 7, its answers or 
objections to requests for information asked by the defendant, 
Illinois Central, in Civil No. 1034, in which the T. and P. seeks 
to obtain approximately $18,600 which it alleges it is owed 
as part of charges on shipments of petroleum hauled by both 
carriers between August, 1928, and December, 1929 (see Traffic 
World, March 15, p. 639). In its interrogatories, the defendant, 
which has taken the position that it could keep more than 20 
per cent of charges collected on the shipments, has asked the 
T. and P. questions as to the plaintiff’s basis for requesting 
an 80-20 division of rates. Hearing in the case, originally set 
for April 21 and later set for May 26, will again be postponed, 
it is expected, as a result of the new order. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Compressed Cotton Rates 


That the Commission find unreasonable and unduly prej- 
udicial a charge of 3.75 cents in addition to the line-haul rates 
for the privilege of compressing or concentrating cotton at 
Pinedale, Calif., originating at gin points in the San Joaquin 
valley north of Bakersfield, Calif., moving to San Francisco 
Bay points and Stockton, Calif., for water movement beyond to 
interstate and foreign destinations, and from the same origins 
all-rail or rail-and-Gulf to transcontinental destinations is rec- 
ommended by Examiner Burton Fuller in a proposed report 
in No. 28551, Valley Compress Co. et al. vs. Southern Pacific 
et al. He has proposed a “reasonable and nonprejudicial” 
charge for the future. 

Examiner Fuller also has recommended that the Commis- 
sion find not unreasonable or otherwise unlawful a rate of 16 
cents on compressed cotton from Pinedale to San Francisco 
Bay points and Stockton, for water movement beyond to in- 
terstate and foreign destinations. Complainants sought a re- 
duction from 16 cents, minimum 47,500 pounds, to 15 cents, 
same minimum, and 12 cents, minimum 75,000 pounds. 

The Commission, the examiner said, should find the as- 
sailed charge of 3.75 cents in connection with the compressed- 
in-transit rates, was, and for the future would be, unreasonable 
to the extent that it exceeded or might exceed one cent a 
hundred pounds, unduly prejudicial to Pinedale, complainants, 
and other shippers of cotton desiring to ship via Pinedale, and 
unduly preferential of competing compresses at Fresno, Stock- 
ton, and San Pedro (Los Angeles Harbor) and at Bakersfield 
(in connection with gin points south of Fresno and Ingle), the 
owners and operators of such compresses and shippers of cotton 
via such compresses, to the extent that the relation between 
the total charges via Pinedale and such other compresses was, 
or might be, less favorable to Pinedale and more favorable 
to such other compresses than would result from the mainte- 
nance of the basis so..prescribed via Pinedale and the present 
basis via such other points. 

Complainants sought elimination of the 3.75-cent charge 
and a reduction in the 16-cent rate on the grounnd they were 
unreasonable, unduly prejudicial and unduly preferentiai. 


CANADIAN CLASS RATES RELIEF 

On further hearing in fourth section application No. 17154, 
Canadian class rates, and applications joined with it, Examiner 
Frank C. Weems has recommended that authority be granted, 
on conditions to continue to maintain joint international class 
rates and rates made percentages thereof for application on 
traffic between official territory and Canada, without observing 
the long and short haul part of section 4. The cases joined with 
the title case are fourth section applications Nos. 17195, 17198, 
17337 and 17937, which substance, says the examiner, are 
merely supplemental to the title application. Temporary relief 
was given by fourth section order No. 13008 dated December 
31, 1937, and orders supplemental thereto, pending further or- 
der after hearing. Examiner Weems said there was no opposi- 
tion to grant of relief. 

Examiner Weems said that relief should be subject to 
conditions and limitations as follows: Rates at intermediate 
points in territory adjoining official territory are not to exceed 
rates at the.more distant points by amounts greater than the 
excess existing in respect of rates on like domestic traffic to 
and from intermediate points in the United States nearest the 
Canadian border; the relief is not to apply to applicants’ routes 
in instances where rates on the basis proposed are lower than 
corresponding rates for distances over applicants’ routes on 
a basis of 75 per cent of the basic 110 per cent scale, or 
where such rates yield less than 5.5 mills a ton-mile for dis- 
tances over applicants’ routes—constructive distances for water 
hauls described in the report permitted to be used instead of 
actual distances; relief shall not apply in instances where 
rates to or from more distant points are, because of exceptions 
to the official classification, a percentage of first-class rates 
that is lower than the percentage relation to first class rates 
of higher rates on like traffic to or from intermediate points 
in official territory; and the rates shall in no instance exceed 
the lowest combinations. 


OKLAHOMA TO TENNESSEE GRAIN 


_ That the Commission find not justified proposed cancella- 
tion of route and transit provisions resulting in increased rates 


on grain, grain products and related articles from origins in 
Oklahoma, via Arkansas City and Winfield, Kan., to Memphis, 
Tenn., and intermediate Arkansas destinations, is recommended 
by Examiner Stiles in a proposed report in I. and S. No. 4872, 
grain, Oklahoma to Memphis, Tenn. 

Under the proposed schedules, which were opposed by 
grain dealers and millers and suspended until September 2, 
1941, the examiner said, Arkansas City on the Santa Fe would 
be unduly prejudiced, and surrounding points such as Anthony, 
Harper, Wellington, Winfield, Independence, and Coffeyville 
would be unduly preferred; and Arkansas City and Winfield on 
the Frisco would be unduly prejudiced and Fredonia and 
Cherryvale would be unduly preferred. 

Fourth section relief to maintain the present adjustment, 
however, the examiner said, should be granted, and respondents 
should be required to cancel the proposed schedules. This con- 
clusion, the examiner said, should be without prejudice to any 
different conclusion that might be reached on the much broader 
record in No. 27705, Sub. No. 1, Associated Millers of Kansas 
Wheat et al. vs. Arkansas Railroad Co. et al., already heard 
and now before the Commission for determination. In that 
case, rates from points in Kansas, including Arkansas City and 
Winfield, to Memphis, were assailed as unreasonable, and un- 
duly prejudicial in relation to the rates from Oklahoma, and 
according to the examiner, “the broad question of the relation 
of the Kansas and Oklahoma rates, with transit at intermediate 
points, is there brought in issue.” 

The carriers proposed the cancellation of the route and 
transit provisions from origins in the Oklahoma on the lines 
of the Santa Fe and the Frisco to Memphis, Tenn., and inter- 
mediate destinations in Arkansas, their declared purpose being 
to restore the situation which existed prior to June 5, 1940. 


EGG CASE RATE TOO LOW 


A rate of three cents a case on egg cases, with or without 
fillers, from Chicago, Ill., to Morning Sun, Ia., 228 miles, yield- 
ing 3.9 cents a truck-mile, in the opinion of Examiner M. B. 
Driscoll, is too low to be justified on the basis of a revenue re- 
turn or even on the added traffic theory. Therefore, in a pro- 
posed report in I. and S. M-1381, egg cases, Chicago to Morning 
Sun, he has recommended that the Commission find the proposal 
made by Harry M. Crawford, a motor common carrier, not 
justified and order the cancelation of the suspended ‘schedule. 

Suspension was brought about by the protest of western 
trunk line railroads which maintained a rate of 64 cents, 12,000 
pound minimum, on egg cases, set up, yielding a revenue of 
$76.80 a car in comparison with a revenue of $9 a truckload, 
assumed to be 300 cases, weighing about 3,300 pounds. At the 
hearing the respondent said he would be willing to try a rate 
of five cents an egg case in an effort to get the traffic away 
from private carriers, for some loading on a return trip after 
hauling live stock. He said he had been told that any rate 
higher than three cents a case, would be a futile effort to get 
that sort of traffic for his empty truck. 

Even if the suspended rate could attract traffic from private 
carriers which appeared doubtful, it must be shown to be 
reasonably compensatory, said the examiner. It was evident he 
said that the rate was not reasonably compensatory. The Com- 
— ‘ said, should find it unreasonably low and therefore 
unlawful. 


ONIONS 


No. 28583, Waterloo Fruit & Commission Co. vs. Chicago, 
Rock Island & Pacific et al. By Examiner L. J. P. Fichthorn. 
Dismissal proposed. Column 35 rate of $1.03 charged on 
onions, without tops, in bags, carloads, shipped between April 
16 and 28, 1937, inclusive, from Raymondsville and Carrizo 
Springs, Tex., to Iowa Falls, Ia., not shown to have been un- 
reasonable or otherwise unlawful. A commodity rate of 91 
cents was claimed. 


COMMODITY RATES 


No. MC C-166, Takin Bros. Freight Line, Inc., vs. Law- 
rence E. Young, dba Young Truck Line et al. By Examiner 
P. H. Dawson. Dismissal proposed. Commodity rates between 
certain points in Illinois, Minnesota, and Wisconsin, and points 
in Iowa and Nebraska, not shown to be unreasonable or other- 
wise unlawful. Complainant alleged that the rates maintained 
by defendants, both truckloads and less-truckloads, were un- 
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just, discriminatory and unreasonably low, and sought “rea- 
sonable and otherwise lawful rates and minima for the future,” 
according to the report. The rates assailed were in two tariffs, 
MF-I. C. C. 4 of the Young Truck Line, of Clear Lake, Ia., and 
MF-I. C. C. 7 of Frank Bysong, of Mason City, Ia., motor com- 
mon carriers. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


Oregon (Portland)—-MC 102361, Sub. No. 1, Gordon Hill, 
common carrier application. Joint board 45. Served May 2. 
Certificate recommended. Lumber from points in Lincoln and 
Polk counties, Ore., except those within three miles of rail 
heads, to Portland, Toledo, Dallas and Willamina, Ore., and 
Vancouver, Wash., and aircraft lumber from Toledo, Ore., to 
Portland, Ore., and Vancouver, Wash. Exceptions, if any, 
must be filed within 25 days from date of service. 

Wyoming (Rock Springs)—-MC 102283, Emil Zueck and 
John Zueck, common carrier application. Examiner A. S. 
Parker. Served May 2. Denial of certificate proposed. Gen- 
eral commodities between Rock Springs, Wyo., and points in 
Wyoming, Colorado, Utah and Idaho, within 200 miles of Rock 
Springs, over irregular routes. 

Idaho (Nez Perce)—-MC 102204, Evert Calbreath, common 
carrier application. Joint board 81. Served May 2. Denial of 
certificate proposed. Specified commodities between specified 
points and counties in Idaho, Oregon and Washington, over 
irregular routes. Exceptions, if any, must be filed within 25 
days from date of service. 

Texas (Richland Springs)—MC 102155, Jack Spurlock, 
common carrier application. Joint board 77. Served May 2. 
Certificate proposed. Wool and mohair from points in San 
Saba and McCullough counties, Tex., to Houston, Galveston 
and Corpus Christi, Tex., over irregular routes. 

Texas (Knott)—MC 102135, Albert Grantham, common 
carrier application. Joint board 33. Served May 2. Dismissa! 
of application for certificate, at request of applicant, proposed. 
Specified commodities between points in specified Texas coun- 
ties, on the one hand, and points in Texas and New Mexico, 
on the other, over irregular routes. 

New York (New York)—MC 101919, Ausalia Quagliano, 
common carrier application. Examiner T. M. Hanrahan. Served 
May 2. Denial of certificate proposed. Household goods be- 
tween New York, N. Y., on the one hand, and points in Con- 
necticut, Massachusetts, New Jersey, New York, Pennsylvania 
and Rhode Island, on the other, over irregular routes. 

Wyoming (Afton)—-MC 101918, Ernest Gardner, common 
carrier application. Joint board 29. Served May 2. Denial 
of certificate, for want of prosecution, proposed. General com- 
modities between Etna, Wyo., and Rock Springs, Wyo., serving 
designated intermediate and off-route points. 


New York (Olean)—MC 101719, Archie W. Kennedy, dba 
Merchants Parcel Delivery, common carrier application. Ex- 
aminer F. R. Benny. Served May 2. Denial of certificate, for 
want of prosecution. General commodities over specified 
routes in New York and Pennsylvania, between Wellsville and 
Salamanca, N. Y., and Bradford, Pa., with service to specified 
intermediate points. 


New York (Alfred Station)—-MC 101383, Irving H. Mullen, 
contract carrier application. Examiner F. R. Benny. Served 
May 2. Denial of permit, for want of prosecution, recom- 
mended. Specified commodities between points in Pennsyl- 
vania, Maryland, Delaware, West Virginia, Virginia, North 
Carolina, New Jersey, New York and the District of Columbia, 
over irregular routes. 


Texas (Ozona)—MC 96368, O. D. Busby, common carrier 
application. Joint board 77. Served May 2. Certificate rec- 
ommended. Wool and mohair from points in Crockett, Pecos, 
Trion, Tom Green, Sutton, Terrell, Val Verde, and Schleicher 
counties, Tex., to Houston, Galveston and Corpus Christi, Tex., 
over irregular routes. 


Pennsylvania (Philadelphia)—-MC 95186, Sub. No. 1, Jackie 
Ross, extension of operation, carbonated beverages. Examiner 
John P. McCarthy. Served May 2. Permit proposed. Car- 
bonated beverages, extracts and syrup from Philadelphia, Pa., 
to Wilmington, Del., and points in New Jersey on and south 
of New Jersey highway 33, and return with carbonated bever- 
age containers and rejected shipments, over irregular routes. 

Oklahoma (Seminole)—-MC 88380, Sub. No. 6, Obbie Lorn 
Harvey, dba O. L. Harvey Truck Service, Nebraska extension. 
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Examiner J. L. Bradford. Served May 2. Denial of certifi- 
cate, for want of prosecution, proposed. Petroleum, petroleum 
products, and oil field equipment supplies, etc., between points 
in several states, over irregular routes. 

California (Visalia)—-MC 77043, Sub. No. 1, Louie Nunes, 
dba Nunes Truck Service, common carrier application. Exam- 
iner M. B. Driscoll. Served May 2. Certificate proposed. 
Olives and olive products and by-products, and canned fruits 
and vegetables and juices thereof from Visalia and points within 
15 miles thereof to San Francisco, Richmond, Oakland, Ala- 
meda, Stockton, Long Beach and the Los Angeles Harbor 
zone; grain, seeds, animal feed and poultry feed and ingredients 
thereof, lumber and forest products, sheet iron and sheet steel, 
iron or steel pipe and fittings and structural iron or steel from 
the aforesaid destination points to Visalia and points within 
15 miles thereof, all over irregular routes. Exceptions, if any, 
must be filed within 25 days from date of service. 

New York (Newark)—MC 74846, Sub. No. 1, Lewis G. 
Johnson, common carrier extension, New Jersey and Maryland. 
Examiner F. R. Benny. Served May 2. Denial of certificate 
proposed. Fertilizer, sugar and canned goods between points 
in Maryland, Pennsylvania, New Jersey and New York, over 
irregular routes. 

New York (Medina)—-MC 61416, Sub. No. 1, Carl D. Fer- 
ris, common carrier extension. Examiner F. R. Benny. Served 
May 2. Denial of certificate recommended. Specified com- 
modities between Buffalo, Rochester, and points in Orleans 
county, N. Y., and the New York City commercial zone and 
designated points in Massachusetts, Connecticut and Rhode 
Island, over irregular routes. 

Oregon (Westport)—MC 55581, Sub. No. 2, Walter Free- 
man, extension of operations, Washington. Joint board 45. 
Served May 2. Certificate proposed. Boats and boat equip- 
ment between points in Columbia and Clatsop counties, Ore., 
on the one hand, and points in Clark, Lewis, Pacific, Cowlitz, 
Wahkiakum, Thurston, Grays Harbor, Pierce, and King coun- 
ties, Utah, on the other; cedar floats from points in the afore- 
said Oregon counties to points in the aforesaid Washington 
counties; household goods between points in Columbia and Clat- 
sop counties, Ores on the one hand, and points in Lewis, Pacific 
and Grays Harbor counties, Wash., on the other; and machinery 
between points in Columbia and Clatsop counties, except those 
within one mile of U. S. highways 30 and 101, on the one hand, 
and points in Lewis, Pacific, Thurston, Grays Harbor, Pierce 
and King counties, Wash., on the other. Exceptions, if any, 
must be filed within 25 days from date of service. 


Oregon (Portland)—-MC 42487, Sub. No. 31, Consolidated 
Freightways, Inc., extension of operations, Hermiston, Ore. 
Joint board 172. Served May 2. Certificate proposed. Gen- 
eral commodities, except liquid petroleum products in bulk in 
tank trucks, between Hermiston, Ore., and the U. S. Govern- 
ment Ordnance Depot located four miles west of Hermiston, 
over specified routes. Exceptions, if any, must be filed within 
25 days from date of service. 


Pennsylvania (Sharon)—MC 32796, Sub. No. 2, Helen 
Stacy, extension of operations, Pennsylvania-Ohio. Examiner 
James C. Cheseldine. Served May 2. Denial of certificate pro- 
posed. Specified commodities between points in specified coun- 
ties in Pennsylvania, on the one hand, and designated counties 
in Ohio, on the other, over irregular routes. 


Pennsylvania (Sharon)—MC 32796, Sub. No. 1, Helen 
Stacy, extension of operations, Ohio. Examiner James C. 
Cheseldine. Served May 2. Dismissal of application for cer- 
tificate, at applicant’s request, proposed. Specified commodities 
between designated counties in Ohio and Pennsylvania. 

Ilinois (Chicago)—-MC 29130, Sub. No. 7, Rock Island 
Motor Transit Co., extension of operation, three routes within 
Illinois. Joint board 149. Served May 2. Certificate proposed. 
General commodities, with exceptions, between (a) Joliet and 
Silvis, Il., (b) De Pue and Peoria, Ill., and (c) Peoria and 
Rock Island, Ill., over specified routes, serving specified inter- 
mediate and off-route points. Noting that the applicant was a 
wholly owned subsidiary of the Chicago, Rock Island & Pacific 
and that applicant was engaged in service auxiliary to that of 
the railroad, the joint board proposed the conditions (1) that 
the service by applicant be limited to that auxiliary to or sup- 
plemental of rail services of the railroad; (2) that applicant 
serve no point not a station of the railroad; (3) that no ship- 
ments be transported by applicant between any of the follow- 
ing points, or through or to or from more than one of these 
points: Joliet, LaSalle, Peoria, Rock Island, and Silvis, I1.; 
(4) that all contractual arrangements between applicant and 
the railroad be reported to the Commission and be subject to 
revision, and (5) that the proposed grant of authority be sub- 
ject to any further specific conditions the Commission might 
find it necessary to impose. The proposed report said it was 
not the intention of the Rock Island to discontinue operation 
of any of its trains, but that it did propose to discontinue the 
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practice of setting out cars at such points as Marseilles and in 
rehandling shipments at many points. The Rock Island repre- 
sented, said the joint board, that the use of motor service 
would result in a saving of 402,294 loaded car-miles a year. 
The joint board added that the use of motor service would 
greatly expedite the movement of 1. c. 1. traffic of the line and 
that there was an urgent demand that this be done in the pub- 
lic interest. 

Pennsylvania (Blue Ball)—MC 20765, Sub. No. 1, Truck- 
ers, Inc., extension of operation. Examiner John P. McCarthy. 
Served May 2. Permit recommended. Confectionery from 
Reading, Pa., to Collingswood, Trenton and East Trenton, N. J., 
New York, N. Y., Wilmington, Del., Baltimore, Md., Washing- 
ton, D. C., and Alexandria and Baileys Cross Roads, Va., and 
return with rejected shipments; and materials used in the man- 
ufacture of confectionery from New York, N. Y., and Balti- 
more, Md., to Reading, Pa., over irregular routes. 

Connecticut (Groton)—MC 17457, Sub. No. 1, Arthur P. 
Marquardt, contract carrier application. Joint board 252. 
Served May 2. Permit proposed. Kerosene and fuel oil, in 
tank trucks, from Groton, Conn., to Westerly, R. I, over U. S. 
highway 1. 

Texas (Marshall)—-MC 14612, Sub. No. 2, A. W. Dunn, dba 
A. W. Dunn Transfer Co., extension of operations. Joint board 
32. Served May 2. Denial of certificate proposed. Mineral 
earth between Marshall, Tex., and points in Louisiana, over 
irregular routes. 

New Jersey (East Paterson)—-MC 13810, Sub. 1, Alfred 
Siefert, Sr., and Alfred Siefert, Jr., dba Siefert Trucking 
Co., extension of operations. Joint board 42. Served May 2. 
Certificate proposed. Hand mirrors from Paterson, N. J., to 
Schwenksville and Pennsburg, Pa., and Middletown, N. Y., and 
paper napkins, sanitary napkins, and toilet tissue from Glens 
Falls and South Glens Falls, N. Y., to points in Middlesex 
county, N. J., over irregular routes. 

Ohio (Cincinnati)—-MC 13123, Sub. No. 2, Wilson Freight 
Forwarding Co., Pennsylvania turnpike extension. Examiner 
James S. Cheseldine. Served May 2. Certificate recommended. 
General commodities, with exceptions, over an alternate route 
over the Pennsylvania turnpike, from a point east of Irwin, Pa., 
to Middlesex, Pa. 

Ohio (Dover)—MC 7768, Sub. No. 1, Adam J. Weigand, 
extension of operations. Examiner Allan F. Borroughs. Served 
May 2. Denial of permit proposed. Steel and steel products 
from Dover, O., on the one hand, and, on the other, points in 
designated areas of New York, Pennsylvania and West Vir- 
ginia, over irregular routes. 

Ohio (Columbus)—MC 1470, Sub. No. 1, Columbus & Chi- 
cago Motor Freight, Inc., common carrier application. Joint 
board 58. Served May 2. Certificate proposed. General com- 
modities, with exceptions, over specified routes, between 
Chicago, Ill., and Columbus, O., with transportation of various 
specified commodities in truckload lots, between points on these 
routes and designated points in Illinois and Ohio. 


North Carolina (Charlotte)—-MC 73943, Sub. No. 4, Hor- 
ton Motor Lines, Inc., extension, alternate U. S. Highway 29. 
Joint board 103. Served May 2. On further proceedings, cer- 
tificate proposed. General commodities, with exceptions, be- 
tween the junction of U. S. Highways 29 and Alternate 29, 
near Charlotte, N. C., and the junction of those highways near 
China Grove, N. C., over Alternate U. S. Highway 29, with no 
service to intermediate points. The joint board said the au- 
thority previously recommended did not correctly describe the 
route over which the operations were proposed. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within 30 days from date of service. 


North Carolina (Tarboro)—-MC 78728, Bass Bonded 
Trucks, Inc., common carrier application. Examiner C. Garo- 
falo. Served May 2. On further hearing, certificate proposed 
for continuance of operations, (1) general commodities, with 
exceptions, between Tarboro, N. C., and Norfolk, Va.; (2) 
agricultural commodities from a specified area in North Caro- 
lina to points in Virginia; (3) fertilizer between Norfolk and 
a described area in North Carolina, and (4) household goods 
between points in a designated North Carolina area and points 
in Virginia. The proposed report showed that the applicant, 
pursuant to informal proceedings before a supervisor of the 
Bureau of Motor Carriers, was granted a compliance order 
October 28, 1938, authorizing operation as a common carrier 
of general commodities and of many specified commodities be- 
tween designated points in states along the eastern seaboard; 
that applicant, on November 16, 1938, petitioned to stay the 
order, contending it should have been granted additional au- 
thority; that the order then was set aside and the application 
assigned for formal hearing; that the report of the examiner 
thereupon recommended authorization of a more limited num- 
ber of commodities and points served, and that applicant on 
March 25, 1940, petitioned for stay of the examiner’s recom- 
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mended order and asked for reinstatement of the compliance 
order of October 20, 1938. 

Washington (Everett)—MC 40505, Sub. No. 1, Hoag- 
land Transfer Co., dba Wenatchee-Everett Freight Line, 
Everett-Wenatchee extension. Joint board 80. Served May 
2. Certificate recommended. Fresh fruits and canned fruits 
and vegetables from Wenatchee, Wash.; fruit sprays, 
spray materials, fruit washing compounds, fruit wraps, fruit 
pads, canned fruits and vegetables, sugar, salt, fertilizer, box 
nails, milling machinery and parts therefor, window and door 
glass, and wood products of millwork manufacturers, from 
Everett to Wenatchee, including service to specified interme- 
diate points, via Stevens Pass over Washington Highway 15 
and Washington Highway 2. The examiner said that on grant- 
ing of the application, applicant’s manager proposed to form 
a separate corporation under the name of Wenatchee-Everett 
Freight Line, to conduct the service. He added that the route 
over which applicant proposed to operate, called Stevens Pass 
Highway, was under construction and could be completed 
within six months if required in the defense program, and that 
it was the most direct route on shipments between Everett and 
Wenatchee. The report cited testimony of witnesses showing 
that development of truck transportation on the new highway 
between these points would be instrumental in giving the Port 
of Everett increasing importance as a port of call. An ap- 
pendix to the proposed report gave statistical data showing the 
volume and classes of traffic handled at Everett harbor in the 
years 1933 and 1938, inclusive. Any exceptions to the proposed 
report must be filed within 25 days from the date of service. 

Washington (Springdale)—-MC 102158, Elsie E. Anderson 
and L. B. Magart, co-partners, dba Farm to Market Service, 
common carrier application. Joint board 169. Served May 3. 
Certificate proposed. General commodities, with exceptions, 
between Spokane and Kettle Falls, Wash., over a specified 
route, and mine ores and concentrates from points in Stevens 
county, Wash., to Kellogg, Ida., over irregular routes. Excep- 
tions, if any, must be filed within 25 days from date of service. 

North Carolina (Charlotte)—-MC 3605, Sub. No. 3, Greens- 
boro-Fayetteville Bus Line, Inc., extension of operations—Fort 
Bragg, N. C. Joint board 103. Served May 3. Certificate pro- 
posed. Passengers and their baggage, and express, mail and 
newspapers in the same vehicle with passengers, between Fay- 
etteville and Fort Bragg, N. C., over a regular route, with 
service to all intermediate points. According to the report, 
Fort Bragg is one of the largest artillery military reservations 
in the United States. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

New York (New York)—MC 102050, Clifford E. Fenton, 
contract carrier application. Examiner T. M. Hanrahan. Served 
May 3. Denial of permit proposed. Fudge, jams, jellies, pre- 
serves, doughnut, flour, pie filling, honey, and prune juice, 
between New York, N. Y., on the one hand, and Philadelphia, 
Pa., Bridgeport, Conn., and Newark, Irvington, Elizabeth, Pas- 
saic, Paterson, Orange, East Orange, South Orange, West 
Orange, Trenton, and New Brunswick, N. J., on the other, over 
irregular routes. 

Pennsylvania (West Grove)—MC 101141, Horace N. Dough- 
erty, common carrier application. Examiner John P. McCarthy. 
Served May 3. Denial of certificate proposed. Fresh mushrooms, 
between West Grove, Pa., and New York, N. Y., over U. S. high- 
way 1, serving only Jersey City, N. J., as an intermediate point 
and points in Delaware, Maryland, New Jersey, and Pennsyl- 
vania within 35 miles of West Grove as off-route points for 
the pick-up of mushrooms only. 

Oregon (Eugene)—MC 93839, Sub. No. 2, Jack Hughes 
Beck, extension of operations. Joint board 172. Served May 3. 
Permit recommended. Quicksilver, from Bonanza Mine, Ore., 
over unnumbered highway to Sutherlin, Ore., thence over 
U. S. highway 99 to Junction City, Ore., thence over U. S. 
highway 99-W (or U. S. highway 99-E) to Portland, Ore., and 
empty quicksilver flasks, from Portland, over the specified route 
to Bonanza Mine. Exceptions, if any, must be filed within 
25 days from date of service. 

New Jersey (Trenton)—-MC 88446, Sub. No. 1, Antonio De 
Nicola, extension of operations. Joint board 67. Served May 3. 
Denial of certificate proposed. Commodities usually transported 
in dump trucks between points in New Jersey within 50 miles 
of Trenton, N. J., on the one hand, and points in Pennsylvania 
within 50 miles of Trenton, on the other. Testimony, the report 
said, did not indicate there was, or would be, need for the 
proposed service. 

Illinois (Mattoon)—-MC 84465, Ernest E. Ethington, dba 
Ethington Transfer, contract carrier application. Joint board 
160. Served May 3. Denial of permit proposed under the 
grandfather clause. Farm machinery, implements, and repair 
parts, road building equipment, and twine from Chicago, Can- 
ton, Rock Falls, East Moline and Rock Island, Ill., to Terre 
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Haute, Indianapolis and Richmond, Ind., and from Terre Haute, 
Indianapolis, and Richmond, to points in Illinois, and general 
merchandise and store fixtures from Chicago to St. Louis, Mo., 
and Terre Haute, over irregular routes. According to the report, 
there was a cessation of operations. 

West Virginia (Moorefield)—-MC 39452, Sub. No. 2, N. H. 
Tenny, extension of operation. Examiner John P. McCarthy. 
Served May 3. Permit recommended. Logs, tree stumps, 
flitches and butts from points in Delaware, Maryland, Penn- 
sylvania, Virginia, New Jersey, and New York to Moorefield, 
W. Va., and lumber and veneer from Philadelphia, Pa., to 
Hagerstown, Md., and Winchester, Va., over irregular routes. 

Pennsylvania (Wilkinsburg)—MC 31139, Gilbert J. Mellott, 
common carrier application. Examiner James C. Cheseldine. 
Served May 3. Denial of certificate proposed under the grand- 
father clause. General commodities, between Pittsburgh, Pa., 
on the one hand, and Altoona and Tyrone, Pa., and points 
located in that part of Pennsylvania on and south of U. S. 
highway 422, on and west of U. S. highway 219, and on and 
north of U. S. highway 40, on the other, over irregular routes. 

Ohio (East Liverpool)—-MC 29516, P. Milliron Transfer & 
Storage Co., common carrier application. Joint board 59. 
Served May 3. Denial of certificate or permit proposed under 
the grandfather clauses. General commodities, between points 
within a defined area in Ohio, Pennsylvania, and West Virginia, 
over regular and irregular routes. According to the report, ap- 
plicant failed to present documentary evidence in support of his 
application to show continuous operation, although it had 7 
months for preparation from the first hearing. On the limited 
facts, the joint board said it did not consider applicant en- 
titled to the rights sought. 

Wyoming (Rock Springs)—-MC 29310, Sub. No. 1, Glen S. 
Jones, common carrier application. Joint board 197. Served 
May 3. Denial of certificate proposed. General commodities 
between points in Wyoming, over irregular routes. 

Iinois (Ottawa)—-MC 21571, Sub. No. 1, Scherer Bros. 
Transfer & Storage Co., extension—Joliet. Joint board 149. 
Served May 3. Certificate recommended. General commodities, 
with exceptions, in an intermediate and off-route point service 
to and from the sites of the Joliet-Wilmington (Ill.) Munition 
Plants, in connection with applicant’s present regular route 
operations over U. S. highway 66. 

iNlinois (Chicago)—-MC 12222, James Calder, dba Calder’s 
Van Lines, broker application. Joint board 149. Served May 3. 
Denial of license to operate at Chicago, Ill., as a broker of 
transportation of new and used household goods, in interstate or 
foreign commerce, proposed. Applicant is now operating as a 
common carrier, and, according to the report, claims he is act- 
ing as agent, under contract, for Transamerican Van Service, 
Inc., and Safeway Van Lines, receiving a 20 per cent commission 
of their published tariff rates on all traffic procured. The main 
reason advanced by applicant for a brokerage license, the re- 
port said, was that he would be in position to charge a 25 per 
cent commission for his services and would be able to arrange 
for movements of commodities for his customers during peak 
periods. It was apparent, the report added, that, so far as 
shippers were concerned, applicant was a representative of his 
trucking company, his primary function being to obtain busi- 
ness for his trucking company, acting only as a broker when 
the trucking company had insufficient equipment to handle all 
freight offered. In so acting, the report said, it did not appear 
that applicant served any useful purpose, as the record showed 
that there were many carriers “of the named commodities” 
operating between Chicago and points in all states, including the 
District of Columbia. Moreover, it added, there was no ade- 
quate reason advanced why the shippers could not contact 
carriers other than the trucking company without the interven- 
tion of applicant, or any valid reason for diminution of the 
revenue derived by such other carriers from the shippers’ traffic 
in the amount of applicant’s commission. 

Pennsylvania (York)—-MC 1440, Sub. No. 2, York Motor 
Express Co., extension—Indiantown Gap Military Reservation. 
Joint board 65. Served May 3. Certificate proposed. General 
commodities, with exceptions, between Harper’s Tavern, East 
Hanover township, Pa., and Indiantown Gap Military Reserva- 
tion, over irregular routes. Applicant has been serving the 
military reservation under a temporary order issued by the 
Commission. Modified procedure. Hearing on request. Ex- 


ceptions, if any, must be filed within 30 days from date of 
service. 


Kansas (Norton)—-MC 989, Sub. No. 1, R. E. Blickenstaff, 
dba Ideal Truck Line, extension—Wheeler to Goodland. Joint 
board 52. Served May 3. Certificate recommended. General 
commodities, with exceptions, between Wheeler and Goodland, 
Kan., over a specified route. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within 30 days from 
date of service. 


West Virginia (East Rainelle)—-MC 88659, Sub. No. 1, John 
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H. Holmes, dba Holmes to Holmes, contract carrier application. 
Examiner U. E. Conlon. Served May 5. Permit proposed. Such 
materials and supplies as are necessary to the maintenance and 
operation of CCC camps, when moving to or from CCC camps, 
warehouses, sector headquarters, or quartermaster depots for 
such camps between points in Indiana, Kentucky, Ohio and 
West Virginia. The proposed authority is on condition that 
applicant request revocation of the permit issued in MC 88659 
as the authority granted in that case is covered by the in- 
stant case. 

Texas (Stonewall)—-MC 102076, Clarence C. Nielsen, com- 
mon carrier application. Joint board 77. Served May 6. Cer- 
tificate proposed. Wool and mohair from points in Blanco 
county, Tex., to Houston, Galveston, and Corpus Christi, Tex., 
over irregular routes. Applicant sought authority to operate 
as a common carrier of live stock, feed, wool, mohair, grain 
farm machinery, and cottonseed, between points in Gillespie, 
Llano, Blanco, Kendall, and Kerr counties, Tex., on the one 
hand, and points in Texas, on the other, over irregular routes. 
The evidence revealed, the report said, that much of the 
movement contemplated under the application would consist 
of the transportation, by applicant, of the commodities sought, 
from actual ranch or farm locations to railroad shipping points, 
for subsequent movement by rail; and the movement of such 
commodities by applicant, from the railroad shipping points 
out to the actual ranch or farm locations. The joint board 
recommended that the Commission find that the movements 
from and to the railroad shipping points were not movements 
in interstate commerce, but were purely intrastate movements, 
and no authority to engage in such transportation activities 
was required from it. 

Pennsylvania (Northumberland)—-MC 101762, James E. 
Stotter, common carrier application. Examiner Walter W. 
Bryan. Served May 6. Certificate recommended. Coal from 
Paxinos, Pa., to Geneva, N. Y., over a specified regular route. 

Texas (Eden)—MC 101724, Miles Borden Brandon, dba 
M. B. Brandon, common carrier application. Joint board 77. 
Served May 6. Certificate proposed. Wool and mohair from 
points in Concho, Menard, and Tom Green counties, Tex., to 
Houston, Galveston and Corpus Christi, Tex., over irregular 
routes. 

Pennsylvania (Springboro)—-MC 101556, Miller Whippo, 
contract carrier application. Examiner James C. Cheseldine. 
Served May 6. Permit recommended. Pickles, vinegar and 
sauerkraut, from Springboro, Pa., to points in described terri- 
tories in Ohio, West Virginia and New York. 

Texas (Barstow)—-MC 100140, Sub. No. 1, Robert Henry 
Miller, common carrier application. Joint board 33. Served 
May 6. Certificate recommended. Live stock between points 
in Ector, Winkler, El Paso, Hudspeth, Culberson, Presidio, 
Brewster, Pecos, Ward, Reeves, Loving, Crane, and Jeff Davis 
counties Tex., on the one hand, and points in Otero, Chaves, 
Eddy, Lea, Roosevelt, and Curry counties, N. M., on the other, 
over irregular routes. 

Texas (Eldorado)—-MC 96369, A. J. Burk, dba A. J. Burk 
Truck Line, common carrier application. Joint board 77. 
Served May 6 Certificate proposed. Wool and mohair, from 
points in Irion, Sutton, Kimble, Menard, and Crockett coun- 
ties, Tex., to Houston and Corpus Christi, Tex., over irregular 
routes. Applicant sought authority to operate as a common 
carrier of live stock, feedstuff, wool, mohair, grain, farm ma- 
chinery, and cottonseed between points in Texas, over irreg- 
ular routes. The report said the evidence revealed that 
much of the movement contemplated under the application 
would consist of the transportation, by applicant, of the com- 
modities sought, from actual ranch or farm locations to rail- 
road shipping points, for subsequent movement by rail; and the 
movement of such commodities by applicant, from the railroad 
shipping points out of the actual ranch or farm locations. The 
joint board recommended that the Commission find that the 
movements from and to the railroad shipping points were not 
movements in interstate commerce, but were purely intrastate 
movements, and no authority to engage in such transportation 
activities was required from it. 


Pennsylvania (Bradford)—-MC 96330, John M. Clark, com- 
mon carrier application. Examiner James C. Cheseldine. 
Served May 6. Certificate proposed. Machinery, materials, 
supplies and equipment incidental to and used in the con- 
struction, development, operation and maintenance of facili- 
ties for the discovery, development and production of natural 
gas and petroleum between Bradford, Pa., and points in Penn- 
sylvania within 30 miles thereof, on the one hand, and points 
in New York, within 75 miles of Bradford, on the other, over 
irregular routes. 


New Jersey (South Amboy)—MC 95111, Sub. No. 1, 
William E. Post, extension of operations. Examiner T. M. Han- 
rahan. Served May 6. Denial for want of prosecution pro- 
posed. Applicant sought a permit to operate as a contract 





RLD 


ation. 
Such 
e and 
amps, 
ts for 
0 and 
1 that 
88659 
he in- 


- com- 

Cer- 
3lanco 
Tex., 
perate 
grain 
lespie, 
ie one 
routes. 
ff the 
-onsist 
ought, 
points, 
f such 
points 
board 
ments 
aments 
ments, 
tivities 


les FE. 
er W. 
| from 
route. 
n, dba 
ird 77. 
r from 
ex., to 
egular 


Vhippo, 
eldine. 
ar and 
1 terri- 


Henry 
Served 

points 
residio, 
F Davis 
Shaves, 
» other, 


J. Burk 
ird 77. 
r, from 
t coun- 
regular 
ommon 
rm ma- 
* irreg- 
d_ that 
lication 
1e com- 
to rail- 
and the 
railroad 
is. The 
hat the 
ere not 
trastate 
ortation 


k, com- 
seldine. 
aterials, 
he con- 
f facili- 
natural 
n Penn- 
1 points 
er, over 


No. 1, 
M. Han- 
on pro- 
contract 


May 10, 1941 


carrier of feldspar, from Cold River, N. H., to Woodbridge, 
N. J.; quartz and clay, from Baltimore, Md., to Woodbridge, 
N. J., over specified routes; terra cotta, from Perth Amboy, 
South Amboy, and Woodbridge; and indura terra cotta from 
Woodbridge to points in Delaware, Maryland, Pennsylvania, 
and the District of Columbia, over irregular routes. 

Utah (Kanab)—MC 89889, Sub. No. 1, L. J. Little, exten- 
sion of operations—coal. Joint board 48. Served May 6. Cer- 
tificate proposed. Coal from and to points in Arizona and Utah, 
over irregular routes. Modified procedure. Hearing on re- 
quest. -Exceptions, if any, must be filed within 30 days from 
date ot service. 

Ohio (Columbus)—MC 881756, Sub. No. 1, Marion Kidwell, 
contract carrier application. Joint board 9. Served May 6. 
Permit proposed. Clay products from Taylor Station and Junc- 
tion City, O., to points in Michigan on and south of a line 
drawn from Ludington, Mich., along U. S. highway 10 to Mid- 
land, Mich., thence along Michigan highway 20 to Bay City, 
Mich., and thence on, south, and west of Michigan and U. S. 
highways 25 to Michigan-Ohio line; and points in Indiana on 
and east of a line drawn from the Michigan-Indiana line to the 
Indiana-Kentucky line along U. S. highway 31 and 31W, over 
irregular routes. 

Ohio (Fairfield)—-MC 14102, Sub. No. 1, Ralph E. Gaffney, 
dba Gaffney Transfer & Storage Co., common carrier applica- 
tion. Joint board 117. Served May 6. Denial of certificate 
proposed. General commodities within the corporate limits 
of Lancaster, O., and between Lancaster, O., and the boys’ 
industrial school located on the outskirts of Lancaster, inter- 
changing freight at Lancaster with line haul carriers over ir- 
regular routes. 

Texas (Lometa)—MC 95975, Sub. No. 1, Ray McMahan, 
common carrier application. Joint board 77. Served May 6. 
Certificate recommended. Wool and mohair from Lometa, 
Tex., and points within 150 miles thereof to Houston, Tex., 
over irregular routes. Applicant sought a certificate to operate 
as a common carrier of household goods, used office furniture 
and equipment, live stock, live stock feedstuffs, farm machin- 
ery, grain, wool, mohair, timber ,and oilfield equipment, be- 
tween points within 150 miles of Lometa, Tex., and points in 
Texas, over irregular routes. The evidence revealed, the re- 
port said, that much of the movement contemplated under the 
application would consist of the transportation, by applicant, 
of the commodities sought, from actual ranch or farm loca- 
tions to railroad shipping points, for subsequent movement 
by rail; and the movement of such commodities by applicant, 
from the railroad shipping points out to the actual ranch or 
farm locations. The joint board recommended that the Com- 
mission find that the movements from and to the railroad ship- 
ping points, were not movements in interstate commerce, but 
were purely intrastate movements, and authority to engage in 
such transportation activities was not required from it. 


Ohio (New Philadelphia)—-MC 12231, Francis L. Bixler, 
broker application. Examiner Allan F. Borroughs. Served 
May 7. Denial for want of prosecution proposed. Applicant 
sought a license to sell or offer to sell transportation of pas- 
sengers for special tours from points in Ohio to points in the 
New England and southern states, or to contract, agree, or 
arrange to provide, procure, furnish, or arrange for such trans- 
portation, or to hold out by advertisement, solicitation or other- 
wise, as one who sells, provides, procures, contracts, or ar- 
ranges for such transportation. 


New Jersey (Oaklyn)—-MC 102295, Mary Robertson, com- 
mon carrier application. Examiner John P. McCarthy. Served 
May 7. Certificate recommended. Anthracite coal in truck- 
loads from points in Carbon, Columbia, Luzern and Schuylkill 
counties, Pa., to points in Cumberland, Camden, Burlington, 
Gleucester, Salem, Atlantic and Cape May counties, N. J., over 
irregular routes, and return with no transportation for com- 
pensation. 

New York (Buffalo)—-MC 101941, Ernest M. Holmes et al., 
co-partners, dba E. M. Holmes Transportation, contract carrier 
extension, Kane-Emporium. Examiner F. R. Benny. Served 
May 7. Permit proposed. Fresh meats and packing house products 
and dairy products, between Kane and Emporium, Pa., from 
Kane over U. S. highway 219 to Ridgway, Pa., thence over 
U. S. highway 120 to Emporium, and return over the same 
route, serving Wilcox, Johnsonburg, Ridgway, and Saint Marys, 
Pa., as intermediate points. 

West Virginia (Logan)—-MC 101912, Ed Thomas Trapasso, 
common carrier application. Examiner U. E. Conlon. Served 
May 7. Denial of certificate proposed. Malt beverages and 
empty containers between points in Logan county, W. Va., and 
Louisville, Ky., Cincinnati and Minster, O., and Pittsburgh and 
Latrobe, Pa., over irregular routes. 

Pennsylvania (Philadelphia) — MC 101895, Rose Zamma- 
relli, common carrier application. Examiner John P. McCarthy. 
Served May 7. Certificate proposed. Household goods between 
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New York, N. Y., and points in the Philadelphia, Pa., commer- 
cial zone, on the one hand, and points in New Jersey, Delaware, 
and Maryland, on the other, over irregular routes. 

Pennsylvania (Philadelphia)—-MC 101212, Thomas E. Pow- 
ers, common carrier application. Examiner John P. McCarthy. 
Served May 7. Dismissal of application for a certificate pro- 
posed at request of applicant. Corrugated paper boxes, 
knocked down, from Philadelphia, Pa., to points in New Jer- 
sey, Delaware, and Maryland, within 100 miles of Philadel- 
phia, and return with rejected shipments, over irregular routes. 

Utah (Mt. Pleasant)—-MC 96224, Leslie Shelley, contract 
carrier application. Joint board 29. Served May 7. Permit 
proposed, on further proceedings. Lime rock, in bulk, from 
Fox Creek Quarry, Wyo., over an unnumbered highway to Fox 
Creek Siding, Ida. (a point located on the Union Pacific Rail- 
road line, approximately 5 miles south of Driggs, Ida.), in the 
season extending from May 1 to October 30 of each year. 
Modified procedure. Hearing on request. Exceptioris, if any, 
must be filed within 30 days from date of service. 

Ohio (Eaton)—MC 90114, C. S. Baker, common carrier 
application. Joint board 58. Served May 7. Denial for want 
of prosecution proposed. Specified commodities between points 
in Illinois, Indiana and Ohio, over irregular routes. 

Oregon (Bend)—MC 70947, Sub. No. 3, Mt. Hood Stages, 
Inc., extension—Wilder. Joint board 49. Served May 7. Cer- 
tificate proposed. Passengers and their baggage, and express, 
mail and newspapers in the same vehicle with passengers be- 
tween Caldwell and Parma, Ida., over a regular route, serving 
all intermediate points. Modified procedure. Hearing on re- 
quest. Exceptions, if any, must be filed within 30 days from 
date of service. 

Missouri (Kansas City)—-MC 38183, Sub. No. 2, Wheelock 
Bros., Inc., Lake City extension. Examiner P. H. Dawson. 
Served May 7. Certificate recommended. General commodi- 
ties, with exceptions, between Kansas City, Mo., and the site 
of Remington Arms Co. plant, near Lake City, Mo., over regu- 
lar routes. 

Texas (Mason)—MC 63099, Sub. No. 1, J. R. Walker, com- 
mon carrier application. Joint board 77. Served May 7. Cer- 
tificate proposed. Wool and mohair from points in Mason, 
Concho, Menard, Kerr, Gillespie, Sutton, Schleicher, Crockett, 
Tom Green, McCullough, and Kimble counties, Tex., to Hous- 
ton, Galveston, and Corpus Christi, Tex., over irregular routes. 
In addition to the authority recommended, applicant sought 
authority to operate as a common carrier of live stock and live 
stock feedstuffs between various points in Texas. The evidence 
revealed, the report said, that much of the movement contem- 
plated under the application would consist of the transporta- 
tion, by applicant, of the commodities sought, from actual ranch 
or farm locations to railroad shipping points, for subsequent 
movement by rail; and the movement of such commodities by 
applicant, from the railroad shipping points out to the actual 
ranch or farm locations. The joint board recommended that 
the Commission find that the movements from and to the rail- 
road shipping points were not movements in interstate com- 
merce, but were purely intrastate movements, and no authority 
was necessary from the Commission to engage in such trans- 
portation activities. 


Motor Purchase “Ratification’’ 


Holding it clearly apparent that unifications of the opera- 
tions in question had been consummated under applicant’s con- 
trol and management, in violation of section 5 (4) of the 
interstate commerce act, and that nothing remained to be done 
by applicant except the making of monthly payments on the 
purchase price, Examiner James L. Smith of the section of 
finance, Bureau of Motor Carriers, has recommended denial, in 
MC F-1398, of the application of McCoy Truck Lines, Inc., of 
Waterloo, Ia., for authority to purchase the operating rights and 
property of Marvin F. Schlick, dba Schlick’s Freight Motor 


Carrier, of Charles City, Ia., for $45,000, subject to certain 
adjustments. 


According to the proposed report, served May 2, applicant 
has authority to operate as a common carrier of general com- 
modity between Chicago, Ill., and Cedar Falls, Ia., via Water- 
loo, and between Chicago and Omaha, Neb., while the vendor 
has similar operating authority over regular routes between 
Waterloo, on the one hand, and, on the other, Austin, Minn., 
and Cedar Rapids, Ia., as well as authority to transport specified 
commodities between specified points and areas in Minnesota, 
Iowa, Illinois, Indiana and Nebraska. Examiner Smith noted 
that vendor had been interchanging freight with applicant at 
Cedar Rapids and Waterloo, where each maintained a ter- 
minal. A part of the purchase price, said he, had been paid with 
funds acquired by applicant in taking over vendor’s operations 
on or about November 1, 1940, and a part by a mortgage placed 
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by applicant on certain of vendor’s equipment. The record dis- 
closed, said the examiner, that although applicant and vendor 
both claimed that the latter controlled operations of the ven- 
dor, the extent of such control was confined to unloading 
freight at night at the Charles City terminal, making out cer- 
tain reports and supervising the work of a solicitor there. 
Vendor’s operations since November 1, the examiner observed, 
had been conducted by applicant, who performed all dispatch- 
ing and billing, made all collections and paid insurance and 
taxes on vendor’s properties. 

“Congress, in enacting section 5, clearly intended that this 
Commission should be charged with the duty of safeguarding 
the public interest by determining whether proposed trans- 
actions should be approved,” said Examiner Smith, underlin- 
ing the word “proposed.” “This obligation can not properly 
be discharged if carriers are free to accomplish such trans- 
actions without first having the Commission determine whether 
or nct it would be harmful to the public interest, and then 
secure the Commission’s ratification of the accomplished fact.” 

The examiner cited Potashnick Truck Service, Inc., Control, 
Bryant Truck Lines, 5 M. C. C. 723, in which the Commission 
said it was clear that the time for leniency in enforcement of 
provisions of section 210a (b) had passed. 


COMMISSION ORDERS 


No. 13535 et al., Consolidated Southwestern Cases. Petition filed 
by W. F. Knobeloch, on behalf of southwestern lines, defendants, for 
relief under finding 27 and modification of findings and orders as to 
litharge or red lead, Joplin, Mo., and Coffeyville, Kan., to Texas, 
denied. Order of April 5, 1927, as since amended, further amended 
by eliminating salt, common, iodized or sulphurized, with a mixture 
of not to exceed 5 per cent of manganese sulphate, carloads, from 
proceedings. 

No. 28467, Western Pennsylvania Coal Traffic Bureau et al. vs. 
Ann Arbor et al.; No. 28482, Property Owners’ Committee et al. vs. 
C, & O. et al.; No. 28521, Northern West Virginia Coal Association vs. 
A. C. & Y. et al.; No. 28533, Eastern Bituminous Coal Association vs. 
Ann Arbor et al.; No. 28539, Allied Paper Mills et al. vs. C. & O. et al.; 
No. 28556, Ohio Coal Association vs. A. C. & Y. et al.; No. 28634, 
Watervliet Paper Co. vs. C. & O. et al. Petitions of Property Owners’ 
Committee et al. interveners in No. 28467 and complainants in No. 
28482, for orders requiring defendants to supply certain data for use 
in these two proceedings, denied without prejudice to reconsideration 
thereof either on request of parties or on Commission’s own motion, 
if and when propriety of such action becomes apparent. 

No. 28608, Tennessee Products Corporation et al. vs. C. & N. W. 
et al. Crossett Chemical Co. permitted to intervene. 

Finance No. 5045, Arcata & Mad River deficit status. 
reopened for reconsideration. 

Finance No. 13235, application of the Pennsylvania Railroad Co. 
and Pennsylvania Co. for authority to acquire control of the Wabash 
Railroad Co. by purchase of capital stock. Walter G. Peterkin (owner 
of $25,000 of refunding and general mortgage bonds of Wabash Rail- 
way Co.) permitted to intervene. 


MC 7077 and MC 18859, in the matter of the holding by Lewis I. 
Newman, dba Hastings Transfer Co., Hastings, Neb., of a permit under 
MC 7077 and of a certificate under MC 18859, as successor in interest 
to Lloyd Dixon, dba Dixon Transfer, Fairmont, Neb., in accordance 
with provisions of section 210 of interstate commerce act. Proceeding 
referred to Examiner V. J. Livingstone for hearing on June 23 at 
9 a. m. (Standard time), at the State Railway Commission, Lincoln, 
Neb., and for recommendation of an appropriate order accompanied 
by reasons therefor, unless parties to proceeding agree to omission 
of such a recommended order, on question of whether holding at the 
same time by Lewis I. Newman of certificate and permit will be 
consistent with public interest and the national transportation policy. 
Proceedings reopened for sole purpose of determining issues noted 
above in accordance with provisions of section 210 of interstate com- 
merce act. 

MC 21576, Sub. No. 2, Schultz Refrigerated Service, Inc., extension 
of operations, Bridgeton. Petition filed by protestants, Davidson 
Transfer & Storage Co., W. T. Cowan, Inc., and Overnight Motor 
Transportation Co., for reconsideration, denied. 


MC 10872, Be-Mac Transport Co., Inc., common carrier application. 
Matter reopened for further hearing, at time and place to be fixed, 
solely with respect to applicant’s right to transport general com- 
modities over Route C-3 of appendix A of report herein, between St. 
Louis, Mo., and Beloit, Wis., serving St. Louis, Beloit, the inter- 
mediate points of Rockford, Canton, Peoria, La Salle and Freeport, 
Ill., and the off-route point of Pecatonica, Ill.; and route C-4 of ap- 
pendix A of said report, between St. Louis, .Mo., and Chicago, IIl., 
serving, in addition to St. Louis and Chicago, intermediate points of 
Aurora, Streator and Morris, Ill. Order of January 4, only in so 
far as it denies applicant right to conduct above-described operations 
vacated and set aside. 

MC 11544, Sub. No. 2, M. Luther Schott, extension of operation, 
Rhode Island; MC 80356, Sub. No. 3, Rubin Blair, extension of opera- 
tions, Rhode Island; MC 101841, Sub. No. 1, Lester L. Zern, extension 
of operation, Rhode Island; MC 102015, Edgar Nettles, extension of 
operation, Rhode Island; MC 25180, Sub. No. 1, Henry Hedrick Mest, 
extension of operation, Rhode Island. Sanitary Co. of America per- 
mitted to intervene. 

MC 52495, Sub. No. 2, Otto Abshier, extension, steel. Anderson 
Motor Service Co., Inc., Be-Mac Transport Co., Inc., Chicago-St. Louis 
Transfer Co., Consolidated Forwarding Co., Inc., Decatur Cartage Co., 
Highway Merchandise Carriers, Inc., Inter-State Motor Freight Sys- 
*em, Keeshin Motor Express Co., Inc., Kelleher Motor Freight Lines, 


Proceeding 


TRAFFIC WORLD 


Mound City Forwarding Co., Inc., Nighthawk Freight Service, Inc., 
Plaza Express Co., Inc., and Viking Freight Co. permitted to inter- 
vene. 

MC F-1509, Haeckl’s Express, Inc., purchase, Frank Shisler, Peti- 
tion requesting approval, under section 210a(b), of temporary opera- 
tion by Haeckl’s Express, Inc., of properties of Frank Shisler, dba 
Fast Freight Line, denied. 

MC 1470, Columbus and Chicago Motor Freight, Inc., common car- 
rier application. Denial order of December 9, 1940, further modified 
to become effective June 9 instead of May 8. 

MC 100971, Sub. No. 3, Elton Murrell Chester, Grants Pass exten- 
sion. Petition filed by rail-carrier protestant, Pacific Southwest Rail- 
road Association, for reconsideration denied. 

No. 28502, Corporation Commission of the state of Oklahoma vs. 
Cc. R. I. & P. et al. Waples-Platter Co. permitted to intervene. 

No. 28633, Jeffreys-Myers Manufacturing Co. vs. Southern et al. 
State Corporation Commission of Virginia permitted to intervene. 

Finance No. 13241, application of Minnesota Atlantic Transit Co. 
and Nicholson Universal Steamship Co. for authority to pool handling 
of automobiles, trucks, tractors and trailers between ports in Michigan, 
Minnesota and New York. Nicholson Transit Co. permitted to inter- 
vene, 

MC 2468, Sub. No. 2, Roy Wilson, dba Roy Wilson Transfer and 
Warehouse, common carrier application. Matter reopened for further 
hearing at time and place to be fixed. 

MC 29648, Elmer F. Smith, common carrier application; MC 38793, 
Elmer F. Smith (successor in interest to Eagle Trucking Co.), com- 
mon carrier application. Matters reopened for reconsideration on 
present record. Order of December 20, 1940, which by its terms de- 
nied a portion of the applications, vacated and set aside. 

MC 69298, Crooks Terminal Warehouse, Inc., contract carrier ap- 
plication; and MC 48602, Chicago, Rock Island & Pacific Railway Co. 
Motion of applicant in MC 69298 to strike petition of applicant in MC 
48602 for reconsideration overruled. Matters reopened for reconsidera- 
tion on present record. Order entered in MC 48602 on December 13, 
aa which by its terms denied application therein vacated and set 
aside. 

MC 84521, Southeast Arkansas Freight Line, Inc. 
missed on request of applicant. 

MC 100682, Norbert E. Stangler, contract carrier application. Mat- 
ter reopened for further hearing at time and place to be fixed. Order 
of January 6, which by its terms dismissed application, effective March 
10, vacated and set aside. 

No. 3666, in the matter of regulations for the transportation of 
explosives and other dangerous articles. Hearing now assigned for 
May 6, at Washington, D. C., before Assistant Director Homer C. 
King, is canceled. Complaint filed with respect to the use of electric 
hand lanterns by representatives of the Brotherhood of Railroad Train- 
men dismissed, it having been withdrawn by those representatives. 

Finance No, 12950, Central of Georgia reorganization. Chatta- 
hoochee & Gulf Railroad Co. and Southwestern Railroad Co. permitted 
to intervene. 

MC 77178, Albert G. Thompson, common carrier application. Ap- 
plicant’s petition for postponement of effective date of denial order 
denied. 

MC 2065, Earl Clingerman, common carrier application. Denial 
order of September 25, 1940, further modified to become effective July 
10 instead of May 8. 

MC 2969, Victor N. Sheek, contract carrier application. Matter 
reopened for further hearing at time and place to be fixed. Order of 
January 10 which by its terms denied a portion of application, vacated 
and set aside. 

MC 8581, John Mueller, contract carrier application. Denial order 
of January 10 modified to become effective June 12 instead of May 8. 

MC 19710, Sub. No. 1, Henry Fitchett, extension of operations; 
MC 19710, Sub. No. 2, Henry Fitchett (successor in interest to L. D. 
Shurtliff), common carrier application. Denial order of December 28, 
1940, modified to become effective June 6 instead of May 8. 

MC 21995, W. S. Harrington, dba Safeway Truck Lines, contract 
earrier application. Motion filed by protestants, Pennsylvania Truck 
Lines, Inc., Alko Express, Union Transfer Affiliated, Cleveland and 
Buffalo Transit, Suburban Motor Freight, Inc., and Buffalo Storage and 
Carting Co., to strike applicant’s exceptions overruled. 

MC 56159, Highway Express Co., common carrier application. De- 
nial order of November 22, 1940, further modified to become effective 
June 12 instead of May 8. 


MC 66691, Turner’s Transfer, common carrier application. Matter 
reopened for further hearing at time and place to be fixed. Order of 
December 18, 1940, which by its terms denied a portion of application, 
vacated and set aside. 


MC 69273, Mathews Trucking Co., Inc., common carrier application; 
and MC 69273, Sub. No. 1, Same, extension of operations. Applicant’s 
petition for postponement of effective date of denial order denied. 

MC 77596, Sub. No. 1, Jack Gorum, extension of operations. Matter 
reopened for further hearing at time and place to be fixed, solely with 
respect to the need for operation by applicant, in interstate or foreign 
commerce, aS a common carrier by motor vehicle of fresh meats and 
packing house products, from Wichita, Kan., to points in Arkansas. 

MC 87546, William H. Kramer, common carrier application. Denial 
order of January 6 further modified to become effective June 6 instead 
of May 8. 

MC 93384, Benjamin E. Grove, common carrier application. Denial 
order of December 9, 1940, further modified to become effective June 6 
instead of May 8. 

MC 94916, W. M. Coplin and Hugh G. Coplin, common carrier appli- 
eation. Denial order of January 8 modified to become effective June 6 
instead of May 8. 

MC 95755, Ray C. Distel, contract carrier application. Denial order 
of January 6 modified to become effective June 6 instead of May 8. 

MC 96147, Sam Catalano, common carrier application. Matter re- 
opened for further hearing at time and place to be fixed. Recommended 
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1940, vacated and set aside. 

MC 96246, R. W. McMinn, common carrier application. Matter 
reopened for further hearing at time and place to be fixed. 

No. 24579, South Chicago Coal & Dock Co. vs. Belt Railway Co. of 
Chicago et al.; No. 27618, Same vs. Chicago Short Line et al.; No. 28141, 
Same vs. Same. Order of November 26, 1940, as subsequently modified 
to become effective June 8, on not less than 30 days’ notice, further 
modified to become effective August 8 instead of June 8. 

MC 68807, Willard M. Whitney, contract carrier application. Denial 
order of January 4 further modified to become effective May 15 instead 
of May 8. 

Finance No. 11002, Denver & Rio Grande Western reorganization. 
Proceeding reopened and assigned for further hearing before Examiner 
R. T. Boyden on May 20, at 10 a. m., standard time, at Washington, 
D. C., for the purpose of receiving evidence to bring the record of the 
debtor’s operations down to date, and such other evidence and sugges- 
tions as will assist in a reconsideration of the approved plan. 

No. 28622 (formerly Maritime Commission No. 514), intercoastal 
rate structure. Petition filed by Joseph A. Wells, alternate publishing 
agent for steamship lines, for authority to depart from terms of order, 
as amended, so as to publish and make effective certain rates lower 
than minima prescribed in proceeding, assigned for hearing on May 
16, 10 o’clock a. m. (Standard time), at Washington, D. C., before 
Examiner Gray. 

No. 28629, Commonwealth of Kentucky, Railroad Commission of 
Kentucky vs. Illinois Central et al. Paui Sifton, acting director, Con- 
sumers’ Counsel Division, permitted to intervene. 

MC 2756 and MC 2757, John Vogel, Inc., common carrier applica- 
tions; and MC 2756 Sub. No. 1, Same, extension of operations, Albany- 
New York. MC 2756 Sub. No. 1 reopened for reconsideration on pres- 
ent record. Order of September 25, 1940, vacated and set aside only 
in so far as it denies portion of application in MC 2756 Sub. No. 1. 

MC 49126, Lucy F. Zimmerman, administratrix of estate of Orlando 
Zimmerman, contract carrier application; and MC 49126 Sub. No. 2, 
Lucy F. Zimmerman, administratrix, extension of operation, Michigan. 
Denial order of March 5 modified to become effective July 10 instead 
of May 7. 

Ex Parte MC 21, central territory motor carrier rates. Proceeding 
reopened for further hearing on May 23, at 9 a. m. (Standard time), 
at the Hotel Sherman, Chicago, Ill., before Examiner Curtis C. Hender- 
son, with respect to matters presented in the 89th petition of Central 
States Motor Freight Bureau, Inc. 

MC 15348, R. L. Anderson, contract carrier application. Denial 
order of August 5, 1940, further modified to become effective July 10 
instead of May 12. 

MC 15911, Ozark Truck Lines, Inc., common carrier application; 
MC 52600, W. J. Hurst, dba Mercury Motor Transportation Co., common 
carrier application; and MC 89913 Sub. No. 8, Frisco Transportation 
Co., common carrier application. Order of January 6, which denies 
a portion of applications effective March 8, and which thereafter was 
modified only to extent. that such order in so far as it denies a portion 
of application in MC 15911 is to become effective May 8, further modi- 
fied only to extent that such order in so far as it denies a portion 
of application in MC 15911 shall become effective July 10. 

MC 21972, Henry Anderson, common carrier application. Denial 
order of January 3 further modified to become effective July 10 in- 
stead of May 8. 


Southwestern Grain Products 


_ _ Western trunk line and southwestern railroads, in a brief 
in No. 28090, Tex-O-Kan Flour Mills Co. et al. vs. Abilene 
and Southern et al., treat the interest shown by the many 
interveners in the further hearing in this case as backing up 
statements made by them in their petition for further hearing 
to the effect that if the 15 per cent reduction in rates from 
Oklahoma and Texas to Atlantic seaboard territory were ad- 
hered to there would be complaints from several groups com- 
petitive with Texas and Oklahoma vigorously attacking the 
all-rail grain rates from the west to Atlantic seaboard terri- 
tory and intermediate points. 

In addition to that I-told-you-so declaration the western 
and southwestern lines renewed their statement that if reduc- 
tions were made from the west and southwest to meet what the 
Commission had done in this case, the revenue loss to them 
would be not less than $18,000,000 a year, referring only to 
Class I carriers. 

_ General Mills, Inc., an intervener, reviewed the entire 
Situation in an 137-page printed brief, expressing the belief 
that on this rehearing the Commission would dismiss the com- 
plaint on findings that the rates were not unreasonable nor 
unduly prejudicial or preferential. It called attention to the 
fact that Examiner Koch, who, with Commissioner Porter, heard 
the testimony, had recommended dismissal. 

“It is doubted if any carrier, party to this record, can 
show as serious a threat, as can this carrier, of the damage to 
be wrought against it, by a diversion of a substantial amount 
of the vitally important instant tonnage, from its route, or by a 
Substantial reduction of the rates thereon, as the result of the 
order of Aug. 1, 1940, herein,” says the Great Lakes Transit 
Corporation. 

It treated the matter as diverting tonnage from it if the 
rates ordered last August were allowed to stand without like 
reductions from other wheat producing states or a great loss 
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of revenue if the rates were reduced to meet the reduction from 
Oklahoma and Texas. The matter, it pointed out, was so vital 
to it because of the fact that a large percentage of its tonnage 
eastbound from Lake Michigan was flour and grain products, 
more than 98 per cent some time ago but somewhat less than 
that now. It suggested the possibility presented a jeopardizing 
of the continuance of its Lake Michigan service. Its Lake 
Michigan operations, it said, showed a sorrowful history of 
out-of-pocket losses, ranging from a minimum of $15,744 in 
1935 to a maximum of $375,331 in 1936 and $315,725 in 1939. 

The Corn Exchange of Buffalo and the New York State 
Millers Association urged the dismissal of the complaint. 

The Farmers Educational and Co-Operative State Union 
of Nebraska, the West Central Co-Operative Grain Co., Crete 
Mills, Inc., Gooch Milling & Elevator Co., Omar, Inc., Omaha 
Grain Exchange, and the Nebraska State Railway Commission 
asserted that no preference had been shown as against the 
complaining Oklahoma and Texas mills. They further contended 
that if any adjustment of flour rates from southwestern mills 
to Atlantic seaboard cities be required herein the Commission 
should prescribe the same or a lower level of basic flour rates 
applied on as favorable methods of computing equated rail and 
water mileages from Nebraska to the seaboard cities as might 
be established for application from Texas and Oklahoma via 
Gulf ports over rail and water routes to the seaboard cities, 
especially New York City. Such a rule of equality in rate- 
making methods, they said, was imperative unless a rate struc- 
ture preferential of the southwest and unduly prejudicial to 
Nebraska farmers, millers and markets was to be established 
by the Commission’s order. 

The Toledo Board of Trade said it had been conclusively 
shown that the existing rate structure had in no way con- 
tributed to a decline of the milling industry in the states cov- 
ered by the decision in this case. That being true, it said, and 
it having been successfully established that the rates prescribed 
by the Commission in this case, would, in effect, result in a dis- 
tortion of the grain rate structure to the disadvantage of eleva- 
tors and mills in other sections of the country, the Commission 
should find the complainants had not justified their needs for 
such a level of rates. 

The Colorado Mill & Elevator Co., Denver Grain Exchange 
Association, Hutchinson, Kan., Board of Trade Association, Kan- 
sas-Missouri River Mills, Salina, Kan., Chamber of Commerce, 
Topeka, Kan., Chamber of Commerce, Topeka Traffic Associa- 
tion and Standard Milling Co., in asking the Commission to 
find the rates neither unreasonable nor unduly prejudicial or 
preferential, assert that the record proves conclusively that 
the combination rail-ocean rate of 60 cents from the main 
Texas-Oklahoma groups is not unreasonable either as a whole 
or in part. They assert the complainants have not been driven 
out of eastern territory but are a very strong and important 
factor in those markets. 

Prescription of rates from Oklahoma and Texas to Atlantic 
ports, via rail-ocean routes, on the basis of 90 per cent of the 
southwestern scale, if continued as a result of the rehearing 
in this case, in simple justice, would require the prescription of 
rates via Minneapolis, Minn., related to that scale, say the 
Duluth Board of Trade, the Minnesota Railroad and Warehouse 
Commission and the Minneapolis Traffic Association. In the 
event of such continuance they declare the Commission should 
institute an investigation to insure equal treatment of all wheat 
producing areas. They said they were not wedded to mileage 
scales but that if the decision in this case was to be continued, 
rates from other important areas must be fixed on the basis 
of properly related scales. 

Oklahoma interveners on behalf of Tex-O-Kan and other 
complainants said they were not interested in factors of rates 
but asked for joint rates from Oklahoma to north Atlantic 
seaboard points and adjacent interior territory, as described 
in the complaint, which would not be prejudicial against Okla- 
homa points and preferential of shippers from points north and 
west of Oklahoma. They said they desired to be permitted to 
adopt, as their own, the findings requested in the brief of the 
complainants, thereafter to be filed. 


SIGNAL SYSTEMS 


The Erie has filed an application with the Commission for 
approval of proposed modifications of rules, standards and 
instructions prescribed by order of April 13, 1939, under sec- 
tion 25 (c) of the interstate commerce act. Any interested 
party desiring hearing should advise the Commission and 
applicant in writing within 20 days from May 2. 

The Pennsylania; New York Central; Chicago, Burlington 
& Quincy; and Belt Railway Co. of Chicago have filed applica- 
tions with the Commission for approval of proposed modifica- 
tions of signal systems or devices under section 25 (b) of the 
interstate commerce act. Any interested party desiring hear- 
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ing should advise the Commission and applicant in writing 
within 20 days from May 3. 

The Chicago & North Western; New York Central, lessee 
of Michigan Central; Northern Pacific; Delaware, Lackawanna 
& Western; and Pennsylvania have filed applications with the 
Commission for approval of proposed modifications of signal 
systems or devices under section 25 (b) of the interstate com- 
merce act. Any interested party desiring hearing should advise 
the Commission and the applicant in writing within 20 days 
from May 5. 

The Chicago, Milwaukee, St. Paul & Pacific; Northern 
Pacific; Great Northern; Chicago, Rock Island & Pacific; South- 
ern Pacific Co.; Norfolk & Western; Chattanooga Station Co.; 
Atchison, Topeka & Santa Fe; and New York Central have filed 
applications with the Commission for approval of proposed 
modifications of signal systems or devices under section 25 (b) 
of the interstate commerce act. Any interested party desiring 
hearing should advise the Commission and applicant in writing 
within 20 days from May 7. 

The Chicago & North Western; Southern Pacific Co.; Grand 
Trunk Western; Reading Co.; and Erie have filed applications 
with the Commission for approval of proposed modifications of 
signal systems or devices under section 25 (b) of the interstate 
commerce act. Any interested party desiring hearing should 
advise the Commission and applicant in writing within 20 days 
from May 8. 


Consolidated 8. W. Relief Protest 


All the railroads operating in and east of the Rocky moun- 
tains have filed exceptions and argument in support thereof 
which amount to a vigorous protest against the permanent re- 
lief proposed by Examiner Leonard Way in fourth section ap- 
plication No. 13560 and others as a substitute for the tempo- 
rary relief granted in fourth section orders Nos. 9600 and 12150 
in connection with the Consolidated Southwestern Cases, 123 
I. C. C. 203, and the report supplementary thereto (see Traffic 
World, Dec. 21, 1940, p. 1519). 

Assuming that it would be physically possible ever to com- 
pute the mileages involved, they assert, it would take countless 
volumes of routing tariffs to make the relief Way proposes 
effective. They point out that the rates prescribed in the 
southwestern case, covering both classes and commodities have 
been in effect for thirteen years and have not resulted in any 
complaints from any shippers or any carriers. They assert 
that industries in the southwest, as well as in other territories, 
have adapted themselves to the situation. 

Computation of mileages over the thousands of routes 
would be necessary as a condition precedent to the observance 
of the conditions recommended by the examiner, the railroads 
indicated. In view of the facts that the rates established under 
the temporary relief have been in effect for thirteen years and 
that industry has adapted itself to them, the railroads assert, 
there is no reason why the temporary relief should not be 
continued. The carriers also reminded the Commission that 
one of the principal objects sought to be attained in that case 
was simplicity of tariff publication. Compliance with the cir- 
cuity conditions proposed by Examiner Way, they suggest, 
would require the computation of mileages via every route be- 
tween all points in southwestern territory, on the one hand, 
and every point in western trunk line, intermountain, official, 
Illinois and southern territories, on the other, so as to deter- 
mine which were the useable routes. The railroads said that 
no one at this time had a concrete idea as to the manner in 
which tariffs covering the situation could be published. But 
they suggested that, assuming the task could be accomplished, 
it would take countless volumes of routing tariffs to present 
the routing situation in such a way that it could be determined 
by a railroad agent or the general public whether or not cer- 
tain routes could participate in certain traffic. 

The proposed limitations, they declared, would result some- 
times in preventing a carrier with a circuitous line between two 
points from participating in the local rates between those points 
while permitting it to participate in the rates on the same traffic 
to and from points beyond, although its divisions from the 
latter rates might be considerably less than the local rates 
which it was not permitted to establish. 

_ “It is difficult,” say the carriers, “to see how such a situa- 
tion can be expected to result in any saving in the transporta- 
tion cost. On the contrary, it unquestionably increases the 
costs of the circuitous line.” 

The situations dealt with to this point are general. The 
carriers, however, state 12 specific exceptions, each of which is 
set forth in a mass of specific details. 

The railroads assert that denial of fourth section relief in 
connection with the rates prescribed by the Commission con- 
stitutes a denial of a legal right to the defendants and a failure 
on the part of the Commission to perform a legal duty. It was 
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to be assumed, they said, that when the Commission prescribed 
a system of rates it was intended that such rates were to be 
used and applied to the movement of traffic in the territory 
covered by the decision. It is only by such an assumption, 
they declare, that the Commission can be deemed to have de- 
termined the legality of the rates prescribed. In the absence 
of such assumption, they declare, the Commission is placed in 
the anomalous and unwarranted position of prescribing rates 
which are higher than those that can be lawfully put into 
effect. When the Commission prescribes a reasonable maxi- 
mum rate, they say, it is the lawful right of the carriers to 
charge that rate. By that same token, they add, it is the duty 
of the Commission to remove any barriers so as to permit the 
carriers to make the legal charge. 


F. E. C. Reorganization 


The Brotherhood of Locomotive Firemen and Enginemen 
has asked the Commission to overrule Examiner R. H. Jewell’s 
denial of its petition to intervene in Finance No. 13170, Florida 
East Coast reorganization. It desires reversal of the ruling so 
it may oppose approval of the plan of reorganization on the 
ground of existing employment practices. The brotherhood’s 
petition for intervention was denied by the examiner, because, 
as he said, the brotherhood had no public interest in the pro- 
ceeding. 

The Florida East Coast pursues, as one of its subversive 
employment practices, says the brotherhood, a policy of abso- 
lute discrimination against the white race in the employment 
of locomotive firemen, regardless of the white man’s qualifica- 
tions, in favor of Negro firemen. The exclusive use of Negro 
firemen, the brotherhood said, was a short-sighted management 
policy that had, in addition to other effects, a prejudicial result 
on the financial interests of the railway and its security holders. 
The brotherhood said the white race was capable of rendering 
a higher degree of efficiency, economy and safety in the per- 
formance of firemen’s duties than Negroes were. This, it said, 
was corroborated by the fact that no railroad in the United 
States permitted a Negro to assume the duties of a locomotive 
engineer. 

“Some of the Negroes employed by the Florida East Coast 
are illiterate,” says the brotherhood. “They are unable to read 
train orders or dispatches, and otherwise familiarize themselves 
with safety rules and instructions by reading them.” 

The brotherhood pointed to the effect of employment of 
only Negro firemen had on the road’s supply of locomotive 
engineers and said before a man was qualified to serve as an 
engineer he must have the benefit of a substantial amount of 
training as a locomotive fireman. The great majority of engi- 
neers employed by other roads, it said, were obtained by pro- 
moting them from the position of fireman after adequate firing 
experience had been had. In view of the custom of not em- 
ploying Negroes as engineers, the brotherhood added, the Flor- 
ida East Coast had no firemen to be promoted to engineers, 
and “it must secure its engineers from the public at large, with 
such skill and experience as they may chance to have.” If the 
road permitted white firemen to work as engineers as do all 
other roads, said the brotherhood, the engineers not needed 
in its dull season could go back to firing, and also be ready 
for immediate service as engineers when the busy season 
arrived. 

“The Florida East Coast,” the brotherhood said, “indulges 
in a practice prohibited by the railway labor act which is 
commonly known as the ‘check-off’.” 

Another instance of the road’s substandard employment 
policies, it added, was its maintenance of a fireman’s wage rate 
at approximately 18 per cent below the standard wages paid 
firemen on all other railroads in the southeastern territory. 

The brotherhood said the Commission had the authority 
under section 77 of the bankruptcy act to decline to approve 
a railway’s reorganization “on the grounds that it would be 
incompatible with the public interest when the employment 
— of the railway are contrary to the public law and 
policy.” 


TAMPERING CAUSED BADEN WRECK 


In a highly technical report, the Commission, by Com- 
missioner Patterson, makes a finding that the derailing of a 
Pennsylvania passenger train near Baden, Pa., March 16, was 
caused by malicious tampering with the track. The resulting 
wreck caused the death of two passengers and three employes 
and the injury of 102 passengers and 19 train employes. 

The report shows a rail was moved out of line without dis- 
turbing the electric bonding between the butted ends of the rails, 
the play allowed by the bonding being about 18 inches. The 
report said the rail-bond could be restricted so as to make it 
more difficult to set up a defective condition in the track such as 
caused this derailment. 
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All-Freight to Pacific Coast 


Transcontinental railroads, respondents in I. and S. No. 
4648, all-freight to Pacific coast, and I. and S. No. 4670, all- 
freight, Chicago, etc., to Salt Lake City, contend in a brief 
filed by counsel in their behalf that the record demonstrates 
“beyond peradventure” that the rates under investigation have 
enabled the railroads to meet a severe competitive problem, 
have provided retail merchandising institutions with a carload 
mixture adapted to their needs, and have been beneficial to 
the consuming public. The record further demonstrated, said 
the brief, that the rates under investigation conformed in all 
respects to those substantive provisions of the interstate com- 
merce act “by which their legality must be judged.” The 
respondents ask, therefore, that “this protracted proceeding” 
be discontinued. ? 

“The record makes painfully clear,’’ says the respondents’ 
brief, “the adverse effect on the railroads of a failure on their 
part to meet the needs of retail merchants by supplying mix- 
ture rates designed to attract the movement of ‘contraband’ 
freight. It is evident that the transcontinental railroads in 
establishing the rates under consideration were endeavoring 
to meet a competitive situation growing out of the inade- 
quacy of established mixed carload privileges as a satisfactory 
method for the transportation of contraband articles. They 
blazed no new trail in doing so, but merely followed an evolu- 
tionary path initiated by special and Rule 10 mixtures many 
years ago with not only the acquiescence but also the express 
approval of the Commission.” 

Observing that the Commission had described the inquiry 
as “ancillary” in character, the respondents said no issue as 
to the lawfulness of existing transcontinental class rates was 
or could have been contemplated, adding that the inquiry 
of necessity related to the choice of competitive methods and 
not to the lawfulness of the method actually pursued by the 
respondents. 

The transcontinental railroads averred that the competi- 
tive situation had made necessary their providing extensive 
commodity rates; that use of such rates in meeting specific 
competitive conditions preserved carriers’ revenues in a man- 
ner not afforded by a class rate revision process; that under 
the competitive conditions, class rates on the respondents’ less- 
carload traffic could be of no substantial use or value, and that 
all-commodity rates presented a lawful approach to the 
specific competitive problem they were designed to meet. 

Cancelation of the $2.75 rate under investigation is asked 
in a brief of the Duluth Chamber of Commerce. It says that 
without a cost study it is more or less a matter of guesswork 
as to what effect the all-commodity rates have had on the 
revenues of the rail respondents. 

The brief said the Commission should consider whether or 
not the railroads by rate adjustment might step out of the 
l. ec. 1. business in favor of the forwarders, “even if it could 
be shown by some feat of legerdemain it would be profitable 
for them to do so.” 


In its conclusion, the brief contended that the $2.75 rate 
should be ordered canceled because it would decrease the 
transcontinental lines’ revenue and would be a burden on 
other traffic, and because it was “an effort by the transcon- 
tinental rail carriers to partially relieve themselves of their 
obligations to file and publish rates and charges for less-than- 
carload transportation and of their obligations under sections 
1, 2, 3, and 4 of the act to establish rates and charges which 
were reasonable, non-discriminatory and _ non-preferential.” 
It contended also that the effect of the all-commodity rate 
in question was to begin a costly and expensive rate war be- 
tween the rail lines, on the one hand, and the truck lines, on 
the other, that the rate was lower than necessary to meet 
truck competition, and that the rate was prejudicial to ship- 
pers unable to avail themselves of it and preferential of those 
who, because of their large tonnage, might use it. 

The proposed rates are not justified because of any com- 
petitive situation, declare Interstate Freight Carriers’ Con- 
ference and Pacific Inland Tariff Bureau, protestants in I. and 
S. No. 4648, all-freight to Pacific coast and I. and S. No. 4670, 
all-freight, Chicago, etc., to Salt Lake City. 


Further assertions in support of a finding of non-justifica- 
tion were that the proposed rates would result in unjust dis- 
crimination and prejudice, in diminishing revenues for the 
railroads without any compensating additional tonnage, except 
that diverted from water and motor carriers, that there was 
no evidence that the rates would be compensatory and that 
they would exert a depressing influence on the rate structures 
of other carriers not only in the territory involved but other 
territories as well. 

Another declaration was that the rates proposed would 
place the rate-making power in the hands of unregulated for- 
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warding companies. Another was that the rates would be 
available only to a few large shippers in Chicago and not to 


- the general public. 


Chicago Stock Yards Practice 


The circumstances in the present case were unique, said 
attorneys for line haul railroads, intervenors for the defendants 
in No. 2188, Swift and Company and Omaha Packing Company 
vs. United States and the Commission, in a brief filed in answer 
to arguments of the plaintiffs before the federal court at Chi- 
cago April 22 (see Traffic World, April 26, p. 1049). The plain- 
tiffs seek an injunction setting aside the Commission’s order in 
No. 27862, decided a year ago, in which yardage charges on 
live stock unloaded at Chicago were found not unlawful. 

“The case is unique in that the fundamental issue has been 
decided so recently and so conclusively by the Supreme Court 
in a case arising out of the same controversy,” the brief said, 
referring to the decision in February in Armour and Company 
vs. Alton et al. (see Traffic World, Feb. 8, p. 335). The funda- 
mental issue, the brief said, was whether the controlling ques- 
tion was one requiring the exercise of administrative discretion 
or one presenting a pure question of law. The Supreme Court 
unanimously held that neither the interstate commerce act nor 
general principles of law conferred a legal right on the packer 
to demand that “the railroads must deliver its shipments of 
live stock at such locations and in such manner that it need 
pay no yardage charge to the stock yards company,” the brief 
said. The high court, in the Armour decision, the brief con- 
tinued, recognized that that case was a companion case to the 
Swift case. Attorneys for the railroads also filed with the 
court a brief containing their arguments presented to the Com- 
mission. 

Armour and Company, in a brief filed in behalf of the 
plaintiff, takes the position that the two cases are not exactly 
similar. The Swift case, says its brief, involves shipments con- 
signed to the public stock yards, whereas in the Armour case 
the majority of shipments involved had been consigned by the 
plaintiff to “a station” at Chicago. Regarding shipments of the 
first kind, says the brief, Armour and Company adopts the 
brief of the plaintiffs in the present case as its own. 


Railroad Interest in Lake Line 


With questions coming from the bench with almost Gatling 
gun rapidity, J. Aronson, vice-president in charge of the law 
department of the New York Central, argued before the entire 
Commission, May 2, in No. 28162, Nicholson Universal Steam- 
ship Co.-ownership interest of New York Central in Nicholson, 
that the relation between the two is that of a debtor and a 
creditor. That relation, according to Mr. Aronson, arose out 
of the transfer of the New York Central’s Great Lakes steam- 
ship interests after the Commission decided that the public 
interest required the railroads to divest themselves of their 
steamship lines on the Great Lakes. 

The argument was made on the proposed report of Exam- 
iner R. G. Taylor (see Traffic World, Feb. 8, p. 327, and Feb. 
15, p. 380), in which he dealt with the ownership by the New 
York Central of the United States Freight which, in turn, 
owned Nicholson, the ownership being of stock, and the trus- 
teeing of the stock of United States Freight in the hands of 
B. H. Meyer, formerly a member of the Commission. The 
claim is, and has been, that the execution of a trust agreement 
giving Mr. Meyer power to vote that stock, free of control by 
the New York Central, constitutes a divestment of control. 
Examiner Taylor, in his proposed report said the trusteeing 
was “nothing more than a blind.” 


Mr. Aronson, after quoting the part of the trust agreement 
giving Mr. Meyer control over the voting of the stock, without 
pressure from the New York Central, asked what power the 
New York Central had to circumvent the arrangement without 
breaching the contract. He suggested that the Commission 
would not desire to say it mistrusted Mr. Meyer. 

There was no denial that the New York Central had an 
interest in the steamship line because it had the interest of a 
creditor under a mortgage on the property which was a dimin- 
ishing interest and which would be extinguished by the pay- 
ment of debentures which would be completed in 1952 unless 
there was a default. 

It was contended that a creditor interest was not such as 
was forbidden by law. Commissioner Aitchison wanted to 
know if that was not an equitable interest which might become 
a legal interest. Mr. Aronson said that that was possible un- 
less the law made it impossible, in the event of a default, ad- 
mitting that the language of a mortgage was the language of 
a conveyance but that in practice giving of a mortgage was 
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not a conveyance inasmuch as, in the event of a default, there 
had to be a sale of the mortgaged property. 

Notwithstanding the trusteeing of the stock in the hands 
of Mr. Meyer, Examiner Taylor recommended that the Com- 
mission find factually that there was actual competition be- 
tween the New York Central and Nicholson; also that it find 
the interest of the New York Central in Nicholson was such 
as contemplated by section 5 (19) of the interstate commerce 
law and section 5 (14) of the transportation act of 1940; that 
no application had been filed seeking continuance of the opera- 
tion or acquisition of such ownership, operation, control, or in- 
terest and that such ownership constituted and “still consti- 
tutes” a violation of the specified sections. He recommended 
that the Commission take effective steps to bring about a dis- 
continuance of the relationship. 

Broadly speaking Mr. Aronson contended that, under the 
decisions of the Commission and the courts, the New York Cen- 
tral had divested itself of control and that the interest repre- 
sented by the claim of a creditor for money to be paid for 
acquired property was not such as was forbidden. He pointed 
to the decisions, among others, made in cases growing out of 
the enforcement of the commodities clause, in which the rail- 
roads transferred their anthracite mines and facilities to com- 
panies the stock of which was owned by them, to show that 
the broad conclusions of the examiner in this proceeding were 
not warranted. 


UNIFORMITY IN BILLS OF LADING 

With a view to bringing about the use of identical or uni- 
form bills of lading by rail and motor common carriers, the 
National Industrial Traffic League has asked the Commission 
to reopen, for further hearings, No. 4844, the proceeding in 
which it prescribed forms for the straight and order-notify 
bills of lading for use by the railroads. On account of the 
different character of the liability of carriers by water, the 
League’s petition does not cover bills of lading forms for them. 

Motor carriers members of the American Trucking Associa- 
tions, Inc., according to the petition, use the railroad forms of 
bills, the forms being part of National Motor Freight Classifi- 
cation No. 9, MF I. C. C. 9, which became effective Dec. 
31, 1940. The Commission, it is pointed out by the League’s 
petition, has not prescribed any forms for the motor carriers. 
The League, according to its petition, has had informal and 
cooperative conferences on the subject with representatives of 
the railroads and motor carriers with a view to obtaining uni- 
form or common forms but final agreement for general adop- 
tion, the petition says, has been impeded or prevented by the 
objections of certain carriers. 

In addition to reopening the old proceeding the League 
asks the Commission to enlarge the inquiry or investigation 
by making all common carriers which are subject to Parts I 
and II respondents thereto so as to make the inquiry into the 
terms, forms and conditions in the bills of lading used and to 
be used by all common carriers subject to the two parts and 
in instances where there is joint transportation, with carriers 
by water. 


UNDUE PREJUDICE TO BEAUMONT 


Alleging undue prejudice to Beeumont and undue preference 
of Galveston, Houston and Texas Ciity, as well as unreasonable- 
ness in proposed rates, the Port of Beaumont, Tex., traffic de- 
partment, by Doss H. Berry, manager asked the Commission 
to suspend schedules in Dodge’s I. C. C. No. 531, and some in 
Peel tariffs dated to be effective May 9. The rates proposed 
by the railroads, in an answer filed to the Beaumont protest 
are defended as being necessary to enable the railroads to meet 
the competition of motor carriers. Rates on groceries and 
canned goods are mentioned in the protest and answer, each 
of which refers to a large number of details about rates and 
minimum weights. 

By the schedules filed by Dodge and Peel, according to the 
Beaumont protest, the rail carriers “propose to and are de- 
liberately undertaking to mislead the Commission, by endeavor- 
ing to make it appear that such proposed schedules are being 
published in order for such rail carriers to meet bona fide motor 
truck competition.” The protest further said, ‘“‘we will endeavor 
to show the Commission that the rail carriers are not only 
using the motor carriers as a blind in order that they may be 
afforded an alibi to continue their ruthless policy of discriminat- 
ing, unduly, against the port of Beaumont, and of unduly pre- 
ferring the ports of Houston, Galveston and Texas City, but in 
addition to this, to attempt to violate the Commission’s order 
in the twenty-first and twenty-second supplemental report in 
docket No. 13535, whereas the Commission grouped Houston, 
Galveston and Texas City at points distant more than 200 miles 
from Houston, with the provision that the rates from such group 
would be based on the mileage from Houston plus fifteen miles, 
except that where the distances from Houston approximate or 
exceed the distances from Galveston the rates to or from the 
group shall be based on the distance from Houston.” 
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The railroads, in their answer defended their proposals on 
the ground of truck competition. They said it would be assumed 
that the rates proposed were strictly in line with the motor rates 


else the. motor carriers would have asked suspension of the 
schedules. 


Cc. AND N. W. REORGANIZATION 


Judges Otto Kerner of the circuit court and P. L. Sullivan 
of the district court have directed parties to No. 2810, Chicago 
and North Western vs. U. S., to appear at a hearing in the case 
in the circuit court of appeals at Chicago, May 13. The plaintiff 
seeks an injunction order by a three-judge court setting aside 
the Commission’s order denying the railroad attorneys’ allow- 
ances from the trustee’s fund with which to appeal from the 
district court approval of the reorganization plan (see Traffic 
World, April 5, p. 865). The Commission has entered the case 
as intervenor in behalf of the defendant. Attorneys for the 
debtor company have also asked the circuit court to overrule a 
district court order which approved, in effect, the Commission's 
decision in the matter of the allowances for appeal costs. 

John P. Barnes, federal district judge at Chicago, on his 
own motion, has ordered parties to the Chicago and North 
Western reorganization proceedings to show in writing by May 
15 why the Commission should not certify to the court the 
results of voting among creditors on acceptance or rejection 
of the approved reorganization plan. The court set May 19 
as the date for a hearing in the matter. The Commission sent 
ballots to the creditors which were returnable April 5 but has 
not certified the results of the voting to the court. Attorneys 
for the debtor company early in April sought an order from 
the circuit court of appeals to prevent the certification, but 
the order was denied (see Traffic World, April 19, p. 987). 


RAILROADS AND I. C. C. ORDERS 


Lack of familiarity with the technicalities of tariff publica- 
tion is suggested as the foundation for the criticism of railroads 
and their alleged attitude respecting orders of the Commission, 
which Commission tariff men hold to be unwarranted (see 
Traffic World, May 3, p. 1116). They do not challenge the 
accuracy of the assertion made by Doss H. Berry, manager of 
the traffic department of the Port of Beaumont, Tex., that 
supplement 37 to Texas Lines Tariff 75-D, Dodge’s I. C. C. 512, 
does not include Beaumont as a point to which rates on salt 
were being published. But that they point out that that does 
not tell the whole story. 

It is pointed out that supplement 37, filed on two days’ 
notice, made effective the rates to points other than Beaumont 
which had been suspended in I. and S. No. 4858, the suspension 
order as to which was vacated by the order of March 24. 

Beaumont was taken care of, the tariff men declare, in ac- 
cordance with the agreement under which the suspension order 
was vacated, in supplement 5 to Agent Dodge’s I. C. C. 529 
(which canceled his I. C. C. 512) and that that supplement, 
issued April 11, filed with the Commission April 12, was dated 
to be effective May 20. In that, they pointed out, the railroads 
made good on their promise to give Beaumont the rate that 
had been accorded to other Texas ports, although the rate will 
not be in operation until May 20. 

The tariff men say that under the rules of the Commission 
they could not have put the Beaumont rate into the tariff sup- 
plement putting into effect rates that had been suspended. 
It had to be put into another supplement. They say the rail- 
roads probably could have obtained special permission to pub- 
lish the Beaumont rate to be effective on the day they restored 
the rates that had been suspended, but that no such application 
was made. 


Cc. M. ST. P. & P. SIGNAL CHANGES 


Commissioner Patterson and Examiner Maidens held a 
hearing at Chicago, May 8, on an application of the C. M. St. 
P. & P. for permission to make changes in its signal system 
between Mobridge and Moreau Junction, S. D. The changes, 
according to testimony at the hearing, would involve the in- 
stallation of a track-circuit controlled indicator at Mobridge 
and a manual block signal on a branch line leading to Trail City, 
S. D., at Moreau Junction, to be remotely controlled from 
Mobridge. It was testified that the new installations would 
give additional protection at the junction against trains enter- 
ing the main line from the branch line. The use of an operator 
at the junction, through whom information as to branch line 
movements was now relayed to Mobridge, would be eliminated, 
witnesses said. Objections were voiced by G. E. Leahy, deputy 
president, Order of Railway Telegraphers, and other rail labor 
representatives, who insisted that the present method of opera- 
tion at Mobridge would make it possible for a train, under 
certain circumstances, to be on the main line between that 
point and Moreau Junction without that fact being indicated 
on the track-circuit controlled block at the junction. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1941, by West Publishing Company.) 





Regulation of Common Carriers 


(Supreme Court of Mississippi.) The “grandfather” pro- 
vision of statute relating to issuance of certificate of public 
convenience and necessity may be applied to motor carriers 
who have no outstanding certificates but who could qualify as 
bona fide operators in a requisite measure of actual fact by 
gaye and well-sustained proof. Laws, 1938, c. 142, Sec. 
8 (a, h). 

Where operation by a motor carrier has been real and 
substantial and has been openly and honestly conducted with 
knowledge of the Public Service Commission and with consent 
of that authority though not formally certified, the operation 
has been a “bona fide operation” within purport of “grand- 
father” proviso in statute relating to issuance of certificates 
of —0% convenience and necessity. Laws, 1938, c. 142, Sec. 
8 (a, h). 

One who was operating on January 1, 1938, as a restricted 
motor carrier, cannot avail of the “grandfather” proviso to 
obtain a certificate of public convenience and necessity as a 
general common carrier. Laws, 1938, c. 142, Sec. 8 (a, h). 

A motor carrier which prior to January 1, 1938, had car- 
ried fresh cream, oil, and other petroleum products, but which 
only rarely and casually carried other things, could not avail 
of the “grandfather” proviso to obtain a certificate of conveni- 
ence and necessity as a general common carrier even if carrier 
had held itself out as ready, able and willing to carry any and 
everything for any and everybody, since what was actually 
and ordinarily done on and before January 1, 1938, is the test. 
Laws, 1938, c. 142, Sec. 8 (a, h). 

A motor carrier which did not hold an outstanding certifi- 
cate on January 1, 1938, but resorts to the “grandfather” pro- 
viso to obtain a certificate of convenience and necessity as a 
general common carrier, has burden of proving such prior 
operation by definite and well-sustained proof, and statements 
phrased in generalities are not sufficient. Laws, 1938, c. 142, 
Sec. 8 (a, h). 

A motor carrier which did not have an outstanding certifi- 
cate on January 1, 1938, but which relied on the “grandfather” 
proviso to obtain a certificate of convenience and necessity as 
a general common carrier, could not rely on huge box of way- 
bills to show the character of freight theretofore handled, since 
a box of documents presented to any tribunal whose acts are 
subject to judicial review is no proof unless the party relying 
thereon has made suitable tabulation or schedules thereof in a 
reasonably concrete, readily accessible, and definite form, and 
produces as a witness the one who made the tabulations. Laws, 
1938, c. 142, Sec. 8 (a, h). 

Where order of the Public Service Commission granting 
certificate of convenience and necessity for operation as a gen- 
eral carrier was too broad in light of evidence that prior opera- 
tion was as a restricted carrier, the Supreme Court would not 
exercise its authority to enter such order as might be right 
and just, but would reverse with directions that matter be re- 
manded, so that commission might make a proper order under 
the principles stated by the court, and so that the parties if 
they desired could offer further and more definite proof for 
or against the application. Laws, 1938, c. 142, Sec. 28. (Gulf, 
M. & O. R. Co. vs. Luter Motor Express, 1 So. Rep. 2d 231.) 


“GRANDFATHER” CLAUSE CASES 


_ Two cases involving determination of the right of the Com- 
mission to deny permits to contract carriers by motor vehicle 
who claimed they were operating as such carriers on and before 
July 1, 1935, have been docketed in the Supreme Court of the 
United States on appeal from the federal court for the eastern 
Missouri district. The cases are Nos. 970 and 971, United States 
vs. N. E. Rosenblum Truck Lines, Inc., and United States vs. 
Margolies. 

_ The district court entered a decree setting aside the Com- 
mission’s order under which applications for contract carrier 
permits under the grandfather clause of the motor carrier act 
were denied. The applicants, prior to the statutory date and 
therafter owned trucks on which they paid vehicle license fees 
and carried fire, theft and collision insurance, which trucks were 
used by common carriers to transport freight in the names of 
common carriers. The district court held that the Commission 
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orders were not supported by substantial evidence, since the 
applicants were transporting freight under special arrangements 
for compensation, on the grandfather date, within the definition 
of contract carriage in section 303 of the motor carrier act, 1935. 
Applicants contended that the purpose of the grandfather clause 
was to allow only those carriers dealing with shippers on the 
grandfather date to continue their operations without determi- 
nation of convenience and necessity. The Commission contended 
that substantial evidence supported its finding that applicants 
were not contract carriers of freight on and continuously since 
the grandfather date. 


SEAMEN’S BONUS CASE 

On a petition for certiorari from the Circuit Court of Ap- 
peals for the 5th circuit, a case in which the crew of a vessel 
would recover a bonus of $50 for each seaman on the conten- 
tions that contracts with the crew provided for such a bonus 
if the vessel should call at a Spanish port and that a port in 
the Canary Islands at which the ship called was such a port, 
has been filed in the Supreme Court of the United States and 
docketed as No. 945. Collins et al. vs. Socony-Vacuum Oil 
Co., Inc. 

The Circuit Court of Appeals set aside a judgment of 
recovery and directed dismissal of the libel instituted by the 
crew, holding that the term “Spanish ports” was ambiguous, 
and that the port in the Canary Islands was not a “Spanish 
port” within the bonus provision, in view of a limitation pre- 
scribed that the bonus provision should have substantial scope 
as an action of the Maritime Commission which had defined 
Spanish waters under its bonus agreement to exclude the 
Canary Islands. The court noted also that the seamen’s union 
which signed the contracts in question had agreed with respect 
to another voyage that a similar bonus contract did not include 
remote islands or possessions of Spain. The crew contends that 
acts and circumstances involving different contracts on a dif- 
ferent ship occurring prior to the execution of the bonus contract 
in question cannot be considered in construing the language 
of the contract sued upon. 


SUPREME COURT ACTION 


The Supreme Court of the United States May 5 denied a 
petition for rehearing in No. 810, Consolidated Freightways, 
Inc., petitioner, vs. The Railroad Commission of the State of 
California. The case involved the determination of the right of 
the California commission to order the petitioner to cease and 
desist, in distributing shipments in connection with its pool car 
service, from collecting rates less than the minimum rates 
established by order of the commission under the California 
city carriers act of 1935. The California supreme court had 
denied a petition for review of the cease and desist order. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Eastern Missouri district. Fines B. Hudson, a motor car- 
rier, fined $250 on a plea of nolo contendere to an information 
charging him with operating without a certificate. Charges 
were based on the transportation of household goods between 
February 19 and October 31, 1940, from eastern Missouri to 
places in West Virginia, New York, Florida, Nebraska, Mary- 
land and Texas. 

Eastern Oklahoma district. William J. Walton, of Sal- 
lisaw, Okla., fined $200 on a plea of guilty to an information 
charging him with operating without a certificate and without 
having filed rates. Criminal charges were based on the trans- 
portation of cottonseed from points in Oklahoma to Fort Smith, 
Ark., and bagging and ties from Fort Smith to points in Okla- 
homa. 

Minnesota district, third division. Harold Lentz and Har- 
old Wik, fined $100 and $50, respectively, on pleas of guilty to 
informations charging the former with operating without ‘a 
certificate, without having rates on file, and with failure to 
require drivers to keep logs in accordance with the Commis- 
sion’s safety regulations; and the latter with offenses of the 
first two types mentioned. Lentz was charged with transport- 
ing machinery and hardware, for which he had no authority, 
from points in Minnesota to points in Wisconsin, while Wik’s 
unauthorized transportation originated at localities in Wiscon- 
sin on live stock consigned to the Cudahy Packing Co., at New- 
port, Minn. 

Western Pennsylvania district. William C. Voges, of Den- 
nison, O., fined $500 on a plea of guilty to 5 counts of a 26- 
count information charging him with operating. without a per- 
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mit and without having filed minimum rates. Imposition of a 
sentence as to the remaining counts was suspended for a pro- 
bationary period of 2 years. Charges were based on the trans- 
portation of clay products from Toronto, O., to points in 
West Virginia and Pennsylvania. 

Minnesota district, fifth division. Hill Warehouse & Truck- 
ing Co. fined $150 on a plea of guilty to an information charg- 
ing it with operating without a certificate, without having 
rates on file, and failing to require drivers to keep logs as 
provided by the Commission’s safety regulations. Charges 
were based on the transportation of catalogs for Sears, Roe- 
buck & Co., from Superior, Wis., to points in Minnesota. 

Western Oklahoma district. Alden R. Few and Stacy J. 
Few, partners, dba Few & Few, of Oklahoma City, Okla., en- 
tered pleas of guilty and were fined $250 each or a total of 
$500 on the first five counts of an information consisting of 
15 counts in which they were charged with engaging in the 
business of contract carriers by motor vehicle in interstate 
commerce without first having obtained from the Commission 
a permit, and with engaging in the transportation of property 
in interstate commerce, as contract carriers, without having 
published, filed and posted minimum charges for such trans- 
portation. The court suspended the imposition of sentence with 
respect to the remaining 10 counts of the information and 
placed the defendants on probation for three years. 

Northern Illinois district, eastern division. Jacob B. Mar- 
golies, dba Manhattan Truck Lines, of St. Louis, Mo., fined 
$10,000, of which $500 was ordered paid while the remainder 
was suspended for a probationary period of one year, on a 
plea of guilty to an information charging him with knowingly 
granting rate concessions, ranging from 24 cents to $4.33, on 
shipments of property, as a contract carrier, from Chicago, II1., 
to St. Louis, Mo. 

Western Michigan district, at Grand Rapids. Brown Motor 
Freight Lines, Inc., of Whiting, Ind., fined $3,600, of which 
$1,100 was ordered paid, payment of the remainder suspended, 
on a plea of guilty to two informations charging it with grant- 
ing rate concessions on certain shipments of property. Richard 
Hayes, who operates in Chicago the Hayes Cartage Co., was 
fined $1,500 on a plea of guilty to informations charging him 
with aiding and abetting the violations of Brown. Of the fine, 
$400 was ordered paid while the remainder was suspended. 

Western Arkansas district, El Dorado division. Southeast 
Arkansas Freight Line, Inc., of Pine Bluff, Ark., and Robert 
L. Pendleton, owner and operator of a general merchandising 
business at El Dorado, Ark., fined $300 each on pleas of nolo 
contendere to an information, consisting of 20 counts, charging 
the former with delivering property to consignees, which it had 
transported in interstate commerce under original order bills 
of lading, without requiring the surrender, in advance of such 
delivery, of the bills of lading properly indorsed, in violation 
of the provisions of its tariffs, with failing to collect trans- 
portation charges for such property within the maximum period 
prescribed by the Commission, and with failing to remit to 
consignors, within the time specified in its tariffs, C. O. D. 
collections, and the latter with aiding and abetting in such vio- 
lations. Criminal charges were based on the transportation of 
drugs, toilet preparations, hose, stationery and coffee from 
Memphis, Tenn., to El Dorado. Fines were assessed on three 
counts of the information, and the remaining 17 counts were 
suspended for a probationary period of five years. 

Western Louisiana district, Lake Charles division. George 
Hayes and Roy Morgan, dba Hayes and Morgan, of Crowley, 
La., fined $200 on pleas of guilty to an information consisting 
of 6 counts charging them with operating as a contract carrier 
without a permit, with failure to file minimum charges with 
the Commission, and with failure to require drivers to keep 
drivers’ logs. The fine was imposed on one count of the in- 
formation, sentence as to the remaining counts having been sus- 
pended for a probationary period of 3 years. Criminal charges 
were based on the transportation of rice under contract with 
the American Rice Milling Co. from Crowley, La., to Natchez, 
Miss., and New Orleans, La., those to New Orleans moving in 
the course of through transportation to Mobile, Ala. 


R. & C. ABANDONMENT 


Prospects of substantial increases in traffic in the future 
did not appear to warrant a trial period of operation of six 
or 12 months, requested on behalf of protestants by the Public 
Service Commission of South Carolina, said the Commission, 
division 4, in authorizing, in Finance No. 13046, Raleigh & 
Charleston Railroad Co., receivers abandonment, the Raleigh 
& Charleston and Legh R. Powell, Jr., and Henry W. Ander- 
son, its receivers, to abandon the company’s entire line from 
Lake View to South Marion, approximately 19.9 miles, in 
Marion and Dillon counties, S. C. 

The Commission acceded to an alternate request of the 
South Carolina commission, however, by making the grant 


TRAFFIC WORLD 


of authority subject to the condition that applicants sell the 
line or any part of it to any person or corporation offering 
within 40 days from the date of the certificate to purchase 
it for not less than its fair net salvage value. The report said 
the net salvage value was estimated at $33,942. It added that 
counsel for the Baltimore National Bank, the substituted trus. 
tee under an indenture securing the outstanding bonds of the 
Raleigh & Charleston, had testified in support of the applica- 
tion on the ground that the bondholders preferred to realize 
the line’s salvage value to being included in any plan of re- 
organization of the Seaboard Air Line, also in receivership, 
owner of the outstanding capital stock of the Raleigh & 
Charleston, as such a plan would involve acceptance of new 
securities. Certain administrative duties of the applicant had 
been performed in part by Seaboard employes, the report 
observed, adding that for a long time the applicant had re- 
ceived financial aid from the Seaboard for various purposes, 
including interest on bonds. 

Gross revenues of the Raleigh & Charleston for the last 
four years had been gradually decreasing, and the annual net 
income deficit had more than doubled in that period, said the 
Commission. Abandonment, it continued, would not seriously 
inconvenience the principal shippers, as other rail service was 
available to them, while other shippers would not be without 
service as their freight was adaptable to truck transportation. 


ASKS BROADENED SUGAR CASE 


The Savannah Sugar Refining Corporation has asked the 
Commission, in I. & S. No. 4850, sugar from the New Orleans 
district to northern river points, and No. 28641, of the same 
title, to broaden its investigation so as to cover the reasonable- 
ness of rates, etc., on sugar from the Atlantic seaboard, par- 
ticularly from Baltimore, Philadelphia, Newark, Jersey City, 
New York and Boston to the Great Lakes ports in Illinois, 
Indiana, Minnesota, Wisconsin and Ohio, over all-water routes 
with a view to prescribing such rates, including minimum 
rates and charges, as the facts may warrant. 

According to the petition, the Commission, by limiting its 
investigation to rates charged by the water carriers port-to-port 
and the joint-barge-rail rates and leaving out the rates charged 
by water carriers, will fail to have before it essential rates and 
relationships of rates on sugar from all sugar producing points 
via rail and via water to the important destination territory 
here involved. 

Unless the Commission includes in its investigation the 
rates of the common and contract water carriers operating 
from the Atlantic seaboard to the Great Lakes ports it could 
not, as a result of the invesi.gation, declares the petitioner, fix 
minimum rates to be charged by the water carriers. But, it 
said, the Commission could prescribe the minimum rates to be 
assessed on shipments of the petitioner from Port Wentworth, 
Ga., its place of manufacture, to the destination territory in- 
cluded in this investigation. Wherefore, it has asked the indi- 
cated broadening of the investigation. 


MC-21 Modification Hearing 


Examiner W. T. Cantrell concluded, May 8, the hearing 
which began April 28 on proposed modifications of the Com- 
mission’s ‘previous orders in Ex Parte MC-21, the Central 
Territory motor minimum rate case (see Traffic World, May 3, 


p. 1132). Testimony on three petitions took up most of the 
last five days of the hearing. The first was that of the Central 
States Motor Freight Bureau, in Proposal L-2 of the thirty- 
fourth petition, to equalize rates from all paper-manufacturing 
points in Wisconsin to Chicago and its suburbs. Earl Girard, 
representing the Wisconsin Motor Carriers Association, testi- 
fied that at present the rates from Fox River Valley points 
and upper and lower Wisconsin River points varied widely and 
that practically all paper moving from Wisconsin to Chicago 
was shipped by rail, to Chicago railroad terminals and dis- 
tributed to Chicago dealers by local cartage companies. The 
rail-cartage rates, he said, were from 22 to 29 cents on 40,000 
minimum shipments, compared with through truck rates of 35 
cents from upper Wisconsin River points on 20,000-pound ship- 
ments, 25 cents from lower Wisconsin River points on 5,000- 
pound shipments, and approximately 26 cents on truckloads 
from Fox River Valley points. He testified in support of a 
single rate from all Wisconsin points of 25 cents, for 20,000- 
pound truckload shipments, except the northern points, which 
he said should take a new reduced rate of 28 cents. The motor 
carriers could obtain some of the paper traffic at the proposed 
rates, he said, adding that the rates would prove sufficiently 
compensatory to the truckers. The proposal was opposed by 
representatives of the railroads. 

The other two proposals mentioned related to changes 0! 
the prescribed rate for minimum shipments of 100 pounds or 
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less. A number of truckers testified that the existing minimum 
charge resulted in difficulties for small operators who had to 
compete with others not applying the minimum. 

On May 7 and 8, after the hearing had recessed for two 
days, when representatives of the Central States Bureau were 
unable to be present, the bureau presented evidence in support 
of its proposed modification R-14 of the forty-third petition, in 
which it sought to have the Commission prescribe for the 
whole Central Territory an 83-cent minimum on shipments on 
which the first class rate exceeded 46 cents and a 55-cent 
minimum on shipments taking a first class rate of 45 cents or 
lower. C. L. Lawson, chairman of the bureau’s standing rate 
committee, discussing the history of minimum charges in the 
territory, said that certain truckers had been allowed, under 
previous Commission orders, to retain a charge of 55 cents on 
all minimum shipments, regardless of the level of the first 
class rate. The exception of those truckers from the so-called 
“standard” minimum rule had resulted in prejudice against 
other truckers of “‘nightmare”’ proportions, he said. The bureau 
then produced witnesses for individual motor carriers who testi- 
fied that minimum rates lower than the “standard” were not 
compensatory. 


Opposing the proposal were A. H. Schweitert, director of 
traffic, Chicago Association of Commerce; H. R. Fritz, traffic 
department, Montgomery Ward and Company, and E. G. Minor, 
vice-president, Western Trucking Company, St. Louis, who said 
that if the truckers eliminated present rates allowing for 
charges below the proposed minima, traffic in heavier lots as 
well as minimum shipments, would go to the railroads. Mr. 
Creswick also opposed the petition, saying that terminal costs 
at Dubuque, La Crosse and cities between those points were 
negligible and that the truckers could handle the small lots 
at a profit at rates of 55 cents or less. 


Revenue Freight Loading 


Loading of revenue freight for the week ended May 3 
totaled 794,301 cars, according to the Association of American 
Railroads. This was an increase of 128,754 cars or 19.3 per 
cent above the corresponding week in 1940, an increase of 
222,276 cars or 38.9 per cent above the same week in 1939, and 
an increase of 72,599 cars or 10.1 per cent above the preceding 
week. Increases were attributed largely to resumption of 
mining operations following recent settlement of the bituminous 
coal strike. . 

All districts reported increases compared with the corre- 
sponding week of 1940 except the Pocahontas and all districts 
reported increases compared with the corresponding week 
in 1939. 


1941 1940 1939 
4 wenien GF JOMMONG oie cwiceescecas 2,740,095 2,557,735 2,288,730 
eS Cree 2,824,188 2,488,879 2,282,866 
Se eS a errr eer 3,817,918 3,123,916 2,976,655 
el Ue Ue eee 2,793,563 2,495,212 2,225,188 
Lo ee Oa AR erect r 794,301 665,547 572,025 
MNES <caencaeewseawman swansea 12,970,065 11,331,289 10,345,464 


Revenue freight loading by districts the week ended May 3, 
and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 7,009 and 6,315; live 
stock, 1,238 and 1,230; coal, 24,744 and 26,840; coke, 2,873 and 2,094; 
forest products, 1,840 and 1,188; ore, 7,638 and 1,680; merchandise, 
L. C. L., 44,516 and 38,335; miscellaneous, 87,899 and 66,414; total, 1941, 
177,757; 1940, 144,096; 1939, 131,449. 

Allegheny district: Grain and grain products, 4,031 and 3,674; live 
stock, 1,036 and 839; coal, 30,487 and 31,308; coke, 4,686 and 3,441; for- 
est products, 1,111 and 808; ore, 15,603 and 4,712; merchandise, L. C. L., 
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30,416 and 26,243; miscellaneous, 90,109 and 65,128; total, 1941, 177,479; 
1940, 136,153; 1939, 105,558. 

Pocahontas district: Grain and grain products, 221 and 241; live 
stock, 95 and 68; coal, 18,320 and 34,578; coke, 509 and 389; forest 
products, 830 and 626; ore, 735 and 475; merchandise, L. C. L., 5,675 
and 5,455; rniscellaneous, 8,899 and 7,076; total, 1941, 35,284; 1940, 48,- 
908; 1939, 13,550. 

Southern district: Grain and grain products, 2,350 and 2,263; live 
stock, 774 and 869; coal, 9,576 and 16,989; coke, 308 and 486; forest 
products, 14,468 and 10,215; ore, 1,615 and 1,124; merchandise, L. C. L., 
28,496 and 26,821; miscellaneous, 53,502 and 40,829; total, 1941, 111,089; 
1940, 99,596; 1939, 91,332. 

Northwe tern district: Grain and grain products, 8,351 and 9,229; 
live stock, 2,0.5 and 2,181; coal, 4,803 and 4,230; coke, 1,425 and 1,006; 
forest products, 11,278 and 8,114; ore, 48,252 and 22,957; merchandise, 
L. C. L., 19,251 and 18,551; miscellaneous, 39,603 and 29,793; total, 
1941, 135,058; 1940, 96,061; 1939, 81,446. 

Central Western district: Grain and grain products, 8,598 and 
8,041; live stock, 5,472 and 5,850; coal, 3,686 and 6,467; coke, 391 and 
185; forest products, 8,194 and 6,309; ore, 5,139 and 4,275; merchandise, 
L. C. L., 25,132 and 24,176; miscellaneous, 52,637 and 41,533; total, 1941, 
109,249; 1940, 96,836; 1939, 102,488. 

Southwestern district: Grain and grain products, 3,294 and 3,410; 
live stock, 2,125 and 2,034; coal, 1,170 and 2,132; coke, 81 and 84; for- 
est products, 4,953 and 3,955; ore, 289 and 255; merchandise, L. C. L., 
10,205 and 10,321; miscellaneous, 26,268 and 21,706; total, 1941, 48,385; 
1940, 43,897; 1939, 46,202. 


Handling of Grain 


Under the urging of the Association of American Railroads, 
the railroads of the country are putting forth what might be 
regarded as extreme efforts to make preparation for the han- 
dling of the grain crop, harvesting of which will begin in the 
southwest in June. The association’s Car Service Division 
established a quota system to be met by eastern and southern 
railroads in returning cars suitable for grain loading to the 
western lines. It is keeping a check on their performance under 
the quota. In the early part of April the performance, accord- 
ing to the record kept by the Car Service Division, says a letter 
sent to all railroads by L. M. Betts, manager of the closed car 
section, was disappointing. 

But according to an oral statement by W. C. Kendall, chair- 
man of the division, the performance since that time has been 
better. One large eastern road, he says, has ordered every 
western box car that comes into its possession in a three day 
period to be returned to the owning line without waiting for 
loading in that direction. In a letter to all railroads, Mr. 
Betts said: 


The western box car situation has now been further complicated 
by orders received from the Commodity Credit Corporation for the 
immediate movement of 40 million bushels of wheat from six south- 
western states, of which approximately 15 million bushels will go to 
Gulf storage and 25 million bushels to eastern points, largely, it is 
understood, Buffalo, Albany and North Atlantic ports. The latter situa- 
tion involves a movement of approximately 1500 additional carloads of 
freight from territory west of the Mississippi to the east. The prob- 
lem of restoring western box car supply by return of western ownership 
cars in time for the crop movement beginning soon after June 1 is thus 
further seriously handicapped. 

The unqualified cooperation of every railroad is necessary to ac- 
complish the results that must be achieved. Western railroads must 
reduce to the absolute minimum the loading of western cars into 
eastern-southern terrifory. Eastern railroads must carry on an ener- 
getic campaign to apply western cars on loading to westen territory; 
in addition there must be maintained a heavy movement of western 
cars empty to home lines to offset the increasing-excess movement of 
loaded traffic into eastern territory. Southern lines must do likewise, 
their particular problem being to avoid reloading of western cars to 
the north and east following the normal trend of their loaded traffic. 

The return of western cars to home lines must be definitely stimu- 
lated in view of the adverse showing in this first report. 


While the order of the Commodity Credit Corporation is 
regarded as complicating a complex situation, it is not looked 








Revenue a ht Car Loading—Week Ended May 3 
ve 


Grain and 
Grain Prod. Stock Coal 
1941 33,854 12,835 92,786 
NE SU SRE, i oos56505:0sK eens 1940 33,173 13,071 122,544 
1939 34,016 13,876 59,934 
Preceding week April 26.......... 1941 33,743 12,523 39,179 
Per cent increase Over........... 1940 21 
Per cent decrease under........... 1940 1.8 24.3 
Per cent increase over............ 1939 54.8 
Per cent decrease under........... 1939 5 75 
1941 580,871 198,110 2,255,910 
Cumulative 18 weeks to May 3.. 4 1940 568,775 204,616 2,416,624 
( 1939 562,854 212,325 1,882,079 
Per cent increase over........... 1940 2.1 
Per cent decrease under........... 1940 3.2 6.7 
Per cent increase over............ 1939 3.2 19.9 
Per cent decrease under........... 1939 6.7 


Per cent to 15 year average, 106.6. 


Forest Mdse. 


Coke Products Ore L.C.L. Miscellaneous Total 
10,273 42,674 79,271 163,691 358,917 794,301 
7,685 31,215 35,478 149,902 272,479 665,547 
5,368 30,121 16,612 153,808 258,290 572,025 
9,148 40,522 75,436 162,055 349,096 721,702 
33.7 36.7 123.4 9.2 31.7 19.3 
91.4 41.7 377.2 6.4 39.0 38.9 
228,031 698,606 462,961 2,775,102 5,770,474 12,970,065 
175,635 555,840 223,361 2,610,910 4,575,528 11,331,289 
123,104 476,987 175,120 2,678,106 4,234,889 10,345,464 
29.8 25.7 107.3 6.3 26.1 14.5 
85.2 46.5 164.4 3.6 36.3 25.4 
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on as something warranting criticism. The only possible criti- 
cism, it is suggested, is that the order was not issued sooner. 
The storage facilities in the west will be needed for the new 
crop. If it is not made available the new crop will have to be 
ground stored until it can be put into cars or warehouses. 
Earlier issuance of the order to move the grain from western 
to eastern storage, it was pointed out, was made impossible by 
market conditions and the interests of the owners of the grain 
which was stored, as security for advances made by the govern- 
ment on the stored grain. 

Some traffic men who have come into contact with railroad 
executives who attended the meeting at Kansas City, Mo., 
May 5 (see Traffic World, May 3, p. 1124) represent a feeling 
among executives and higher operating officials that govern- 
ment people of the left-wing type, are acting as if the ad- 
ministration were looking for excuses for taking a measure 
of control, if not an all-out control, of the railroads on account 
of the “emergency.” 

Such pessimistically inclined men recalled the fact that the 
late William McAdoo, as Railroad Administrator, did many 
things which indicated to them that politics was a large, if not 
a controlling factor in that period. True, they admitted, Mr. 
McAdoo’s efforts did not result in his receiving the nomination 
of his party for the presidency in 1920. But they point out that 
his hold on railroad employes at that time gave him a greater 
say in that campaign than they believe he would have had, had 
he not the support of a large section of railroad labor which 
had benefited financially in the period McAdoo managed the 
railroads. 

+ Because of such memories, the traffic men think they de- 
tect a feeling among the more highly placed operating officers, 
of “oh, what’s the use” when they are endeavoring to straighten 
out kinks in the transportation line. The possibility of there 
being a hard knot in the handling of the coming grain crop 
they are inclined to attribute to the failure of the Commodity 
Credit Corporation to move in time to relieve the storage situa- 
tion in the west by ordering out grain stored in that part of 
the country until just before the necessity for moving box cars 
into the west for new grain loading was at hand. Thereby, 
they point out, the demand on the railroads is for cars to move 
out stored grain when those cars should be retained in the west 
for loading the new grain; in other words that this is another 
case of “too late,” which, however, might be turned to political 
profit, at the cost of the railroads and their all time customers. 


Grain Storage Capacity 


The grain storage situation is not serious from the point of 
view of the United States as a whole, but a shortage of space 
for handling the 1941 winter wheat crop does exist in some 
areas, says the Department of Agriculture in relating results 
of a storage survey made by the Agricultural Marketing Serv- 
ice and the Agricultural Adjustment Administration. The sur- 
vey covered all commercial storage facilities, including idle 
plants that could readily be placed in operation, but it did not 
include farm storage nor the 136,000,000 bushels of storage 
represented by steel bins owned by the Commodity Credit Cor- 
poration on March 1, according to the department. 


The transportation division of the Office of Emergency Man- 
agement, the department said, had reported to the Secretary 
of Agriculture that cars would not be available for grain move- 
ment unless storage space was available at the destination 
point, thus making immediate unloading possible and allowing 
maximum use of cars for carrying defense items. 


Almost complete returns on the survey showed that the 
total rated storage capacity for grain, beans, and flaxseed as of 
March 1 was 1,505,943,000 bushels, said the department, adding 
that when all returns were in it was estimated that that ca- 
pacity would be increased by about 3 per cent, and new 
construction either under way or planned as of March 1 would 
add 70,754,000 bushels of storage space. Bulk storage capacity 
reported was 1,173,776,000 bushels; sacked storage, 317,976,000 
bushels, and crib storage, 14,191,000 bushels. 


Steps were under way at the present time, said the depart- 
ment, to shift grain under the control of the Commodity Credit 
Corporation to eastern points where ample storage was avail- 
able. It said there was still time to correct a storage shortage 
in North Dakota before harvest of spring wheat got under way, 
and added: 


Total stocks of grain, beans, and flaxseed in commercial storage 
as of March 1 were 745,147,000 bushels, composed of the following: 
Wheat, 412,119,000 bushels; shelled corn, 147,555,000; ear corn 5,060,000; 
oats, 31,168,000; barley, 35,955,000; rye, 11,916,000; rice, 20,146,000; flax- 
seed, 10,126,000; soybeans, 13,154,000; dry beans, 12,147,000; grain sorg- 
hum, 6,907,000; and 38,894,000 bushels of other commodities not spe- 
cifically named. An additional 115,070,000 bushels of corn were stored 
in steel bins of the Commodity Credit Corporation on March 1. 

When the March 1 stocks of 745,147,000 bushels are subtracted from 
the total reported capacity of 1,505,943,000 bushels, there is a remainder 
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of 760,796,000 bushels of unoccupied space. Not all of this is available 
storage space, however, because allowance must be made for working 
space and for partially filled bins to which no more grain can be added. 
The unoccupied space available on March 1 was reported at only 516,287,- 
000 bushels and this is probably a minimum figure in that some opera- 
tors apparently reported only space available for rent and a few 
failed to make any report. Operators estimated that by June 1 the 
net out-movement of grain would be sufficient to increase this available 
space to 592,289,000 bushels, which is also a minimum figure. 


The storage survey, the department said, was designed 
primarily to obtain basic storage capacity data for use of the 
national defense advisory commission and the Commodity 
Credit Corporation, adding that it covered all establishments 
storing wheat, corn, oats, barley, rye, rice, flaxseed, soyabeans, 
dry beans, and grain sorghums. Such establishments, it said, 
included elevators, warehouses, flour and feed mills, corn, soya- 
bean, and flaxseed products mills, malting plants, breweries, 
distilleries, bean cleaning plants, and rice mills. 

The department said, also, that some men in the grain 
trade had expressed anxiety concerning the problem of storing 
the grain carryover and new crop grain. It said Secretary of 
Agriculture Wickard had named J. E. Wells, of the Farm Credit 
Administration, as his assistant to coordinate activities of the 
department relating to utilization of grain storage and to plan 
the flow of grain in the coming harvest so as to avoid traffic 
congestion. 


Rolling Stock Needs 


The National Defense Advisory Commission has announced 
adoption of a five-point policy, recommended by Ralph Budd, 
commissioner of transportation, for use by shippers and re- 
ceivers of freight, “insofar as possible under the existing con- 
ditions,” in checking their operations daily to make the most 
efficient use of car capacity: 


1. Give advance notice of requirements but do not order cars 
placed for loading until commodities are ready to load. 

2. Unload cars promptly on arrival and notify railroad when 
empty car is available. 

3. Load cars to maximum journal carrying capacity or full visible 
capacity, whichever governs. 

4. Remove all dunnage, blocking, and rubbish from cars after 
unloading to permit immediate re-use and eliminate necessity of delay 
to cars for reconditioning. 

5. In industries where 5-day work week is in effect some plan 
should be worked out to provide at least 6-day basis for loading and 
unloading cars. 


CAR SURPLUS REPORT 


Class I railroads in the period April 1-14, inclusive, re- 
ported a daily average surplus of 160,294 freight cars, accord- 
ing to the car service division of the Association of American 
Railroads. It was made up as follows: \Plain box, 24,193; 


x, 3.627; total box, 27,820; flat, 2,331; gondola, 32,372; 
opper, (9,903; total coal, 112,325; coke 323; S. D. stock, 12,603; 


D. D. stock, 3,415; refrigerator, 340; tank, 224, and miscella- 
eous, 913. Canadian roads, in the same period, reported a 
daily average surplus of 225 freight cars made up of 50 gon- 
dola, 125 S. D. stock and 50 refrigerator. 
biel sas 
FREIGHT CARS FOR TRUCKS 
The car service division of the Association of American 
Railroads has reissued special car order No. 42, the purpose of 
which is to assure adequate car supply for government truck 
loading, to clarify it. The two principal shippers involved 
are the Yellow Coach and Manufacturing Company, Pontiac, 
Mich., on G. T. W., requiring 50-foot box cars with end doors 
8 feet 1 inch or wider, and the Fargo Motor Co., Detroit, Mich., 


on M. C., requiring 50-foot box cars equipped with automobile 
loading devices. 


OWNERSHIP OF 50-FOOT BOX CARS 


The Association of American Railroads has issued a revised 
list of the ownership of all types of 50-foot box cars, supersed- 
ing a list distributed by it January 23, 1941. In a letter to 
which the revised list is attached, the association says: 


The urgent necessity for using this class of equipment only when 
cars of shorter lengths cannot be loaded, and always in accordance 
with car service rules or special car orders, has been emphasized 
frequently during the past several months and it is hoped that this 
list will be used to good advantage by all car handling forces to expe- 
dite proper handling of all types of these cars. 


The list shows a total of 2,000 50-foot box cars owned or 
leased by eastern and southern lines and 27,920 by western 
lines, a grand total of 39,920. 
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A. T. C. of A. Spring Meeting 


Associated Traffic Clubs of America Approves Partial Revision of Constitution as Proposed—Hears 
Addresses by Miller on Railway Labor Act, Tallamy on St. Lawrence Project and Carleton on 
W orld Situation—Non-Lawyer Practitioners Supported—Eight New Directors Elected 


By Stantey H. Situ, Staff Correspondent at Jacksonville, Fla. 


e The Associated Traffic Clubs of America held its spring 
meeting May 6 and 7 at the Hotel George Washington, 
Jacksonville, Fla. Sixty clubs responded to the roll call by 
J. E. Paulan, secretary, and a later check, subject to revision, 
showed 61 clubs represented. The registration the first day 
showed 448 delegates and visitors present while the second- 
day count revealed 581, subject to revision. Club representa- 
tion and registration were slightly less than at the annual meet- 
ing in Philadelphia last fall. 

After the invocation was pronounced by the Rev. P. M. 
Boyd, pastor of the First Methodist Church, Jacksonville, C. E. 
yorman, president, Traffic Club of Jacksonville, welcomed the 
delegates and visitors. In his response, C. R. Musgrave, presi- 
dent of the association, said that the traffic and transportation 
clubs of the country closely united through the Associated 
Traffic Clubs of America and promoting shipper and carrier co- 
operation in transportation, should be of great aid in developing 
strong defenses for our shores. 

“Cooperation is the backbone of accomplishment, and in 
these trying times, when other nations are distressed by war, 
we Americans should marshal our mental and physical resources 
and do our utmost to be a credit to ourselves and these great 
United States of America,” said he. 

William Johnson, manager of the Chamber of Commerce 
of Jacksonville, spoke briefly of Jacksonville in welcoming the 
delegates and visitors. A. H. Laney, general chairman of the 
committee on arrangements, made announcements. Past presi- 
dents T. T. Harkrader and W. F. Schulten were invited to the 
platform. 


Directors’ Report 


J. M. Fitzgerald, chairman, presented the report of the 
board of directors which met May 5. The board confirmed the 
dates of October 20-22, for the annual meeting in Milwaukee, 
Wis. As to the change in program for the Jacksonville meeting 
—that was, the omission of afternoon sessions other than the 
group meetings—Mr. Fitzgerald said the directors authorized 
the executive committee to arrange for the meeting in Mil- 
waukee, based on the experience of the Jacksonville meeting, 
and considering as well suggestions offered to the board by the 
Junior Traffic Club of Chicago which, among other things, favors 
more group meetings. 


Dr. G. Lloyd Wilson, vice-president, education and research, 
said Mr. Fitzgerald, had prepared a total of nine outlines of 
study courses dealing with various phases of the subject of 
traffic in recent years and that he had now brought them up 
to date. The board, said he, authorized the executive committee 
to have these outlines assembled in a single publication “in 
order that we may make them available to the traffic clubs 
who are teaching or offering classes or courses in education and 
to have them available for those who may do so in the future.” 

“At Philadelphia,” Mr. Fitzgerald continued, “there was a 
proposal to consider a text book on the subject of traffic man- 
agement. That opens a wide field and the directors continued 
that subject on the docket of the executive committee for further 
exploration and consideration.” 

The foregoing part of the report was adopted as a general 
report and there followed submission of other action taken by 
the board. 

Mr. Fitzgerald asked that T. T. Harkrader be recognized 
on behalf of the board for presentation of a memorial resolution 
for Charles E. Muller, of the board of directors, who died 
January 18, 1941. The resolution was adopted. F. L. DeGroat 
was similarly recognized to present a memorial resolution for 
Frederick C. Bryan, a member of the board who died April 7, 
1941. This was adopted. 

Charles Barham, vice-president of the N. C. & St. L., had 
asked to be relieved as a member of the board, said Mr. 
Fitzgerald, to conserve his strength in the greatest possible 
measure. He said Mr. Barham was “one of our oldest and 
most valued directors.” The directors recommended that the 
convention confer on Mr. Barham honorary life membership 
and that was done. 


Revision of Constitution 


Mr. Fitzgerald then presented the proposed revision of 
the constitution of the A. T. C. of A. (see Traffic World, 


March 29, p. 820). He said C. E. Sudborough, president of the 
Traffic Club of St. Louis, had headed a committee of directors 
that had worked for more than a year on the proposed revi- 
sion. 

“This constitution was written nearly twenty years ago, 
when we were a growing organization,” said he. “With the 
expansion that has taken place, the interest in the meetings 
of the association, and its educational activities, we have for 
some time recognized the need of making some changes that 
would enable your officers and directors to function more 
efficiently and with greater speed. 

“The work has not been completed but the directors are 
submitting to you some changes that they recommend be made 
at this meeting. There is no change at this time in any of the 
fundamental points upon which the association was founded; 
no change in its aims and purposes. It does establish the 
classes of membership. It changes the board with respect to 
having past presidents automatically become directors. The 
officers need the advice and counsel of past presidents, and 
by making these gentlemen directors ex-officio, it leaves us 
free to use the 40 elective directors for geographic and club 
representation throughout the land. It defines the duties of 
the officers. It enlarges the executive committee from five 
to nine in order that the president may have a larger cabinet 
to advise him in the conduct of the affairs of the association, 
and it also defines the delegates that may be selected by the 
clubs for meetings.” 


In moving adoption of this part of the report Mr. Fitz- 
gerald said, as was known, the directors had continued the 
committee on revision of the constitution. The revision as 
proposed was approved by the convention. 


Non-Lawyer Practitioners 


Milton P. Bauman, of New York, Mr. Fitzgerald reported, 
had appeared at the directors’ meeting the preceding day to 
discuss the administrative procedure bills pending before the 
Senate judiciary subcommittee, and the effect on practice par- 
ticularly before the Commission. The subject was of vital 
interest to all traffic club members, said he. While the conven- 
tion could not take formal action on the subject because it was 
not presented at the last meeting, said he, the directors deemed 
the matter of sufficient importance to create a committee to 
consider it and to report back to member clubs for such action 
as they deemed they would care to take in the protection 
particularly of the industrial traffic men who practice before 
the Commission. The committee named was composed of. John 
B. Keeler, of Pittsburgh, Pa., Mr. Harkrader, of New York; 
L. P. Siddons, of Denver, Colo., M. A. Keith, of Columbus, O., 
and R. H. Hagerman, of the Miami Valley Club. Mr. Fitzger- 
ald then asked Mr. Keeler to report for the committee. 


Mr. Keeler referred to the bills—S. 674, S. 675 and S. 918. 
The first two embody the minority and majority views of the 
Attorney General’s committee on administrative procedure, 
respectively, and S. 918 is the bill prepared by an American 
Bar Association committee. The latter, Mr. Keeler said, had 
for its purpose primarily the protection of lawyers in their 
field of practice, and would deny the layman the right to prac- 
tice before governmental divisions, boards, commissions, and 
other subdivisions of the government. 


“There is a real need for reform in administrative proce- 
dure in governmental bodies,” said Mr. Keeler. “Some of the 
newer commissions, divisions of government, have, as we all 
know, from newspaper reports or from personal contact, as- 
sumed jurisdiction, adopted methods of procedure that have 
been arbitrary, and, in many cases, we think beyond the in- 
tention of Congress when these tribunals were created. It is, 
therefore, rather difficult to take action that will protect the 
interest of our profession, traffic people, and at the same time 
not take action which will interfere with needed reforms in 
administrative procedure.” 

Mr. Keeler pointed out that the committee had had but a 
limited time in which to consider the subject assigned to it but 
that it had decided it should recommend that the convention 
go on record as opposed to the adoption of any legislation by 
Congress that would deny to qualified laymen the right to 
practice before the Commission, explaining that, by duly 
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qualified laymen he meant laymen who, according to standards 
set up by the Commission, had been admitted to practice before 
the Commission. The committee, said he, also recommended 
that “we should oppose any legislation that would restrict the 
Commission in the selection of its own personnel and the deter- 
mination of qualification for men that the Commission desires 
to appoint for examiners or any other functions which it desires 
its subordinates to perform.” The committee also opposed the 
provisions for hearing commissioners in the administrative 
bills. The committee recommended that a letter be sent to mem- 
ber clubs urging action in the matter. The action of the com- 
mittee was approved. A memorandum distributed later said 
the letter would urge all member clubs to advise Senator 
Hatch, chairman of the Senate judiciary subcommittee, and 
senators from their respective states, of their opposition to 
adoption of provisions of any of the bills insofar as they might: 
(1) Restrict the right of duly qualified persons, under the 
rules and standards laid down by the Commission, to prac- 
tice before that Commission and (2) restrict the Commission 
beyond the limits prgvided by civil service requirements, in 
the selection and control of its examiners and other employes. 

Mr. Keeler said prompt action as recommended was essen- 
tial because the hearings on the bills probably would close in 
two or three weeks. 


Tallamy on St. Lawrence Canal 


B. D. Tallamy, chief engineer, Niagara Frontier Planning 

Board, addressed the convention on “The St. Lawrence Seaway 
a Guard or a Disregard.” 

“I am absolutely convinced that no government project 
would have a more ruinous effect on the general economy of 
our nation, and particularly on the economy of our great 
United States transportation systems, than the St. Lawrence 
seaway,” he said. Proponents of the plan have been very 
active, he said, and it was necessary now that its opponents 
“expend every possible effort” to avert “the devastating blow 
which would be dealt the transportation and allied industries 
of this country and our emergency defense program.” 


He said the project, as planned, was “greater than 
anything the engineering profession has yet undertaken,” and 
pointed out that the flow of water at one point where a dam 
was to be built—at International Rapids—was greater than at 
Niagara Falls. Although proponents talked about a 27-foot 
channel, he said, rocky bottoms and sharp bends would necessi- 
tate the maintenance of a deeper channel in many places. All 
this meant that the estimates of costs heretofore released were 


too low, he said, adding his own estimate that, with necessary 
deepening of Great Lakes harbors and interest on borrowed 
funds, the minimum cost would be $650,000,000 and that it 
might well reach $1,000,000,000. 

It would interfere with the defense program, he said, by 
taking at least 100,000 men out of other employment, including 
munitions employment, for seven years, many of those men 


being skilled operators of mechanical equipment. The huge 
quantities of equipment and materials needed would also 
interfere with defense production, he said. 


No Defense Aid 


The project, he said, would be of no benefit in the existing 
emergency, recognized “by the overwhelming majority of the 
citizens of this country” as perilous. Only the resistance of 
England and its allies prevented “the concentration of the 
dictator nations’ full military and economic forces on the New 
World.” He quoted from Assistant Secretary of State Berle 
that the country needed the seaway as a “secure haven” for 
shipbuilding and added that it would be “too secure” because 
its vulnerability made it probable that, under attack, ships 
built at Great Lakes yards would never be able to reach the 
sea. He pointed out that, although the locks and dams to be 
constructed were from 1,000 to 1,100 miles up the St. Lawrence 
from the Atlantic, they were in fact only 200 miles from the 
Atlantic Coast by air. The destruction of any one of the dams 
or locks would effectually bottle up the Great Lakes, he said. 
The only reason for urging that shipyards and ship construc- 
tion be begun in the Great Lakes now, so that ships would be 
built and waiting when the channel opened, he insisted, was 
so there would be a powerful argument for building the seaway 
project, once the ship construction was under way. 


There were many uses for great Lakes shipyards without 
reference to the seaway, he pointed out. Submarines, destroy- 
ers, mine sweepers, torpedo boats, tugs and other craft could 
be built there, thus releasing ocean and gulf yards for the 
construction of the larger vessels. The smaller craft, built in 
the Great Lakes, could be moved to the ocean via the existing 
St. Lawrence channels, the New York State Barge Canal or the 
Illinois-Mississippi Waterway, he said, the last named being 
the most protected. 

He warned of over-expansion in the shipbuilding industry 
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and said that its “inevitable collapse” when the “emergency 
ceases” would bring about “general demoralization.” 

He touched on the power angle, asserting that 340,000 
horsepower could be made available by “turning on the spigot” 
at Niagara Falls, and that 642,000 additional horsepower could 
be developed in steam plants at Oswego and Buffalo, N. Y. In 
addition, he said, power could be imported from Canadian 
plants which were anxious to sell. More than 1,400,000 horse- 
power could be developed in existing and projected plants at 
Beauharnois on the Canadian side of the St. Lawrence, he 
asserted. Steam plants could be built in this country in from 
14 to 18 months to produce the power at less cost than that 
projected through the seaway, he said. 

He quoted at length from Canadian sources—newspapers, 
public men and others—to prove his point that Canada did not 
want the seaway. It was being promoted there by a smal! 
group headed by Adelord Godbout, premier of Quebec, he 
charged. 


Although the seaway would conceivably benefit only a 
small proportion of the population of the United States, said 
he, 85 per cent of its cost would be borne by taxpayers who 
could not benefit from it. He called attention to the fact that, 
on the basis of a five-year average, the seaway would be closed 
to navigation 42 per cent of each year. 


Effect on Transportation 


The chief argument of the proponents of the seaway, he 
said, was the benefit to accrue from a new commercial route 
for traffic in normal times. He said claims made for such a 
route were false and that, on the other hand, it “would disrupt 
existing United States transportation systems and certain other 
major industries to such an extent as to be exceedingly dele- 
terious to those enterprises.” On that point, he said: 


The construction of the waterway would not permit the abandon- 
ment of parallel railroad facilities, as these roads would be required 
to transport all of the traffic during the winter months—over 5 months 
of the year—when it would be impossible to operate the St. Lawrence 
Canals. The railroad facilities would have to be maintained to care 
for the peak requirements of traffic during the winter months—but, 
during the season of navigation, these same systems would suffer 
large revenue losses because of traffic diversions to the seaway; i. e., 
should the amount of traffic over the St. Lawrence be equivalent to 
government forecasts. The transfer of so much business from the 
railroads would occasion great revenue losses and thereby further 
weaken their financial stability, curtail their purchasing power and 
impair their ability to pay taxes in support of communities through 
which they pass and in support of the federal government. 

The project would result in substantial loss of employment in 
many industries of both this country and Canada; and the 1,000,000 
railroad workers of the United States would vie with the mine workers 
for the rather dubious honor of being the greatest loser. Besides 
the railroad employes and miners, huge losses in employment would 
be suffered by dock workers; and those employed in facilities for the 
transfer, storage, weighing, manufacturing and similar pursuits—all 
because of curtailment in railroad traffic. 

I am thoroughly convinced that the United States, in considering 
new means of transportation, should study its effect upon the composite 
network of existing facilities. Private capital has invested huge sums 
of money in railroads, trucking facilities, and airlines, and the federal 
government itself has spent millions upon millions in aiding various 
modes of transportation. 


None of the existing facilities are anywhere near taxed to capacity. 
Therefore, new avenues of transportation cannot be constructed with- 
out taking away tonnage needed by these existing traffic arteries, to 
amortize the expenditure made to create them. 


This axiomatic principle applies wth special force to the proposed 
St. Lawrence waterway project, which is intended deliberately to 
duplicate existing railroad and inland waterway facilities, now offering 
efficient service that have plenty of capacity, not only for the present, 
but for future traffic as well. The great railroad systems alone, 
which this project would parallel, represent an investment of over 
$10,000,000,000. And these railroads pay in taxes—federal, state and 
local—approximately $170,000,000 annually. This heavy investment and 
the ability of railroads to continue to pay taxes would be seriously 
jeopardized by the St. Lawrence project should that undertaking 
carry the amount of traffic its proponents claim. 


The St. Lawrence project also duplicates existing inland water- 
ways, constructed at great expense by the federal government and by 
state governments. On the Mississippi, a huge expenditure, running 
into millions and millions of dollars, has been and is being made; 
in the Ohio River, well over $100,000,000 has been expended; in the 
Illinois River, exclusive of the Chicago Drainage Canal, the federal 
government has spent some $28,000,000 and the Chicago Drainage 
Canal itself cost another $53,000,000. The New York State Barge 
Canal has cost some $260,000,000. 

There would be duplication also of our great investment in high- 
ways. To the extend that traffic is diverted from these highways, 
the government investment in them would be unused. During the past 
15 years—outside of railroad transportation facilities—there has been 
spent on the development of highways, waterways, and airways, 4 
sum exceeding $14,000,000,000. 

It is stupid now to advocate another capital expenditure of some 
$650,000,000 and an eventual cost of over $1,000,000,000 for duplicating 
facilities, when this country is staggering under a tax load which is 
already becoming greater and greater, and which next year, accord- 
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ing to government reports, will equal 24 per cent of the national 
income! 


Route for Foreign Tramps 


A survey of existing shipping showed that only 30 per cent 
of ocean going vessels would be able to use the 27-foot channel, 
said the speaker. Only 5 per cent of those were of United 
States registry, he continued, and the remainder were largely 
foreign-owned ships of the tramp variety. 

He discussed alleged reductions in transportation costs on 
the seaway. Support of the farmers for the project was devel- 
oped originally with the assertion that transportation savings 
of from 6 to 12 cents a bushel would accrue to the farmer, said 
he, but it had since been shown that the maximum saving 
would be 3% cents under the 10-year average transportation 
cost, and that, moreover, the saving would immediately be 
reflected in a reduction in the European market price of grain. 

He warned of the danger to such industries as coal and 
iron, in the importation in ballast of cheap European coals and 
high-grade Scandinavian and Chilean iron ore. The former, 
he said, might well wipe out the 17,000,000 ton annual Canadian 
market for United States coal and wipe out an additional 
3,000,000 tons by the substitution of hydroelectric for steam- 


electric power. 


To the claim that 400,000 tons of bananas would be shipped 


‘annually through the seaway, the speaker countered with 


figures to show that, from Jamaica to Chicago via Montreal, 
the cost would be $24 a ton, as compared with the present cost 
via New Orleans of $22 a ton. 

The seaway, he said in conclusion, was “not necessary for 


‘our national defense,” and would be “highly injurious to the 
-general economic welfare of our country.” 


Miller on Rail Labor 
S. L. Miller, professor of transportation, University of Iowa, 


‘spoke on “The Railways and Labor: What Price Peace.” 


He said that, in an industrial era marked by many and 
serious labor troubles, ‘‘peace on the rails” had become a tradi- 
tion. Only twice in more than a half-century had there been 


-any notable railroad strike—the Pullman strike of 1890, and 


the shopmen’s strike of 1922. Strike votes had been frequent, 
he said, and occasionally the hour for the beginning of a strike 
had been set, but, with the two exceptions noted, there had 


‘always been settlements of the points of difference before the 
‘actual walkout. This, he said, had been accomplished with the 
‘aid of legislation, although, up to 1926, all such legislative 


measures “were of public origin and intended to serve broad 
public interest only.” 

Of all legislation affecting rail labor, before and since that 
time, said he, “it is probable that no other measure has been 
lauded as has been the present law, with the machinery it 
provides.” 

“This measure originated largely with the railway brother- 
hoods and analysis shows that praise proceeds largely from its 
sponsors and their friends,” he continued. “No eulogies are 
offered by carrier spokesmen, and public protests are now being 
added to those of management. Is this division of opinion the 
consequence of mere prejudice, or has the program of govern- 
ing served well the interests and ends of certain groups of em- 
ployes at the cost of the industry which provides them employ- 
ment—even at the cost, indeed, of numerous fellow workers 
whose influence is slight, whose voices are unheard? ‘Peace 
on the rails?’ Aye, truly, and characteristically so through 
long years past. But this peace which we know today? ‘What 
price ?’” 

He summarized historically the rise of the railroad unions. 
The brotherhoods, he said, “were not organized primarily as 
fighting units, but rather to provide insurance for men engaged 
in work involving extra hazard. The intolerant and dominating 
attitude of rail management, its abuses, impositions and dis- 
criminatory treatment, the speaker said, “contributed tre- 
mendously to the growth of union strength and union deter- 
mination.” Most of the restrictive rules of today, he said, had 
their “roots in managerial abuses in an earlier day.” Present 
seniority rules, for instance, he said, were labor’s answer to 
oldtime nepotism. Boiler inspection laws and the 16-hour law 
were born in the necessity for public safety. Generally, how- 
ever, he said, peace on the rails in the earlier day was pur- 
chased at the expense of labor. The public then, he said, was 
as “lethargic in protecting labor” as it is today “in the face 
of the dominance of labor.” 

He described circumstances leading up to the adoption of 
the Erdman act of 1898, the Newlands act of 1913 and the 
Adamson act of 1916. It was the period of federal control, in 
which the director-general of railroads “dealt with labor so 
generously in every relation” that started the idea among labor 
leaders that “the highroad to an economic dream world for 
railway labor lies through that barren land of government 
ownership and operation of railroads—a land made beautiful to 
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them by experience under Mr. McAdoo.” The “thoughts and 
the hearts of railway labor leaders” still “return to that Golden 
Age,” he said. With it began the long “march of railway labor 
toward control in the industry,” a march that has continued 
with only such interruptions as the short life of the United 
States Railroad Labor Board, which was set up to protect the 
public interest and brave enough to reduce rail wages. 


The 1937 Increases 


By 1929, he said, rail labor had forced wages above the 
1920 level in spite of a lower level of prices, and “for this rail- 
way management is open to criticism.” Extreme financial need 
of the railroads forced rail labor to concede reductions in the 
depth of the depression, he added, but it soon resumed its march 
and continued not only with the restoration of the cuts in 1935 
but with demands for increases in 1937. 

Over the last-mentioned proposal, he said, “railway man- 
agement bargained sharply, but lacked the hardihood to make 
a last-ditch fight—which may have been well, in view of the 
fostering care evidenced by the national administration toward 
labor and the fate suffered a year later at the hands of an 
emergency board by the carriers’ proposal to reduce wages.” 

He outlined the negotiations on the wage reduction pro- 
posal at length, asserting that the findings of the emergency 
board in the matter were “clearly vulnerable.” For a brief 
time, he said, “the carriers pondered the acceptance or rejec- 
tion of the adverse report of the emergency board,” and then 
withdrew the wage cut proposal, maintaining peace “at a price.” 
The expected cooperation from labor leaders in obtaining reme- 
dial rail legislation did not develop, he said, asserting that the 
transportation act of 1940 showed “a disturbingly low caloric 
and vitamin content for an industry undernourished.” Only one 
of the labor members of the committee of six “kept faith,” said 
he, when the benefits of the act were cancelled in large part 
by the Harrington amendment, and that one was now trying 
to redeem himself in the eyes of his followers with a demand 
for vacations with pay that would cost the railroads $40,000,000 
a year. 

Labor Domination 


The march toward labor domination of the railroads had 
continued through such other measures as the Wheeler-Crosser 
bill, the so-called Washington agreement, the 1936 retirement 
compensation plan, the 1938 unemployment insurance law, and 
in advantages under make-work and featherbed rules which 
became more valuable to the worker as train speeds increased 
and railroad equipment improved, he said. He placed the cost 
to the railroads of those rules at $149,000,000 in 1940. A. F. 
Whitney, of the Brotherhood of Railroad Trainmen, had tried 
to explain the legitimacy of this, but his explanation fell “short 
of justification,” he said, continuing: 


I do not want the man at the throttle of the race horses of the 
nation’s passenger fleet to handle that throttle for hours upon end, 
even the man who controls the throttle on ‘red ball’’ or ‘‘extra’’ 
freight. I do, however, protest that strange situation under which, 
within a few hours, members of a train crew can earn regularly as 
much as a day and one-half’s pay, two days’ or even three days’ pay. 
Not without point have those in this group often been termed ‘‘the 
aristocrats of American labor.’’ The railways have sought changes 
in these rules to put compensation upon a more defensible basis, but 
quite without success. In the face of the dubious character of some, 
the indefensibility of others, and in the face of suggestions from 
other than railway sources that equity demands revisions, railway 
labor stands fast. Changes in these rules seemingly will come only as 
the consequence of some cataclysm not yet in prospect, some violent 
outburst of public indignation implemented by action. The railways 
have failed to find a way of escape. But, at a considerable price, 
peace rules. 

Yet perhaps the least defensible feature of the current railway 
labor situation, unless it be the existing rules themselves with which 
this is intimately linked, lies in the application of those rules by 
the National Railroad Adjustment Board. This board, established to 
interpret and apply existing agreements, has in certain particulars a 
strange record—and from it, as a consequence of deadlocks and the 
injection of referees designated by the National Mediation Board, have 
come decisions that tax the credulity of the ‘‘man of the street,’’ 
even others. 


Decisions of Mediators 


He recited in detail many instances of decisions by media- 
tors that taxed the credulity of the impartial observer. These 
included the so-called “haif drunk, half pay” decision and 
others apparently condoning violations of Rule G; the Chicago 
Great Western Kansas City yard switching case, in which 
$60,000 was awarded to a few switchmen because, over a period 
of years, their work shift had not quite coincided with that 
specified in the rules although it was no longer in hours; the 
Lehigh Valley case, in which heavy awards were made because 
passenger crews rode their empty trains from the Pennsyl- 
vania Station in New York City to the Sunnyside Yard, and 
what he called the “all-time high, or low,” a case in which an 
engineer who had obtained a court verdict against a railroad 
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for $20,000 for total and permanent disability, was ordered 
reinstated with full seniority rights. 

He said there was no way of knowing how much these 
adverse decisions cost the railroads—what, in other words, the 
“price of peace” in that respect was—because the awards were 
not only retroactive but were an addition to future operating 
expense. One estimate was “in the tens of millions of dollars 
annually,” he said, which seemed high, but no more unreason- 
able than some of the decisions. He presented the following 
brief analysis of the work of the various divisions of the 
National Railroad Adjustment Board: 


From railway labor organizations with a total membership of less 
than one-third of the total of railway employees came some 85 per 
cent of all cases docketed; from a single one of the train-service 
brotherhoods came about 40 per cent of the cases docketed by the 
five—the trainmen contributing thus some 35 per cent to the grand 
total. The fundamental worth of the bi-partisan board lies in the 
settlement of disputes by the conference method, asserts a _ repre- 
sentative of labor serving upon the board. Yet the six-year record 
shows that approximately 40 per cent of all cases decided were dead- 
locked, decision resting finally with the referee, and from 1938 to 
1940 the percentage of deadlocked cases was almost 50. In this 
particular the records of the divisions vary widely: Division II has 
deadlocked less than 25 per cent of its total cases and its members 
characteristically select the referees to handle disputed matters; Divi- 
sion III, in contrast, has deadlocked some 62 per cent of cases handled 
by it and is never able to agree upon a referee—the service of the 
Mediation Board always being required. If a plan for handling dis- 
putes works soundly, after a brief time—as principles are developed 
—the number of cases presented should decline steadily. The number 
of complaints docketed with the Adjustment Board has tended to 
increase, however, the 1940 record being particularly bad. Basic man- 
agement-employe relations seem not to have been improved by the 
existence and performance of the board. 


He pointed out that the Attorney General’s committee on 
administrative procedure “called seriously in question” the 
soundness of the board’s procedure and “even the soundness 
both in principle and in practice of the bi-partisan board itself.” 


Who Pays for Peace? 


All this, he said, made it apparent that the price paid for 
railroad peace was a heavy one. The remaining question was: 
“Who pays?” To that, he answered as follows: 


As an analyst I can give but one answer: The entire body politic 
and each major class within it, even many who in the short run appear 
to be the gainers—though individuals, whose interest is actually short- 
run, may profit. The price of peace to the railway investor, be he 
the holder of bonds or stocks and be those securities of strong road 
or weak, is definite and clear. To him there is a double cost: that 
which proceeds from a declining railway operating net as a conse- 
quence of excessive payments for work done or of payments for work 
not done, and that which is a consequence of the progressive loss of 
traffic under the impact of sharp competition—a loss that is increased 
by high costs of operation. Railway labor costs, under usual condi- 
tions, claim almost half of railway operating revenue, which makes 
this factor the most important by far in determining railway solvency, 
railway financial well-being. 


A second group, almost coextensive with total population, that 
suffers as a consequence of ‘‘peace on the rails’’ purchased at an 
excessive price, comprises those who depend in any degree upon 
railway service. Even on the better lines high labor costs are certain 
to have a destructive influence, for such high costs can well throw 
the balance from credit to debit with respect to some particular serv- 
ice, occasioning thus a curtailment or complete withdrawal. On the 
weaker lines the influence of high labor costs is yet greater, for 
less frequently do such lines have a margin of profit elsewhere to per- 
mit a limited subsidization of services that are not self-supporting. 
Upon light-traffic branch lines increasing labor costs, or high costs 
that cannot be shrunk, contribute significantly to abandonment, Prob- 
ably the United States has today no student of the transportation 
problem more intelligent, more canny, than Joseph B. Eastman, known 
to all of you by reputation and by many personally. Commenting 
almost exactly two years ago upon this precise matter of labor costs, 
in relation to an application for abandonment which he approved, he 
recognized as contributory to the financial plight of the line the re- 
quirements of a state ‘‘full-crew’’ law and, while recognizing that it 
was then too late to save that particular branch, he said: ‘‘But it may 
well be that this is not an isolated instance and that there are many 
other similar situations in Wisconsin and in other states where, by 
reason of state laws or agreements with labor organizations, like 
wasteful practices are being carried on which will, if they persist, be 
the determining factor in the continuation of the operations which 
they affect.’’ And speaking further of the threat of highway competi- 
tion to continued rail operation, he states: ‘‘It is vital, if such needs 
are to be met, that train service be not burdened with wholly wasteful 
labor.”’ 

But service alone is not harmed. A second significant consequence 
of inflated labor cost is—barring the operation of competition that 
compels a shift of such costs to the shoulder of the investor. A thing 
that has occurred in part—a higher over-all cost of transportation, 
therefore a higher level of rates. During the past twenty years there 
have been many protests against the general rate level, and against 
the level of particular rates, notably on farm products. Few there 
were who knew, or wanted to know, that to this level of rates, against 
which such sharp complaint was made, an effective contributor was 
for many groups of railway workers a high wage rate—higher by 
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a considerable margin, in terms of purchasing power, indeed, than 
those workers enjoyed in 1920, higher, too, for some even when meas- 
ured in dollars. When, to relatively high wage rates for many of 
these groups, other costs are added, the burden of transportation by 
rail becomes too often a cross from which the shipper seeks escape. 
‘‘Feather-bed’’ rules, make-work legislation, and that species of rack- 
eteering represented by numerous claims allowed by the Adjustment 
Board, constitute a millstone about the necks of our railways—a greater 
threat to service today than all the financial operations of the past 
by railway promofer and exploiter. The burdens imposed by those 
who flew skull and crossbones on the financial sea can be wiped out 
by financial reorganization and injuries considerably negatived, and 
such is now being done; but the public has yet to find a way to break 
the dominance of labor over the railways. 

A third element that suffers because of this peace at a price is, 
strange as it may seem, a considerable segment of that group which 
levies toll—the railway workers. True, the burden of pursuing through 
a long span of years an unsound and unwise economic policy, self- 
interest alone considered, must always rest unequally upon the shoul- 
ders of those who sponsor such policy. It is probable, indeed, that 
the program of railway labor leaders to ‘‘git while the gittin’ is good,’’ 
has increased the monthly paycheck, the annual income, of the ‘old 
heads’’ who have accumulated sufficient seniority so that they have 
no cause to fear loss of job or partial employment during that brief 
span before their retirement. Neither have the leaders of the several 
brotherhoods lost. They succeed splendidly in maintaining their hold 
on their respective organizations by effective efforts in behalf of mem- 
bers who cannot or will not face ultimate consequences—or men who 
unconsciously or otherwise place interest of self above that of group. 

There are great numbers of railway employes, however, on whom 
the burden of the successful pursuit of unwise ends by labor leaders 
has fallen with crushing weight, augmenting the injury done by de- 
pression and aggressive competition. There are tens, even hundreds, 
of thousands of employes who have seen full-time employment decline 
to a point where they eke out a bare existence; who have seen full- 
time employment give way to furlough extending over long periods; 
who have, indeed, been separated permanently from the railway pay- 
roll. And then there are the tens of thousands to whom rail employ- 
ment may once have been a goal who, because the industry is in 
retreat, are denied the opportunity and become, perchance, truck 
drivers instead, or workers on truck docks, receiving a lesser compen- 
sation for longer hours. 

But why must railway labor suffer because of union policies which 
increase labor costs steadily by a variety of means? The demand for 
transportation is, within limits, inelastic. Competition absent, charges 
can be advanced measurably without diminishing greatly the total 
volume of traffic moving. When transportation throughout inland 
areas was rail transportation, railway management could in large 
measure ‘“‘pass on’’ to the public in the form of higher charges in- 
creases in various costs, including labor—or believed, at least, that 
it could. But, in the vernacular, ‘‘them days is forever past.’’ Few 
fields of endeavor are there today in which competition is more keen 
than in that of transport. It is obvious, therefore, that any practice, 
any policy, which adds to the operating costs of the railway must 
make the railway less able to compete successfully for traffic offered; 
and, because of that inability, the volume of traffic declines—which, 
in turn, compels a shrinkage in employment. Working rules that 
increase costs, legislation calculated to ‘‘freeze’’ employment or to 
compel an increase in the number of workers, indefensible demands 
for pay for-work not done, all appear to offer gain to the worker 
and may, briefly. As Mr. Eastman once said in addressing railway 
labor some years ago along this precise line, there are the long-headed 
folk and others. It is to be regretted that, for the ultimate well-being 
of rail labor, for the maintenance of the industry upon which a million 
workers directly depend, among railway labor leaders there are not 
more of the long-headed, 


Government Ownership 


There were some, he continued, who argued that the course 
of the labor leaders was wise, if it was intended to lead to their 
goal of government ownership and operation, because, “if rail- 
way costs are run to impossible heights in the face of competi- 
tion, so that no hope remains for an essential service under 
private management, then government entry into the field 
would be forced.” What the labor leaders overlooked, he said, 
was that permanent government ownership might well mean 
the operation of the railroads “in the interest of the body 
politic, not in the interest of any group at the expense of the 
public at large.” He quoted Chairman Eastman’s statement 
that, under government control, the railroads ought to be ‘‘man- 
aged as a business and not as a political institution.” 

“If such sane counsel should prevail, and it is to be hoped 
that it would,” said he, “railway labor will find at the end of 
its rainbow of government ownership and operation no more 
pot of gold than you and I have discovered at the end of ours. 
Revenues will still be the measure of costs, with no federal 
largess to feed the dreams of avarice. Whether the railways 
are to continue as a private enterprise or to fall to the govern- 
ment because of sabotage at the hands of those who should 
conserve and cherish, the rank and file of railway labor may 
well ponder the longheadedness of many of its present leaders 
and the policies they pursue.” 


Conclusions 
He summarized his conclusions as follows: 


The American public has, except at infrequent intervals, experi- 
enced naught but ‘‘peace on the rails’’ throughout more than a century 
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of railway operation. This is as it should have been in a field so 
freighted with public interest, in an industry to which continuous 
operation is so vital. For a long period that peace was too largely 
at the cost of railway labor; for the past generation, however, peace 
has been progressively at the expense of the investor, the public and, 
in more recent years, a considerable body of railway labor. But always 
it has been peace at a price—against which I protest; it is needless, an 
evil. Yet do not misunderstand me. In protesting the price now 
exacted, I in nowise extenuate—even by inference—injustices of the 
past. Rather, I wish to emphasize that no wrong of today will make 
right the wrong of the past—the more, since a wholly different per- 
sonnel treads the boards today. 

The eulogistic comments on machinery now existing and under 
which railway labor disputes are handled lack justification when the 
record of ‘‘peace on the rails’’ is examined historically. For this 
machinery as a whole, perhaps the best that can be said is this: It 
has not upset a peace that has become a tradition. For one unit of 
that machinery, the National Railroad Adjustment Board, perhaps 
this is the most generous comment justified: It seems to have func- 
tioned to the complete satisfaction of its sponsors, the railway brother- 
hoods. If the public is to be given no effective voice in the settlement 
of railway labor disputes and the present general plan is to be retained, 
then mediation, voluntary arbitration, and the emergency board merit 
entire approval. Unless the National Railroad Adjustment Board evi- 
dences promptly, however, a determination to check practices sugges- 
tive of wilful exploitation, even of racketeering—unless, indeed, needed 
changes are soon made both in procedure before the board and in 
the law itself—this device should be replaced by one that will better 
serve justice. And perhaps, because there is always reasonable doubt 
concerning the sinner’s ‘‘new leaf,’’ replacement should not wait 
upon an uncertain ‘‘reformation.”’ 

Another conclusion that must be drawn from an examination of 
the record of existing machinery for handling railway labor disputes 
is that its utilization, without significant change, in the broad field of 
industry is unlikely to give greater assurance of peace than the nation 
now enjoys. More than a century of contact between railway manage- 
ment and labor teaches lessons of value. Legislative efforts, extending 
throughout a half century, to find a formula for péace, merit careful 
study and offer suggestions of worth, such as the emergency board and 
an enforced period of waiting, for examples. Yet the problems, the 
history, the traditions, of the railways and of industry at large differ 
widely. None the less, in devising a plan to further the maintenance 
of peace in the entire industrial field, the book of experience as it has 
been written on the railways offers this admonition: By proper safe- 
guards the public should make certain that this peace be an honorable, 
a reasonable peace, with excessive exactions from none. 


President Musgrave made an announcement to the effect 
that the organization was not responsible for the views ex- 
pressed by the speakers who were presented as being well 
qualified to discuss the subjects of the addresses. 


Committee Reports 


At the session May 7 the first business considered was the 
reports of standing committees which had been received and 
approved by the board of directors. These reports were re- 
ceived by the meeting. 

T. V. Volk, chairman of the speakers’ committee, promised 
a sizable list of prominent speakers not later than August 1. 

The report of D. S. Mackie, chairman of the membership 
committee, read by James E. Paulan, secretary, stated there 
were now 109 clubs with 27,000 individual members in the 
A. T. C. of A. Since the Philadelphia meeting last October, 
it said, the Tampa (Fla.) Traffic Club, the Nashville (Tenn.) 
Transportation Club, and the Women’s Traffic Club of Mil- 
waukee, Wis., had been added as members. 


Mr. Paulan read the report of H. W. Roe, chairman of the 
sustaining membership committee, showing that the number 
of sustaining members had declined from 353 at the Philadel- 
phia meeting to 342 as of April 23. Mr. Paulan announced 
that President Musgrave had obtained 20 sustaining member- 
ships at the spring meeting. The latter announced that a drive 
was on for sustaining memberships. Five thousand were 
sought, said he, adding there should be that many who would 
pay $5 each to support the educational work the organization 
was doing. 

W. T. Vandenburgh, treasurer, reported a surplus of 
$8,455.98 as of March 31. 


James L. Merrick, chairman, committee on club publica- 
tions, had to leave before his report was called for and it was 
presented by Mr. Paulan. The report showed there were now 
97 club publications as against 23 when the committee was set 
up more than four years ago. President Musgrave commended 
particularly the work done by Mr. Merrick and, in his absence, 
proposed a round of applause for him which was given heartily. 

_The report of the committee on procedure, T. C. Burwell, 
chairman, was made by Mr. Fritzgerald. He said Mr. Burwell 
felt that meetings of the organization, in view of the existing 
conditions due to the defense program, should be held in cen- 
trally located territory so that members would not have to 
travel long distances, and that the meetings should be held in 
cities reasonably accessible. 

Mr. Paulan read a report from Kenneth Bauer, president 
of the Newark (N. J.) Traffic Club, on its Associated Traffic 
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Clubs of America night May 5 which was addressed over the 
long distance telephone by President Musgrave. The educa- 
tional activities of the Newark club were commended particu- 
larly by the latter in his address. Mr. Fitzgerald also spoke 
to the Newark meeting over the telephone. There were about 
450 present at the Newark meeting, it was reported. 


Education and Research 


Dr. G. Lloyd Wilson, chairman of the committee on edu- 
cation and research, submitted the report of that committee. 
The routine functions of the committee, he said, continued to 
grow. These included correspondence with member clubs, edu- 
cational institutions, traffic study groups, and individuals, re- 
garding educational programs and courses, subjects for ad- 
dresses, materials for study, educational programs, forum meet- 
ings, and reference materials. He said the outline of study 
course and selected bibliography in pipe line transportation au- 
thorized by the board of directors had been completed by the 
committee and mimeographed and distributed by the chairman 
of the board of directors. 

The outline of the study course in fundamentals of traffic 
had been completed and distributed and a series of 52 articles 
paralleling this course were now appearing in The Traffic 
World, he said. 

Dr. Wilson said a short study course was outlined for the 
Traffic Club of Baltimore and presented by that club with the 
cooperation of the Baltimore College of Commerce. He said 
he was requested by one of the directors and the president of 
his railroad, the N. C. & St. L., to outline a program of em- 
ploye education and training and to recommend a person quali- 
fied to direct this work. He said the work was completed, the 
director selected, and the course was now being conducted by 
William Way, formerly instructor in transportation in the 
Wharton School of Commerce and Finance of the University 
of Pennsylvania. He reported he selected and prepared for 
the Trafficgram a weekly batch of items of educational inter- 
est, book notes, and other materials for dispatch to Robert J. 
Bayer, editor of the Trafficgram, and that these items were 
sent to Mr. Bayer at the average weekly rate of twelve items 
or more a week. 


The essay contest open to students of transportation and 
traffic management approved by the board of directors here- 
tofore was discussed at the meeting of chairman of educational 
committees of member clubs at their luncheon May 6, said Dr. 
Wilson, and the consensus was that the executive committee 
be requested to carry this matter over until the Milwaukee 
—— at which time further report would be made. This 
was done. 


The outlines of study courses and selected bibliographies 
of the nine courses and bibliographies prepared by the com- 
mittee and published by the A. T. C. of A. had been consoli- 
dated and revised and sent to the chairman of the board for 
approval and publication as a single revised volume, Dr. Wilson 
said. There had been a large demand for these outlines and 
there should be for the revised and consolidated volume, said 
~s adding that the volume had been suggested by Mr. Hark- 
rader. 


A number of clubs had invited the chairman to speak on 
educational topics and these invitations had been accepted 
insofar as they could be but many such requests had been 
made when the chairman could not get away from his classes 
at the university of Pennsylvania, he said. He recommended 
that educational meetings of this sort be arranged in June 
or September or even in the summer months. 


Editorial and Educational Luncheons 


Following luncheons given May 6 for the editors of club 
publications and for the chairmen of the educational commit- 
tees, of the various member units of the association, there was 
discussion of topics of interest to these groups which lasted 
until late in the afternoon. 

James L. Merrick, chairman, committee on club publica- 
tions, presided at the luncheon for the editors. He introduced 
S. H. Fifield, vice-president of the Barnett National Bank of 
Jacksonville, as the guest speaker who reviewed club publica- 
tions. The latter had examined a number of the publications 
and commended the editors for the work they were doing. Re- 
marks were made by President Musgrave; Chairman Fitz- 
gerald; G. H. West, chairman of the convention’s publicity sub- 
committee; and Mr. Schulten. John E. Howard, member of 
the publicity committee of the Traffic Club of Wilmington, Del., 
spoke on “Outline of a Publicity Program for a Traffic Club.” 
Edward H. Henken, editor of Transportation Club News of 
Louisville, Ky., spoke in a humorous vein. There were three- 
minute addresses by each club editor or representative present 
and these were followed by general round table discussion. 
There were 30 in attendance. 

Dr. Wilson presided at the educational luncheon at which 
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37 were present. The speakers were Lamar W. Land, south- 
western regional vice-president, who discussed the importance 
of educational programs to the development of traffic clubs; 
Mendel A. Keith, regional vice-president of the central region, 
who spoke on the importance of an education program to the 
development of individual members of the clubs and in attract- 
ing new members to traffic clubs; E. F. Stock, of Peoria, IIl., 
who spoke on the relations between a traffic club and educa- 
tional institution in the development of an educational pro- 
gram; and J. J. Kornfeld, of the board of directors, whose 
subject was the need of a standardized course in traffic man- 
agement for member clubs. 

In the round table discussion the following questions re- 
lating to scholarship awards were considered: Limited to 
member clubs or open to all students in transportation and 
traffic management? How many awards? How much should 
the awards be? These questions developed different points of 
view as to what should be done about awards. The group was 
equally divided on whether it favored symbolic awards rather 
than cash awards. The group favored preparation of a syllabus 
on transportation economics and traffic management for use in 
the clubs’ educational programs. Dr. Wilson said he would 
present to the board of directors the views of the group as 
developed in the discussion. 


Transportation Papers 


The latter part of the closing session of the convention May 
7, at which Vice-President Doebber presided, was given over 
to the presentation of five papers on traffic club activities and 
transportation questions. 

Miss Rae Anita Simons, president, The Women’s Traffic 
and Transportation Club of Baltimore, read an interesting 
paper on “What the Establishment of a Traffic Club Has Meant 
to the Transportation Women of Baltimore.” Practical benefits 
to club members from business contacts established as the re- 
sult of club membership were among the advantages empha- 
sized. 

R. A. Nickey, chairman of the educational committee of 
the Junior Traffic Club of Chicago, whose subject was ‘“Bene- 
fits Derived from the Conduct of Classes in Letter Writing 
and Public Speaking,” spoke of the building of confidence 
through effective speaking and letter writing and told how 
that work was carried on in his club. 

Joseph H. Donnell, manager of the Tampa Traffic Asso- 
ciation, spoke on “Selling Traffic Management,” and urged the 
creation of a special committee to explore the subject and to 
lay plans for a sustained selling campaign of traffic manage- 
ment to business men and to commercial, transportation and 
industrial organizations composed of business executives. Such 
a campaign as he proposed he believed would yield the asso- 
ciation and traffic management profession an extremely sub- 
stantial dividend in money, prestige and general satisfaction. 
He submitted suggestions as to how the campaign might be 
carried on. 

L. P. Siddons, traffic manager, Holly Sugar Corporation, 
Colorado Springs, Colo., gave an interesting discussion from 
notes on the question of professionalizing traffic management. 
He told of the professionalization of accountants and believed 
the traffic managers could likewise make traffic management a 
profession. Transportation regulatory laws had made the 
traffic manager a professional man, he said. He urged that the 
association set up a department to establish legal and eth'cal 
standards for the traffic profession. He believed such a de- 
partment would be supported by sustaining memberships. If 
the traffic manager did not act, he believed the states would es- 
tablish standards of their own. Mr. Siddons was asked to 
write out his address so that all the members might have the 
benefit of it. 


A. W. Vogtle, manager sales and traffic, DeBardeleben 
Coal Corporation, Birmingham, Ala., who was scheduled to 
discuss “Regulation of Water -Carriers Under the Transpor- 
tation Act of 1940,” was not able to be present, but his paper 
was read by Paul R. Dupree, of Jacksonville, who was chair- 
man of the convention’s reception subcommittee. Mr. Vogtle, 
as to fears that the Commission might prove to be railroad- 
minded, said they were wholly unfounded and that the Commis- 
sion was completely impartial. In such an atmosphere, he 
said, water carriers were taking to regulation “like a duck 
to water.” He referred to the national transportation policy 
declared by the new act and asked how the objectives of that 
policy were to be attained. There were several basic prin- 
ciples he believed would have to be observed and he enumer- 
ated observance of the fourth section, discard of the added 
traffic theory and an independent system of freight rates for 
separate modes of transportation on the basis of respective 
costs. He discussed these principles in detail. 


Awards 


Awards to individuals for distinguished and meritorious 
service in the field of traffic club educational activities were 
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announced by Mr. Doebber. Awards were made to S. A, 
Cash, of Louisville, Ky.; J. L. Burke, of Tulsa, Okla.; and J, 
F. McCue, of Los Angeles, Calif. 

Cash awards in the editorial contest were made as follows: 
First prize of $50 to P. J. Winters, New York, N. Y.; $25 to 
Marie O’Dea, Baltimore, Md.; $10 to Mr. Siddons; $5 each to 
Edward S. King, Baltimore, Md.; Chester Perkins, of Mil- 
waukee, Wis., and S. H. Bailey, of Wilmington, Del. 

Mr. Doebber announced that no cash awards to students 
for papers on transportation subjects would be made at the 
meeting as that matter had not been carried to a conclusion. 

President Gorman of the Jacksonville club and Mr. Don. 
nell on behalf of the Southern Traffic League expressed pleas- 
ure over the holding of the convention in Jacksonville. A reso- 


lution of thanks to the local club and others was adopted just 
before adjournment was voted at 1 p. m., May 7. 


Board of Directors’ Meeting 


The board of directors at its meeting the afternoon of 
May 7 awarded the 1942 spring meeting to Cincinnati, O., the 
date to be fixed, and the annual 1942 meeting in the fall to 
Baltimore, Md., the date to be fixed. 

Eight new directors were elected to fill vacancies and to 
fill the new places made available by the change in the constitu- 
tion making past presidents directors ex-officio. They are: Fred 
Shafer, president, Newark Warehouse Co., Newark, N. J., vice- 
president of the Traffic Club of Newark; L. F. Owen, traffic 
manager, Reynolds Tobacco Co., Winston-Salem, N. C.; Ervin 
Manske, general traffic manager, Allis-Chalmers Manufacturing 
Co., Milwaukee, Wis.; A. H. Laney, president, Laney & Delcher 
Warehouse Co., Jacksonville, Fla.; Clarence A. Miller, vice- 
president and general counsel, American Short Line Railroad 
Association, Washington, D. C.; Walter Bockstahler, senior vice- 
president, Keeshin Motor Express Co., Chicago, Ill.; Johnson 0. 
Couch, assistant vice-president, Kansas City Southern, Kansas 
City, Mo.; and W. S. Nevius, general traffic manager, Michigan 
Alkali Co., Wyandotte, Mich. Mr. Owen was selected to fill the 
vacancy caused by the death of C. E. Muller; Mr. Manske to fill 
the vacancy caused by the death of F. C. Bryan, and Mr. Laney 
to fill the vacancy caused by the resignation of Mr. Barham. 


The Banquet 


Five hundred and eighty-one persons attended the banquet 
the evening of May 6 in the auditorium of the hotel. President 
Gorman, of the Jacksonville club, presided. A. H. Laney was 
toastmaster. The invocation was pronounced by the Rev. Mal- 
colm W. Lockhart, director, Church of Good Shepherd Episcopal, 
Jacksonville. After the dinner there was dancing. 


Dr. William G. Carleton, professor of political science and 
history, University of Florida, who took the place of Senator 
Pepper, of Florida, as the banquet speaker, delivered a thought- 
provoking address on “After the War—What?” He discussed 
various possibilities as to the outcome of the present situation 
in world affairs and expressed the opinion that the United 
States would hold aloft in the Western Hemisphere the beacon 
of the golden mean as the surest guide to the true way of life. 
Whatever the outcome, however, he saw more and more inter- 
vention of government in the life of the nation—the trend had 
been in that direction for the last fifty years, he declared. 


Entertainment 


The delegates and visitors were royally entertained by their 
Jacksonville hosts. On May 5 they were taken to Ponte Vedra 
for swimming and golf and to St. Augustine and Marineland. 
A buffet dinner was served at Ponte Vedra Beach Club with 
dancing on the terrace. On May 6 the Traffic Club of Jack- 
sonville took the visiting ladies to Oriental Gardens after they 
were guests at the Timuquana Country Club for luncheon. Mrs. 
Sarah O. Seamer, member of the A. T. C. of A. board of direc- 
tors, spoke at the luncheon. On the afternoon of May 4 a recep- 
tion was given in honor of the officers, directors and wives, 
— Traffic Clubs and Jacksonville Traffic Club, at the 
hotel. 





PETROLEUM TRANSPORTATION 


Representative Cole, of Maryland, chairman of a sub- 
committee of the House committee on interstate and foreign 
commerce which is conducting an investigation of the petroleum 
industry, including the transportation of petroleum and petro- 
leum products (see Traffic World, April 5, p. 869), has sub- 
mitted, and the House has adopted, H. Res. 188, a resolution 
under which the House committee on interstate and foreign 
commerce, “as a committee, by sub-committee or otherwise,” 
would be authorized to continue the petroleum industry inves- 
tigation until January 3, 1942. The investigation was begun 
under H. Res. 290 of the Seventy-sixth Congress and continued 
by H. Res. 15 of the Seventy-seventh Congress. 
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Bankers Hear Transport Talks 


“So far they have certainly done well,” said Chairman 
Eastman, of the Commission, in an address, May 7, before the 
National Association of Mutual Savings Banks at Philadelphia, 
as to the part played by the country’s transportation agencies 
in national defense. His subject was ‘Transportation Comments 
in the Light of National Defense.” His suggestion of a subject 
was merely “transportation comments” but the association put 
in the phrase “in the light of national defense.” 

The chairman gave recognition to the possibility of national 
defense being changed to offense, by observing that “in this 
world of today transportation is, of course, just as essential a 
part of national defense or offense as arms, ammunition, and 
military forces.” 

As one of the things that beset the Commission he named 
and discussed the sectional dispute about freight rates and their 
levels. 

The difficulty in this matter, for him, he said, was that “our 
Commission has as yet been largely an observer on the sidelines, 
having played no direct part in the formulation and administra- 
tion of the program of national defense. In bringing his address 
to an end the chairman said: 


I have given you, I realize, a quite inadequate discussion of the 
transportation situation in the light of national defense, but my limi- 
tations for the discussion of this subject are obvious. Of one thing, 
however, we can all feel sure and that is that our carriers, whether 
railroad or otherwise, may be depended upon to give to the cause of 
national defense all that is in them whatever emergencies may arise. 
So far they have certainly done well. 


It was easy to state broadly and from the sidelines what 
should be done to fit transportation into an all-out program of 
defense, but as in all such cases, he said the actual doing of the 
things was quite a different thing. Plainly he said the first sten 
should be to have an inventory of the transportation facilities 
and determine what they can do. The next step he said was to 
find out what the defense program would certainly call upon 
these facilities to do, and when and where, and also what it 
may call on them to do, “if worse comes to worst.” 


As to the finding out he suggested that the organization 
set up with Ralph Budd at its head would form a nucleus. That, 
he said, was a good beginning. Statistics, he said, indicated that 
the rail facilities would be inadequate but as answer to that he 
called attention to the increase in size of cars and the efficiency 
of their use; also of the better locomotives and the transporta- 
tion by truck. He said that in the handling of traffic the rail- 
roads were now greatly assisted by the centralized Car Service 
Division of the Association of American Railroads, “a service 
which has been created and intensively developed since the 
World War”; and also by the shippers’ advisory board. 


One thing he feared was that the people did not yet realize 
as they should that if the national defense program was main- 
tained, and still more so if it was stepped up to the extent it 
now seemed inevitable, “they are due for sacrifices, and serious 
sacrifices,” and that transportation would be no exception to 
the rule. As ships were taken from the intercoastal and coast- 
wise trades for overseas use, he said, those now served by those 
ships would be to some extent hurt; also if the railroads refuse 
when the new crop is ready to load grain unless they have 
assurance that the cars can be unloaded at destination, the 
farmers will be heard from. 


Getting down from general aspects of the matter the 
chairman got to the fires around it, particularly those created 
by the sectional rate fight and the demands in connection with 
the reorganization of railroads. As to them, the chairman said: 


So much for the general relation of transportation to the national 
defense. Before I close, however, there are two other matters which 
have a remote relation to this subject on which I should like to com- 
ment briefly. In connection with the bituminous coal strike and the 
split between the so-called northern and southern operators, the idea 
was given prominence that the wage differentials which the latter 
sought were necessary to offset freight rate differentials against them 
which it was intimated may be unfair. The Commission has had occa- 
sion many times in the past to consider complaints against the freight 
rates paid by both the southern and the northern operators and it 
has, in fact, some such complaints pending before it now. As a 
Member of a quasi-judicial body, it would be inappropriate for me to 
express opinions about these freight rates which are in controversy, 
except as it becomes necessary to do so in formal decisions. There 
has, however, been an apparent misunderstanding in regard to this 
Matter which ought to be cleared up. 


In railroad parlance there is, for freight rate purposes, a territory 
hown as southern classification territory which lies east of the Missis- 
sippi River and south of the Ohio River and a line drawn therefrom 
to the Atlantic Coast at Hampton Roads. The territory north thereof 
ls known as official classification territory. In recent years rather 
vociferous complaint has developed in this southern territory on the 
sound that the freight rates therefrom on manufactured goods to the 
Populous official territory are too high compared with the correspond- 
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ing rates within the latter territory, to the detriment of the south 
as a place for the location of manufacturing industries. There is much 
to say pro and con on that issue, which of course I shall not undertake 
to say here. What these southerners want, however, is a parity of 
rates mile for mile with the northern rates. 


With this issue is confused the issue with respect to the relative 
rates of the so-called northern and southern coal operators. They are 
in fact quite different issues. In the first place the mines of the so- 
called southern operators in Virginia and West Virginia, although not 
in Kentucky and Tennessee, are many of them located within the 
bounds of official territory and the railroads which serve them are 
classed as official territory lines. In the second place these so-called 
southern operators are not seeking rates northbound which are rela- 
tively on a parity mile for mile with those of their northern com- 
petitors, because they have rates now which are in general on a more 
favorable basis than that, this being the cause of the complaints from 
the northern operators which we have had occasion to consider in 
the past. What the southern operators want is still more favorable 
rates, chiefly on the ground, I presume, of the low costs and prosperity 
of some of the more important railroads which serve them. I men- 
tion this only to clear up the confusion which I think has existed in 
the minds of many. 


The final matter upon which I shall comment is, I think, of con- 
siderable special interest to the savings banks. For some years now 
the Commission has been struggling with the problem of the financial 
reorganization of the bankrupt railroads. It has been a hard and 
gruelling task and one very difficult to do with any general satisfac- 
tion. Every case has its own peculiar complexities with all manner 
of varying ranks and classes of creditors and stockholders. The Com- 
mission has tried to provide in its plans for financial structures which 
will stand up in times of dark adversity such as this country has 
experienced in the past ten years and may experience again, but 
which will at the same time be consistent with a much higher level of 
normal earnings and even with occasional periods of unusual pros- 
perity. It has had to recognize, also, the superior rights of creditors 
under the law to payment in full of both principal and accrued in- 
terest before anything is given to the stockholders, and the accrued 
interest on these claims has often piled up to a very large and for- 
midable amount, a fact which stockholders are apt to overlook. 


In all this thankless, exacting, and time-consuming work the Com- 
mission has been between two principal fires of criticism. On the one 
hand have been those who have insisted that it was not sufficiently 
hard-boiled and realistic, that it was giving recognition in its plans 
to values that had ceased to exist, and that it was providing for new 
securities much too large in total amount. This criticism gained con- 
siderable vogue in Congress, to such extent that a bill providing for 
a new reorganization procedure designed to produce the results which 
the critics deemed necessary was passed by the Senate at the last 
session. On the other hand, howeyer, were those who felt that in its 
plans the Commission was dealing unfairly with stockholders and 
sometimes junior creditors of the old companies by shutting them out 
from participation through unsound findings that their interests were 
of no value. ; 

Between these two fires of criticism the Commission has steered 
a median course, and I believe that the policies which it has pursued 
have on the whole been sound. Of course, however, it is impossible 
to forecast with entire accuracy the future earning power of the 
railroads, and events have at times seemed to lend support to the 
critics first on one side and then on the other. Those who thought 
we were too liberal were given such support in 1938 when, after a 
rather steady upward trend, the bottom fell out of railroad earnings 
and they dropped again to low depths. At present the critics of the 
other type are finding support in the current earnings, which are way 
beyond any reasonable expectations which were entertained in any 
quarter only a comparatively short time ago. 


Let me suggest, however, that those who regard these present 
earnings as evidence of the unsoundness of our reorganization plans 
may well give heed to the source from which these earnings spring 
and to the future conditions which are likely to flow from this same 
source. The productive force of the country is now being concentrated, 
under the auspices of the government, on preparations for the national 
defense. To a great extent it is thus going into products which add 
nothing to the national wealth but have use only in warfare for pur- 
poses of destruction, and in the process the national debt is being 
very greatly increased. All this in the end means burden and sacri- 
fice for all concerned. It can have no other result. For the time 
being the railroads are apparently profiting largely by the heavy in- 
crements in traffic which are the offspring of our national defense 
program, and some of them are profiting specially by the diversions 
of traffic from the Panama Canal route which are the result of the 
evil conditions which now torment our British friends. I leave the 
question with you—and you can answer it as well and probably better 
than I—whether, if we look further into the future, this temporary 
access of railroad prosperity furnishes any sound reason for believing 
that our reorganization plans are unduly severe and ought to be 
revised upward, so to speak, on a grade of liberality. 


Scandrett Talks 


Though the national defense program was just getting 
under way and its peak load was yet to come, the country’s 
railroad system, in the tests it had already undergone in the 
movement of construction and raw materials for the building 
of defense plants and in the heavy movement of troops, car- 
ried out without interference with normal commercial and 
industrial traffic, had demonstrated its ability, under private 
management, to handle the job, said Henry A. Scandrett, 
trustee, Chicago, Milwaukee, St. Paul and Pacific, in an address 
on “Railroads on Their Mettle,” at the annual conference of the 
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ee Association of Mutual Savings Banks at Philadelphia 
May 7. 

In his many years of railroading, he said, he had never 
“known more enthusiastic determination to do a job and do it 
right than is manifest throughout the organization today.” 
Nevertheless, he continued, these were strenuous times and 
much had to be done to insure the continuance in the coming 
years of private ownership and operation of the railroads. 

“Efficiency must be increased where possible, sacrifices 
must be made, selfish interests subordinated, differences for- 
gotten, and every precaution taken to keep the industry pre- 
pared and ready, not only to meet every emergency which may 
arise in the preparation of our national defense and the pres- 
ervation of our national security, but also to prepare for those 
difficult times in the industry which certainly will follow the 
passing of the crisis.” 

Best results would be obtained in improved railroad per- 
formance “when all realize the problem and contribute their 
share to its solution,” said he, adding that a reduction of a 
single day in the “turn-around time” of freight cars—from 18 
to 17 days—would be equal to an increase of 102,000 cars, and 
that a rise in the average loading of cars from 28 to 29 tons 
would be equal to an increase of 65,000 cars. 


Railroad Finances 


Philip A. Benson, president, The Dime Savings Bank, 
Brooklyn, N. Y., a member of the association’s committee on 
railroad investments, spoke on the present financial position 
of the railroads. The general business revival had resulted in 
a marked improvement in rail finances, he said. The present 
return of rail traffic to a point where they were “operating at 
something like their national capacity” meant the return of a 
much abused and neglected industry to “its rightful place as 
our fundamental and indispensable method of transportation,” 
he said. 

“It is my hope that, out of the present intensive activity, 
we may shape the future of the railroads in such a way that 
they will perform their rightful functions with a minimum of 
interference by government or labor, and a maximum of bene- 
fits to the people of the United States,” said he. 

There was reason for satisfaction in the fact that this im- 
provement was going forward under private ownership and 
management, he continued, adding that “any measure of gov- 
ernment ownership or management would be most unfor- 
tunate” because it would lead to state socialism. 

He said the lifting of the pressure of insufficient earnings 
to meet fixed charges was manifested in the fact that several 
predicted railroad reorganizations had not been begun. He 
spoke of the progress made in the reorganizations of the Chi- 
cago and North Western and the Milwaukee and said that, 
through them, precedents would be established that would ex- 
pedite future similar proceedings. 


It was essential at present, he said, to give thought and 
study to the replacement of defense traffic with more normal 
production at the end of the present war. The railroads ought 
also to be doing things in preparation for that event, he said, 
adding: 


The railroads have both need and opportunity to streamline 
their plant, cut away unnecessary trackage and service, and establish 
a practicable working basis on which they can hope to utilize their 
inherent advantages. It is to the interest of the public, as well as the 
railroads, that they make rapid progress in accepting this opportunity. 


St. Lawrence Canal 


C. L. Raper, dean of the college of business administra- 
tion, Syracuse University, Syracuse, N. Y., said there was in- 
consistency in the government policy, on the one hand, of 
spending large sums to eliminate surpluses in wheat, cotton 
and other commodities, and, on the other, of “spending tax- 
payers’ money to create a large surplus of transportation 
facilities.” 

The proposed St. Lawrence seaway was one of those proj- 
ects, he said. He said its probable cost had been underesti- 
mated and its traffic potentialities “grossly overestimated.” 
The only way to prevent it from setting up unfair competition 
for existing carriers, he said, would be to assess tolls sufficient 
to pay the cost of operation and a return on the investment. 
If that were done, he said, the expected gains in lowered trans- 
portation costs to shippers of certain commodities would prob- 
ably not eventuate. 


PRIORITIES NOT YET IN SIGHT 


Fears expressed in New York early this week that trans- 
portation priorities were near at hand were not felt in Wash- 
ington at the time there was said to be jitteriness in New York. 
The premise on which New York based its trembling was the 
removal of ships from domestic trades to help the British. 
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Possibility of need for transportation priorities was not 
denied in Washington among those who were keeping in touch 
with developments. They could not, however, see any reason 
for priorities now or in the immediate future. It was admitted 
however, that, if President Roosevelt and those dealing with 
the problem of ships for British relief took many ships cut of 
the coastwise trades, their removal would impose a greater 
burden on the railroads. Such an addition coincident with an 
increase in tonnage due to national defense manufacturing, jt 
was admitted, might result in some priorities on particular 
sorts of traffic in certain areas. 


ington was that no such situation had developed at the time 
New York showed fidgets. 


Red Cap Wages and Hours 


The Senate committee on education and labor has reported 
favorably with an amendment, S. Res. 105, a resolution sub- 
mitted by Senator Thomas, of Utah, directing the administrator 
of the wage and hour division of the Department of Labor to 
undertake an inquiry into the wages, hours and other conditions 
and practices of employment of red caps by railroad or termina] 
companies in view of the minimum requirements of the fair 
labor standards act of 1938 (see Traffic World, May 3, p. 1127). 

The committee amendment strikes out all of the preamble, 
consisting of a series of whereas clauses, of the original resolv. 
tion. The committee report makes the following comment: 


Prior to the effective date of the fair labor standards act of 1938, a 
majority of redcaps employed by railroad and railroad terminal com- 
panies derived compensation for their services solely through tips o; 
gratuities given them by the traveling public. Since the effective date 
of the act, the companies have adopted various methods of compensat- 
ing their employes in order to comply with the requirement of section 
6 (a) that ‘‘every employer shall pay to each of his employes . 
wages”’ at specified minimum rates. During the first year of the act's 
operation (October 24, 1938, to October 24, 1939), the minimum wage 
was 25 cents an hour. Since October 24, 1939, the statutory minimum 
wage has been 30 cénts an hour. Effective March 1, 1941, the minimum 
wage rate applicable to employes of class I railroads has been 36 cents 
an hour, and for employes of short-line railroads 33 cents an houwr, 
under a wage order issued by the Administrator of the wage and hour 
division in conformity with the industry committee procedure estab- 
lished in sections 5 and 8 of the statute. 

For approximately the first year and a half of the act’s operation 
the railroad and railroad terminal companies operated a_ so-called 
accounting and guarantee arrangement, whereunder each redcap was 
to report daily the amount of tips received by him from the traveling 
public, and the company guaranteed to pay the redcap any additional 
sum necessary to equal the minimum wage required by the act. At 
the present time, and for approximately the past year the companies 
have been operating under a so-called 10-cents-a-bag system, where- 
under the redcaps would be paid wages at the minimum rate prescribed 
under the act, but would be required to issue to the passenger a check 
for each bag or parcel carried, and collect from the passenger and pay 
over to the company a charge of 10 cents for each bag or parce 
checked. 

The conditions and practices of employment of redcaps under the 
fair labor standards act have been productive of many complaints made 
by members of the traveling public and by the redcaps. In view of the 
public interest in the subject matter, it is believed advisable by the 
committee to direct the administrator of the wage and hour division of 
the United States Department of Labor to undertake an inquiry into 
the wages, hours, and other conditions and practices of employment of 
redcaps by railroad or terminal companies in view of the minimum 
wage requirements of the fair labor standards act. The administrator 
of the wage and hour division is directed in the resolution, upon the 
conclusion of his inquiry, to report to the Senate the extent to which 
the conditions and practices of employment of redcaps violate the letter 
or the spirit of the fair labor standards act or other federal statutes, 
if at all; the extent to which such conditions and practices are sus 
ceptible to regulation under the act in its present form; and what legis- 
lation, if any, should be enacted for the purpose of further regulating 
wages, hours, and other conditions and practices of employment of 
redcaps under the act. 

Senate Resolution 105 is in substantially the same form as Senate 
Resolution 325, which was introduced during the third session of the 
Seventy-sixth Congress. The committee received a favorable report o 
Senate Resolution 325 from Gen. Philip B. Fleming, administrator of 
the wage and hour division. 


REPRESENTATION OF EMPLOYES 


The National Labor Relations Board has announced certifi 
cation of the National Maritime Union of America, Inlani 
Boatmen’s Division, C. I. O., as the sole bargaining agent 0 
the unlicensed personnel on four tugboats operated by the 
Intracoastal Towing & Transportation Co., of Houston, Tex. 

The National Mediation Board has certified that the Switcl 
men’s Union of North America has been designated to represe!!! 
the craft or class of yardmasters employed by the Detrolt 
Terminal Railroad Co., and the Railway Patrolmen’s Uniol, 
A. F. of L., to represent patrolmen in the police department 0 
the Reading and the Pere Marquette, for the purposes of th 
railway labor act. 
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Rail Safety Conference 


“Should we unhappily be driven into war, which God for- 
pid, I can see no occasion for any government control which 
will extend beyond such steps as may be necessary to keep 
transportation agencies informed of our war needs, whether 
they relate to the movement of men or materials,” said R. V. 
Fletcher, vice-president and general counsel of the Association 
of American Railroads, speaking at a regional meeting of the 
safety section, A. A. R., held in connection with the nineteenth 
annual meeting of the Mid-West Safety Conference at the 
Sherman Hotel, Chicago, May 7. His topic was “Transportation 

utlook.” 
He warned that “national defense” proposals about high- 
ways and waterways were easy ways into government owner- 


hip. 

“Certainly the railroads and I believe the trucks as well 
are capable and entirely willing to set up some agencies of 
direction and control, within their own ranks, as will make 
certain that the orders of the government are carried out, to 
the end that our war efforts will not be handicapped.” 

Mr. Fletcher said he had been given the privilege of talk- 
ing a few minutes on the transportation outlook, as he saw it, 
from the viewpoint of a man who for more than thirty years 
has occupied himself with the consideration of legal, economic 
and political phases of the transportation situation. 

His hearers would observe, said he, that he did not speak 
merely of the railroad outlook, but the transportation outlook, 
because he said, he was coming to see more clearly as the years 
passed that the country was not interested so much with the 
welfare or outlook for any single method of transportation as 
it was with the survival and sound functioning of a well or- 
dered, economical, efficient system of transportation, which 
would insure the prompt movement of goods and the safe trans- 
port of persons. 

But he assumed that our transportation system would re- 
main in private ownership and control. 

So markedly had the business of the railroads improved 
that in certain circles there has been increasing speculation 
as to whether the business of the country could be handled by 
the agencies of transportation without embarrassing conges- 
tions and delays. 

That grew out of the country’s experience in the last war, 
said Mr. Fletcher, when conditions were wholly different from 
those prevailing now, one difference being that the railroads 
then practically carried the whole load while now they were 
certainly not carrying more than 75 per cent of it. In the last 
war, he pointed out, there was no reliable method for sys- 
tematic planning while now there were careful forecasts of 
traffic of the regional shippers advisory boards. Nor, said he, 
was there then such cooperative understanding between the 
government and the railroads as now existed, whereby con- 
flicting priority orders were avoided and prompt unloading of 
defense materials was assured. 


“It should be a source of comforting reassurance to the 
country that those in the government service most familiar 
with conditions have no doubt as to the ability of our land, 
water and air carriers to meet all reasonable demands upon 
them, both as to defense and ordinary commercial traffic,” 
said Mr. Fletcher. He quoted from an address made by Capt. 
E. C. R. Lasher, chief, Commercial Traffic Branch, of the Quar- 
termaster General’s office in which the captain made a com- 
parison of the situation in the first world war and that which 
now prevailed in which the notable fact was that there was a 
well-worked out arrangement for the closest of cooperation in 
the handling of traffic problems in the event of war or other 
emergency, with everything under control instead of in the first 
world war, of no control to speak of. Following up the thought 
expressed in the initial paragraph Mr. Fletcher said: 


It should not be inferred from the numerous public statements of 
railroad officers as to the ability of the railroads to handle all busi- 
ness offered, that they are not alert to the possibilities of the traffic 
exceeding the volume at first estimated. The situation is under daily, 
even hourly scrutiny. The necessity for an extraordinary, almost 
unprecedented speeding up of defense activities has called for revision 
of the figures. 

The second and more serious question is: Should the railroads be 
expected to finance the purchase of new cars in such numbers as have 
been indicated, when there is a possibility that another slump in 
business will follow the present period of defense activity? Here it 
is difficult to be sure of one’s ground. It may be that a goodly num- 
ber of the new cars could be taken up in the process of substituting 
them for old cars that must be scrapped each year. Or perhaps some 
arrangement could be made for applying special rates of depreciation 
a8 against the tax burden. Or the government, purely as a defense 
measure, might be willing to charge to defense expenditures some 
part of the cost of cars not needed when business falls. But one 
fact should be borne in mind. Our defense program will not be 
completed this year or next. Whatever may be the outcome of this 
war, events of the past twenty years have clearly demonstrated that 
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we can survive in this period of mad struggle for power only by 
being adequately armed and alert. I think there is every reason to 
believe that the railroads, and for that matter their competitors as 
well, will be able to meet all demands, both civil and military. 

The task of the railroads has been greatly lightened by reason of 
the type of man whom the President selected as the Transportation 
Member of the Advisory Commission to the Council of National De- 
fense. That gentleman is rich in experience, sound in judgment and 
strong in courage. His intimate knowledge of railroad and highway 
operation has stood the industry in good stead, at a critical time when 
hysteria is prevalent. He has measured up to the highest standard 
of efficiency and his calm judgment has inspired confidence in official 
and transportation circles. It is sincerely to be hoped that his 
obligations to his own property will permit him to remain in the 
important key position which he now occupies. 


As to the really long look ahead, when the swords shall 
have been beaten into plowshares and the spears into pruning 
hooks, Mr. Fletcher suggests that Congress could repeal all 
restrictive and regulatory legislation allowing the law of the 
tooth and fang to apply—an inconceivable course; or continue 
regulation with legislation putting all the agencies on a footing 
of equality as often had been suggested. 

Unfortunately, he said, the appointment of a board as 
provided for in the transportation act had been delayed while 
proposals for the expenditure of billions, in the name of national 
defense, for super-highways and waterways were being made. 
He had reference he said, to such waterway projects as the 
St. Lawrence waterway, the Florida ship canal, the Tennessee- 
Tombigbee canal, the Beaver-Mahoning canal and others he 
said might be mentioned. In conclusion he said: 


It is sincerely hoped that none of these waterway and highway 
plans will be adopted by Congress. However, if we enter upon such 
a program of wholesale subsidization, there would be little hope of 
working out anything like a rational system of orderly, coordinated 
transportation. It is not merely the vaporing of a partisan alarmist 
to say that if the government is to spend these huge sums of money 
in the interest of highway and waterway transport, the railroads ean 
hardly hope to survive as unsubsidized and independent, privately 
owned agencies of transportation. The construction by Congress of 
these highways and waterways would indicate, I venture to say, that 
we have abandoned our idea of private ownership of transportation 
facilities and become converts to the notion that government should 
own and operate all systems of transportation. 

I do not need to dwell upon the consequences of such a policy. 
Every despotism now existing in the world has as its cornerstone 
government ownership and control of transportation. Every free 
democracy has so far left these essential activities in private hands. 
If the government embarks upon a policy which will lead inevitably 
to the nationalization of the transportation industry, whatever the 
result of the war may be, the democratic principle will have received 
a blow from which it will have difficulty in recovering. 


Commissioner Patterson Speaks ‘ 


Commissioner Patterson spoke on “Some Factors Affecting 
Safety in Interstate Transportation.” He described the safety 
work of the Commission under the series of statutes adopted 
in the years since 1893. In that year, he said, “about one out 
of 300 persons employed on the railroads at the beginning of 
a year could expect to be killed in an accident before the end 
of the year, and one in 30 could expect to meet injury.” In 
that year, too, he said, one out of every 1,985,000 railroad 
passengers was killed. In 1940, he added, accidental deaths 
to employes had been reduced to one for each 2,051, and the 
deaths to passengers to one in each 5,580,000. Safety legisla- 
tion, he said, played a most important part in that reduction. 

He said he purposely avoided drawing a comparison be- 
tween employe injury in 1893 and in 1940, because, in many 
instances, railroad officials deliberately failed to report acci- 
dents so as to better their records in safety contests. After 
citing a number of such actual instances, he said they made 
“it appear that certain railroad officials are more interested 
in records than in results.” 


“No railroad official can get much satisfaction from win- 
ning a medal under those conditions, and it can not benefit the 
— movement to bestow medals under such conditions,” 
said he. 


He also spoke critically about the official attitude in acci- 
dents caused by employe negligence. A recent study of 60 
accident investigation reports showed that 45 were caused by 
employe negligence, he said, but he added that it was his ex- 
perience “that rules and regulations are observed by an em- 
ploye about as well as his superior desires to have them 
observed.” The performance of any group of employes, he 
said, closely reflected “the policy of the man at the top.” 
Accidents due to man failure “should be charged to responsible 
railroad officers rather than employes when adequate rules are 
not published or, if published, are not properly enforced.” 

Attention to certain matters of equipment would also in- 
crease rail safety, he continued. He spoke particularly of fre- 
quent failure to respace block signals when train speeds were 
increased, and the failure to use railhead bonds instead of 
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bond wires. The latter, he said, would have prevented recent 
train wrecks caused by tampering with tracks. He told of a 
collision in which six employes were killed, that would have 
been prevented “if adequate rules, standards and instructions 
for installation, inspection, maintenance and repair of manual 
block systems had been in effect and properly observed.” The 
Commission was now considering the prescription of such rules, 
he said. 

He described the work of the Commission under the motor 
carrier act and said that, though a reduction in highway acci- 
dents might not yet be demonstrated by statistics, it was ap- 
parent that the entry of the Commission in the highway safety 
field had already done some good. 

F. A. Bogue, superintendent of safety, Chicago, Rock 
Island and Pacific, Chicago, presided at the session. Others 
who spoke included: 

D. H. Beatty, chairman, safety section, A. A. R.; F. B. 
Whitman, superintendent, Chicago, Burlington and Quincy, Chi- 
cago, on “The Safety Problem as Seen by an Operating Man”; 
G. R. Anderson, district supervisor, car maintenance, Chicago 
and North Western, Chicago, on “Safety in Car Repair and 
Maintenance Work”; Harry A. Campbell, assistant chief, Bu- 
reau of Explosives, on “Safe and Prompt Handling of Ex- 
plosives for National Defense’; Armstrong Chinn, chief engi- 
neer, Alton Railroad, Chicago, on “The Human Element in 
Maintenance of Way Safety,” and Dr. Charles Copeland Smith, 
National Association of Manufacturers, on “What Is the Amer- 
ican Way?” 


Groninger on Rail Problems 


Although a year ago there was less danger of the govern- 
ment taking over the railroads than at any time in the pre- 
vious two decades, that danger again loomed larger as the 
railroads faced the duty to handle satisfactorily increased 
traffic loads resulting from national defense production in- 
creases, said Clark M. Groninger, of St. Louis, general freight 
agent, Baltimore and Ohio, at a recent meeting of the Sabine 
District Traffic Club at Beaumont, Tex. If the government gained 
ownership of the railroads, he said, it would later take over 
other modes of transport. To forestall that possibility, he 
said, the railroads not only had to continue their present prepa- 
rations to handle the increased traffic efficiently but had, as 
well, to solve four problems that related to efficient operation. 
Those were, he said, the need to maintain solvency in reorgan- 
ization proceedings; the proper relationship of competitive 
shipping rates; the usurpation of managerial prerogatives by 
railroad labor, and the proposed St. Lawrence Seaway con- 
struction. 

Speaking of the first problem, he said the tendency to wipe 
out stockholders’ equities in reorganization cases had resulted 
in the railroads’ inability to obtain long-term investments from 
financial houses. When capitalization was drastically reduced, 
he said, it became difficult for solvent railroads to compete 
with reorganized companies, and there was a danger that rail- 


roads solvent today would consequently become insolvent 
later. 


Speaking of competitive rate structures, he said there was 
‘no sound economic justification for the theory that the rates 
of all modes of transport should be the same.” Application 
of that theory, he said, would bring to an end competition 
among transportation agencies. How destructive monopoly 
was, he pointed out, was evident from the growth of the 
power of labor. He said it was impossible for the railroads 
“to adopt new ideas, which would result in more efficient serv- 
ice, or savings in operation, or in strengthening the competitive 
position of the railroads” because the railway brotherhoods 
would not approve them. He added that the act creating 
Railroad Adjustment Board had given railway labor an ex- 
tremely unfair advantage over railroads. 


He said of the proposed St. Lawrence navigation and power 
project that its tremendous cost would be a burden on not 
only the railroads but on all tax-paying groups and _indi- 
viduals. The seaway would be used principally by foreign 
shipping companies, which would pay no part of its cost, he 
said, adding that, “at the moment, it seems that only an 
aroused public opinion can prevent this tremendous waste and 
economic disaster.” 


EXPLOSIVES BY RAIL 


For the fourteenth consecutive year the railroads of the 
United States and Canada in 1940 transported without fatality 
approximately 600,000,000 pounds of high explosives, which in- 
cludes, among other things, dynamite, black and smokeless 
powder, explosive ammunition, and blasting caps, according to 


the bureau of explosives of the Association of American Rail- 
roads. 





Only three minor accidents in which one person was in. 
jured took place in 1940 in connection with the transportation 
by rail of explosives in both Canada and the United States, 
according to the bureau. Two of the accidents were slight 
explosions resulting from the handling of toy torpedoes. The 
third accident was due to a fire of unknown origin in a freight 
house, which resulted in the explosion of 1,000 blasting -caps, 
Five hundred pounds of dynamite, awaiting removal by the 
consignee, was burned but did not explode. 

In addition, the railroads in 1940 also transported great 
quantities of other dangerous articles such as gasoline, acids 
and corrosive liquids, inflammable liquids, inflammable solids, 
poisonous articles and compressed gases, with only two fatali- 
ties and injury to seventy-four. One fatality resulted from the 
explosion of anhydrous ammonia when a freight warehouse 
caught fire. The other fatality resulted from an explosion 
which occurred when an empty tank car, formerly loaded with 
crude oil, was being cleaned. Only eight accidents, all without 
fatalities, involving transportation of gasoline were reported 
in 1940, the best record for many years. 


RAILWAYS AND PUBLIC OPINION 


In “Railways and Public Opinion, Eleven Decades,” a book 
written by P. Harvey Middleton, secretary of the Railway 
Business Association, and published by the association, the 
author tells of the part played by public opinion in the de- 
velopment of the railroads in the United States and the rise 
and extension of governmental transportation regulation. Orig- 
inally, he says, railroad managers felt free to make any ar- 
rangements they pleased in the sale of railroad services in 
wholesale lots to large shippers. This resulted in public hos- 
tility, to which charges of over-capitalization and the growth 
of large railway fortunes, as well as frequent serious railroad 
accidents, contributed. The first move to cure what were 
believed to be excessive railroad earnings was the so-called 
granger movement, which resulted in restrictive state legisla- 
tion and, eventually, in the adoption of the federal interstate 
commerce act. The period from the adoption of that law in 
1887 to 1906, the author says, was ‘“‘the most satisfactory in the 
entire history of American railroading.” In the period, how- 
ever, there were numerous consolidations, and the growth of 
the great railroad systems again aroused public suspicion. The 
Hepburn act of 1906, giving the Commission power over rates, 
and such subsequent legislation as the Mann-Elkins act of 1910, 
tightened the federal hold on the railroads. The period of fed- 
eral control, he says, served to swing public opinion against 
government ownership and resulted, finally, the adoption of 
the transportation act of 1940, which “was ample evidence of a 
public realization of the injustices inherent in the situation” 
where the railroads were strictly regulated and had to compete 
with partially regulated or non-regulated competitors. 

The final chapter discusses the part to be played by the 
railroads in the national defense program. 





FRUIT AND VEGETABLE FREIGHT CLAIMS 

Figures compiled by the freight claim division, Associa- 
tion of American Railroads, show that loss and damage costs 
on fruits and vegetables in 1940 averaged $5.87 for each car 
as compared with $4.97 a car in 1939. The 1940 fruit and 
vegetable claim total was $4,567,206 on 778,432 cars. Heading 
the list in the amount of claims paid for each car were honey- 
dew melons, $29.22, followed by peppers, $2458 and cucum- 
bers, $21.35. At the bottom of the list were sweet potatoes, 


$2.48 for each car; white potatoes, $1.23, and bananas, 75 
cents. 


M. P. JEFFERSON BARRACKS LINE 
The Senate has passed S. 916, authorizing the Secretary 
of War to grant a revocable license to Guy A. Thompson, 
trustee of the Missouri Pacific, to maintain railroad trackage 
and station facilities on Jefferson Barracks Military Reserva- 
tion. The legislation would permit continuation of use of the 
facilities involved by the Missouri Pacific. 


RAILROAD SCRAP PRICE MAXIMUMS 


Leon Henderson, administrator of the office of price admin- 
istration and civilian supply, Office for Emergency Management, 
has issued a revised schedule fixing maximum prices for scrap 
iron and steel, effective as of May 6, and including a schedule 
establishing maximum prices by the gross ton on iron and steel 
scrap originating from railroads. The schedule lists five erades: 
No. 1 railroad grade heavy melting steel, scrap rails, rerolling 
quality rails, scrap rails three feet and under, and scrap rails 
18 inches and under. Prices for each of the five grades at 30 
consuming points, delivered to a consumer’s plant on the line 
of the railroad from which the scrap originated, are set out in 
tabulated form, ranging from $15.50 to $19.25 a gross ton at 
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Seattle, Wash., and from $21 to $24.50 a gross ton at Pittsburgh, 
Pa. Other specific rulings cover prices on scrap delivered to a 
consumer’s plant located off the line of the railroad from which 
the scrap originated, scrap originating from lines not operating 
in any of the 30 consuming points named, and scrap not iden- 
tifiable as to origin. 

The schedule also specifies that the maximum prices it 
establishes have been based on all-rail deliveries to the con- 
suming points named, except Detroit, and that where shipment 
to the consumer is by means other than all-rail, the maximum 
prices prescribed, except those at Detroit, “shall be reduced 
by the amount that the all-rail transportation costs to such 
consuming point exceed the costs of the mode of transpor- 
tation used.” 


PROPOSED LEGISLATION 


Senator Andrews, of Florida, has introduced S. 1449, a bill 
under which fines and detention expenses now assessed against 
transportation companies for bringing to the United States 
aliens who are found by immigration authorities to be inadmis- 
sible though holding visas properly issued by United States 
consults, would be waived. 


GOVERNMENT IN BUSINESS 


Senator Byrd, of Virginia, has introduced S. J. Res. 73 
calling on the Inland Waterways Corporation, the Maritime 
Commission, the Tennessee Valley Authority, the Reconstruc- 
tion Finance Corporation and other federal agencies and cor- 
porations engaged in business to make reports each fiscal year 
showing their financial condition to the Secretary of the Treas- 
ury. Among other things the resolution calls for a statement 
of assets and liabilities and a statement in reasonable detail 
of the accounting principles used in the preparation of the 
statement on assets and liabilities. 


RAIL STRIKE THREAT 


Efforts of the National Mediation Board to effect an agree- 
ment between railroad operators and representatives of 14 non- 
operating railroad brotherhoods and unions to forestall a strike 
threatened by the latter, following their demands for vacations 
with pay, were continued this week. It was stated at the offices 
of the board that long sessions were now being held. 


ACCESS ROADS TO ARMY AREAS 


The War Department has ordered “an immediate start” 
on a $2,616,049 program of construction of access roads to army 
training areas and firing centers in connection with plans which 
are now being developed, as it says, “for the most intensive 
peacetime army maneuvers ever held.” The department wants 
to complete as much of the program as possible before the 
summer maneuvers get under way. The purpose of the program 
is to permit a smooth flow of army traffic to and from all train- 
ing areas during the maneuver periods with the least possible 
interference to ordinary civilian traffic. The $2,616,049 program, 
among other things, calls for work on approximately 300 miles 
of road. In addition to this amount, the department said, 
$436,008 had been set aside for contingencies in connection with 
the construction. It added that further authorizations would 
be made on the road program in the future. 

At the same time, the department announced that a $10,- 
294,435 construction program had been authorized at 14 airports 
in all parts of the country. 


FREIGHT FORWARDER REGULATION 


A subcommittee of the House committee on interstate and 
foreign commerce, appointed to draft the freight forwarder 
regulation bill for subsequent consideration by the whole com- 
mittee (see Traffic World, May 3, p. 1128), met in executive 
session May 7. Afterward, it was stated that no definite recom- 
mendations had been adopted. 

The subcommittee met again in executive session May 8. 
Chairman Lea said, following the session, that the subcom- 
mittee probably would formulate no definite conclusions with 
respect to the proposals it would recommend to the full com- 
mittee until the latter part of next week. 

Representative Voorhis, of California, has inserted in the 
Congressional Record a letter from H. J. Perry, of Whittier, 
Calif., opposing enactment of S. 210 and H. R. 3684, the freight 
forwarder regulation bills. The writer, “as a large shipper of 
merchandise in the furniture line from eastern markets,” ex- 
presses the view that less-than-carload rates applied to pool-car 
shipments would increase the rate by 200 per cent and that it 
Would be necessary to pass on the increase to the consumer. 


I. C. C. CONTROL OF CONSTRUCTION 
_In passing S. 774, a bill authorizing the Pennsylvania 
Railroad Co. to construct certain industrial sidetracks in the 
District of Columbia, the Senate has adopted an amendment 
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asked by Chairman Eastman on behalf of the Commission 
providing that the authority granted by the bill should not 
be construed as modifying the requirements of section 1 (18) 
of the interstate commerce act as to certificates of public con- 
venience and necessity for construction of lines. Mr. Eastman 
advised Senator Reynolds, chairman of the Senate committee 
on District of Columbia, that he had been informed the Penn- 
sylvania project would probably entail the expenditure of a 
considerable amount of money for an extensive terminal, with 
the necessary railroad extensions, which would probably be op- 
posed by the Baltimore & Ohio, the Pennsylvania’s principal 
competitor in the District of Columbia. If that were true, 
said he, it might be that the project was one for which a 
certificate would ordinarily be required under section 1 (18) 
of the interstate commerce act and therefore the amendment 
ee by the Senate was requested. The bill was sent to the 
ouse. 


STEALING CATTLE BY TRUCK 


On explanation by Senator McCarran, of Nevada, that 
cattle ranging at large on the open public domain were stolen 
and carried across state lines in trucks, the Senate has passed 
S. 1261, a bill to provide for the punishment of persons trans- 
porting stolen cattle having a value of $50 or more in inter- 
state commerce. The senator said the President had vetoed 
similar legislation on the ground that it entailed prosecution 
of misdemeanors and that that had been taken care of in the 
pending bill. A companion measure, H. R. 4607, has been 
introduced in the House by Representative Case, of South 
Dakota. 

Senator Barkley, Democratic leader, admitted that a prece- 
dent for such legislation had been set with respect to the 
stealing of automobiles but neverthelss he believed considera- 
tion should be given to the question of enacting a general law 
on the subject “instead of picking out one or two things and 
providing a penalty for transporting those things across state 
lines if they have been stolen.” 


Truck Production and Defense 


In announcing that it had notified automobile manufac- 
turers of their individual allotments of motor vehicles to be 
manufactured in the year August 1, 1941, to July 31, 1942, the 
Office of Production Management said that the final total 
allotted amounted to 4,224,152 motor vehicles against 5,289,972 
manufacturing in the preceding year, a reduction equaling 20.15 
per cent, but that companies manufacturing trucks exclusively 
had been curtailed only 5 to 10 per cent, depending on the 
volume of their business. No curtailment of production had 
been asked of small companies manufacturing less than 2,000 
units, the O. P. M. announcement said. 

At the Automobile Manufacturers’ Association it was stated 
that the production cut would apply to 99 per cent of the truck 
manufacturers and that the output of only about 20 small 
companies manufacturing trucks would not be curtailed. It 
said it had no information showing whether the allotments to 
companies manufacturing trucks as well as passenger cars 
showed different percentages of curtailment for these two 
classes of motor vehicles. 


The O. P. M. said the allotments to individual companies 
gave due regard to “the necessity of maintaining the relative 
position of the different companies in the industry, their size, 
field organization employment and their relative position in 
regard to passenger vehicles and trucks,” adding that medium 
sized passenger car companies had been curtailed about 15 per 
cent while the large companies’ production had been reduced 
21% per cent. The announcement said every effort would be 
made to transfer to defense work the equipment and men made 
available by the reduction. 


“Is the urgent need for freight moving capacity going to 
be met if the already reduced producing capacity available 
for civilian transport is again cut equally with passenger car?” 
That is the question posed for Office of Production Manage- 
ment, in a paper on the subject submitted by Robert F. Black, 
chairman of the motor truck committee of the Automobile 
Manufacturers Association to William S. Knudsen, director 
general of OPM. Mr. Black said he was speaking not only for 
the automobile association but also the Ford Motor Co. which 
is not a member of the association. 


The industry said it felt duty-bound to present facts per- 
taining to the transportation aspects of the defense program 
so that they might be weighed in the deliberations leading to a 
decision on truck production curtailment. After drawing atten- 
tion to the facts about motor vehicle transportation of com- 
modities entering into national defense, the paper, regarded 
as a pointed protest against the reduction in truck production 
equal to the reduction of passenger cars, says: 


In conclusion, the industry wishes to call particular attention to 
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the following points on the transportation-for-defense aspects of motor 
trucks: 

Existing and ever-increasing production of military vehicles and 
other armaments in motor truck plants has already been limiting the 
ability of the truck producers to meet civilian demands. 

At the same time, speeding of production for defense is placing 
added demands on the flexible service that is rendered more efficiently 
by motor trucks. 

Twenty-two per cent of outgoing tonnage of plants producing ae- 
fense material is moved by trucks. A ten per cent increase is an- 
ticipated within the next six months. 

This indicates that trucks are handling an even greater proportion 
of the defense traffic than of normal traffic. 

Until a more comprehensive and impartial review is made to de- 
termine the adequacy of existing transportation facilities to meet the 
defense requirements, severing of the supply line may have an adverse 
effect on transportation for defense through lack of enough facilities. 

While data show a substantial portion of truck output used for de- 
fense purposes, this is not the complete picture of the functions of trucks 
in facilitating the defense program since the data presented does not 
include movement of food stuffs, clothing and other goods necessary to 
the life, health and well being of the millions of Americans engaged 
in defense activities. 

Breakdown in railroad service during 1918 caused trucks, from a 
priority standpoint, to be considered in the same category as utilities 
and essentials. 

The industry sees further possibilities for conservation of strategic 
and critical materials by use of substitutes and this is now under study. 


Highways and Defense 


“The railroads are on their way to becoming bottleneck 
No. 1 of the second world war,” said Herbert R. Anderson, in an 
address on “Contractors and the Emergency,” at the annual 
meeting of the American Road Builders’ Association, at the 
Willard Hotel, Washington, May 8. Mr. Anderson is the re- 
tiring president of the highway contractors’ division of the 
association. His speech was a plea for the immediate con- 
struction of new highways and the modernization of many that 
have become obsolete, as an insurance against transportation 
failure in the present emergency. 

The “railway experts,” he said, have forgotten that the 
railroads “proved unequal to their job” in the first world war 
and have forgotten also that the country has grown since then 
while its rail system has shrunk. They have been “very com- 
placent about the developing national emergency,” he said. 

“Until recently they were issuing smug statements to the 
press about the railroads’ ability to transport all the freight 
that may be required—despite the fact that anticipated produc- 
tion is far ahead of anything ever attained in this nation,” 
said he. “Now, even those experts are hedging on their state- 
ments. They admitted the other day that the coming wheat 
harvest season would strain the railroads’ capacity, that there 
might be some delays, that the soft coal movement as the 
strike ended would cramp them.” 

He said the proposal was now to build 100,000 new freight 
cars “at a time when every iota of production capacity is 
needed for industrial goods.” ‘The cars should have been built 
years ago, he said. On the other hand, he added, highway 
construction would “place a very light load on defense indus- 
tries” because nearly all road-building materials were produced 
a and were “definitely available without creating bottle- 
necks.” 

If the breakdown of transportation in the first world war 
was not to be repeated now, he said, the reason would be the 
“world’s most elaborate road transportation system” built in 
the intervening years. Even that system needed enlargement 
and modernization, he said, because increasing road demands 
and the fact that “obsolescence has moved faster than new 
construction” meant that today the highway user actually had 
—— one-half the actual road driving space” as he had 
in " 

He advocated a system of construction by private contrac- 
tors on a “cost plus fixed fee” basis, a system he described as 
“admirably adapted to the type of rush work being done where 
speed is the goal.” Such a program, he said, would provide 
not only for the increasing internal highway load of industry 
and for military purposes, but would be “a key factor in per- 
mitting all-out aid to Britain by providing a means for getting 
industry’s goods to deep water ports.” 


PAN-AMERICAN HIGHWAY 


Senator Reynolds, of North Carolina, inserted in the Con- 
gressional Record for May 7 an address which he had deliv- 
ered at Cincinnati, O., under auspices of the Cincinnati Auto- 
mobile Club, on “The Pan-American Highway in Relation to 
Hemisphere Defense.” In his address he said that this high- 
way, as originally planned, began at Ottawa, Canada, and 
ended in southern South America, and that now the be- 
ginning of the latest Pan-American highway idea would ex- 
tend from Fairbanks, Alaska, southward to Laredo, Tex., 


TRAFFIC WORLD 


where the Ottawa branch would join it. The latter route, he 
said, would run southward from Fairbanks across British 
Columbia, over the United States through Mexico, Guatemala 
Salvador, Spanish Honduras, Nicaragua, Costa Rica, Panama 
the Canal Zone, Colombia and Ecuador. At Vitor, Peru, he 
added, the road would branch, one spur proceeding south. 
ward to Santiago, Chile, and across the Andes to Buenos Aires 
the Argentine, while the other spur would proceed to La Paz 
Bolivia, thence to Buenos Aires, where a ferry to Montevideo 
Uruguay, operated. From Buenos Aires, he added, it was 
planned to extend the highway northward to Rio de Janeiro 
Brazil. Continuing, he said: 


A large portion of this vast stretch of cement, macadam and sang 
clay ways has been completed. There are stretches in Alaska, Mexico 
Honduras, Nicaragua, Costa Rica, Panama and Columbia which remain 
to be completed, but work today is going forward at an almost satis. 
factory rate on most of these stretches with the aid of these respective 
governments in cooperation with the United States. 


GASOLINE TAX RECEIPTS 


Federal gasoline tax receipts, according to figures made 
available by the Bureau of Internal Revenue, amounted to $26. 
439,543 in March this year, a gain of $11,529,880 over the same 
month last year. 

“Chief reason for the remarkable increase in revenue is 
the higher tax rate, which Congress raised by 50 per cent last 
year for defense purposes,” said the American Petroleum Insti- 
tute. 

“Lubricating oils, also subjected to an extra defense tax, 
yielded to the federal government revenue of $3,536,245 in 
March, 1941, as compared with $2,074,041 in March, 1940, a 
gain of $1,462,204. Federal taxes on movement of oil by pipe 
line, which rate also was increased for national defense reve- 
nue, stood at $1,291,550 in March, 1941, as compared with 
$1,032,149 in March, 1940. 

“Gasoline taxes collected in 1940 by the states totaled 
$868,000,000, or more than twelve times the estimated total 
cost of the new United States battleship, the North Carolina.” 


EASTERN N. Y. TRUCKERS MEET 


The annual meeting of the Eastern New York Transport 
Association, an organization of intrastate and interstate motor 
common carriers in the eastern and southern parts of New York 
and northern New Jersey, was held at Newburgh, N. Y., April 
29. The following directors and alternate directors were 
elected: 

Directors: Jordan Lippner, Feuer Transportation, Inc. 
Yonkers, N. Y.; Harry B. Miller, Southern Tier Trucking Com- 
pany, Middletown, N. Y.; William A. Van Steenbergh, Weston 
Transfer Company, Newburgh, N. Y.; Jacob Mencoff, Port 
Jervis Trucking Company, Port Jervis, N. Y. Alternate di- 
rectors: Harold J. Scott, Scott’s Westchester Express, Yonkers, 
N. Y.; Harold Mabee, Middletown, N. Y.; George E. Murray, 
Murray’s Fast Express, Spring Valley, N. Y., Carl Scherf, 
Liberty-Middletown Express, Liberty, N. Y. 

James A. Jonas, chairman, Orange County, N. Y., Defense 
Council, speaking at a dinner held in the evening, said there was 
need for full and complete data on motor transport facilities in 
the area. The association voted to extend cooperation in the 
gathering of that data. Others who spoke at the dinner were 
John H. Lewis, Newburgh Transfer, Inc., Newburgh, N. Y. 
president of the association, and J. Almyk Lieberman, its gen- 
eral counsel. Alexander M. Kennedy, chairman of the dinner 
committee, presided. 


PROPORTIONAL RATES AND CHARGES 

The New Orleans Joint Traffic Bureau, by letter, has joined 
with the railroads in a request for the exclusion of less-carload 
proportional rates, applicable on coastwise and _ intercoastal 
traffic from No. 28496, proportional rates of common carriers 
and minimum charges of contract carriers. The railroads asked 
for and obtained the exclusion of such rates applying to north 
Atlantic ports applying on coastwise and intercoastal traffic. 

The New Orleans organization asks for the exclusion of 
such rates to and from New Orleans and other east Gulf ports, 
for the same reasons, it says, urged by the railroads for the 
elimination of the less-carload proportionals to the north At 
lantic ports, that is, that these proportionals were not estab- 
lished for the purpose of applying lower rates to and from east 
Gulf ports on traffic arriving at or moving beyond those ports 
by water than were applicable on local traffic to and from the 
east Gulf ports but were established solely for the purpos 
of preserving port relationships, and in the instance of the Gulf, 
also prohibited to meet transcontinental competition on intel- 
coastal traffic. 
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Truck Meetings at Kansas City 


A series of meetings devoted to safety of operation and 
business development were held at Kansas City by the Amer- 
ican Trucking Associations, Inc., this week. The safety ses- 
sions, under the direction of the association’s safety and opera- 
tions section, were held from May 4 to 7, and the business devel- 
opment sessions on May 6 and 7. 

Speaking at the business development session May 6, 
Walter F. Mullady, vice-president of the association, president 
of the Decatur Cartage Company, Chicago, said that the hiring 
of freight solicitors on straight salary rather than on commis- 
sion had proved to be successful in the common carrier motor 
industry. Selling motor truck transportation was “a job never 
completed,” said he. ; 

“We seek to contact, our customers constantly, evaluate 
their needs and keep them satisfied always,” he said. “If a 
salesman is working on commission, it is only human for him to 
go after and service the biggest accounts and ignore the smaller 
ones. On salary, he will consider the industry and business as 
a permanent connection and coordinate his activities completely 
with all other branches of the business. To make up for any 
lack of incentive with a salaried employe, there is always the 
bonus plan to reward outstanding production. Contests, too, 
among salesmen in various cities, help keep up the esprit de 
corps. To obtain the most effective sales department possible, 
management must always treat sales and other personnel as 
partners-in-effect, taking them into its confidence and placing 
responsibility on their shoulders.” 


Safety Sessions 


A symposium on brakes and brake performance, based on 
a study recently released by the Commission as a result of 
hundreds of road tests, was one of the main features at the 
safety sessions. 

Karl F. Walker, associate automotive engineer in the sec- 
tion of safety of the Commission’s Bureau of Motor Carriers, 
discussed conclusions reached on the basis of a series of brake 
tests conducted by the bureau’s safety inspectors in 1940 in 
which about 1,700 busses, trucks and combinations of vehicles 
were tested in various districts of the United States. “While the 
braking performance of 21 per cent of the busses was equivalent 
to or better than that required by the motor carrier safety regu- 
lations,’ Mr. Walker said, ‘only 42 per cent of the two-axle 
trucks, 22 per cent of the tractor-semi-trailers, and 12 per cent 
of the truck-full-trailer combinations were capable of such per- 
formance. It is difficult to see how data could be obtained 
which would more conclusively indicate the necessity for im- 
provement in braking performance of property-carrying 
vehicles. Further, while the average performance of busses is 
such as to indicate a great deal better compliance with the brak- 
ing requirements of the Commission, for which condition bus 
operators should be congratulated, the distribution charts indi- 
cate that, even for busses, there is considerable room for im- 
provement.” 

F. B. Lautzenhiser, chief transportation engineer of the In- 
ternational Harvester Co., Chicago, Ill., told the safety and 
operations section that “there is no reason to hope that we have 
about reached the limit of increase in car speeds.” The efforts 
automotive experts previously had expended in meeting radical 
changes in vehicle capacities, he said, now might be diverted to 
refinement of details making for greater safety. 

__ “Brake design,” he said, “has managed to keep ahead of the 
difficulties produced by increased speed. The conservative 
driver is very much better off than he was a few years ago. 
Also, there is no reason to hope that we have about reached the 
limit of increase in car speeds and in shrinkage of wheel diam- 
eter, so that the effort which formerly went to meet radical in- 
creases in requirements can go into refinements of detail.” 

Mr. Lautzenhiser described “good brakes” as those capable 
of stopping a vehicle, moving at a rate of 20 miles an hour, in a 
Space of approximately 20 feet. 


Participating in a technical discussion on brake performance, 

. M. Drew, an official of the Fruehauf Trailer Co., Detroit, 

Mich., said that proper care of “this vital mechanisms” would 

result in reduced losses, “less grief” and more profits for truck- 
Ing companies. 


Currently produced vehicles put in operations reasonably 
near those for which they were designed will meet, or better 
than meet, the brake requirements of the Commission, providing 
the approximate brake lining area to gross vehicle weight ratio 
'S maintained, compromises are not made on the installation of 
the power brake system, and logical inspection and maintenance 
schedules established and maintained, said F. L. Hall, Bendix- 
Westinghouse Automotive Air Brake Co., Pittsburgh, Pa. 


Highway Accidents 


F orman Damon, director of the Automotive Safety Founda- 
‘on, Washington, D. C., speaking on “The National Safety Pic- 
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ture,” told the safety and operations section that, with highways 
becoming “conveyor belts” for the transportation of men and 
materials vital to national defense efforts, every highway accident 
might be termed “unintentional sabotage.” Pointing out that 
increased highway use in 1940 resulted in U. S. traffic fatalities 
of 35,000 as against 32,600 in 1939, he urged intensification of 
accident prevention efforts. Truck operators had done such an 
excellent job in driver training, he added, that the army was 
taking many of the top-flight drivers for operation of military 
vehicles. 

While trucks now account for only 6 or 7 per cent of the 
nation’s total freight tonnage, Mr. Damon said, “the ultimate 
percentage of the total hauled by trucks will be much greater 
than most of us here today would dare to predict.” That ulti- 
mate volume, he added, would be determined by the efficiency 
and.economy which the trucking industry could develop. 


Fuel Saving 


R. J. S. Pigott, staff engineer of the Gulf Research and 
Development Co., Pittsburgh, Pa., after discussing such tech- 
nicalities as ignition timing, mixture, throttle control, and 
transmission as they affect gasoline economy, said it had been 
shown “that a trip across town can be made in nearly the same 
time with moderate acceleration from controlled stops and 
reasonable speed of driving, as compared to ramming the engine 
with maximum acceleration and driving at top- allowable 
speeds.” The difference in gasoline consumption between those 
two methods, he said, was marked. 


Driver Qualifications 


Would-be truck drivers must have just the right tempera- 
ment or they won’t get the job, said R. N. Christensen, director 
of safety and personnel, Southern California Freight Lines, Los 
Angeles, Cal., who led a discussion on the psychology of person- 
nel selection and management. He recommended that appli- 
cants for driver jobs be given an intelligence test, physical 
examination and a skill test on actual vehicle operation, as well 
as an examination to disclose whether they are tempera- 
mentally fitted for the job. 


Preventive Maintenance 


Harley W. Drake, superintendent of equipment, Pacific 
Highway Transport, Seattle, Wash., and Grover D. Gilbert, 
superintendent of motor equipment for the Illinois Bell Tele- 
phone Co., Chicago, Ill., talked on preventive maintenance. 

W. E. Billings, fleet supervising engineer, Liberty Mutual 
Insurance Co., Boston, Mass., spoke on “‘Ascertainment and Han- 
dling of Witnesses”—at the scene of accident. 

Following adjournment of the safety meeting May 7, J. 
Ninian Beall, general counsel of the American Trucking Asso- 
ciations, Inc., discussed testimony on qualifications and hours 
of service of mechanics, loaders and helpers. 


Central Territory Motor Rates 


Shippers generally in Central Territory seemed fairly well 
satisfied with the Commission’s action in suspending the truck- 
load and volume rate part of the Central States Motor Freight 
Bureau’s plan for widespread class rating and rates increases 
last week (see Traffic World, May 3, p. 1133). It was just 
those parts of the plan—the. proposals to restrict existing truck- 
load ratings and rates to volumes based on rail carload min- 
imums and to put an arbitrary of 12% per cent on shipments 
of existing truckload minimums—that promised to create the 
most inconvenience and result in the greatest increases in 
freight charges for shippers, it was pointed out. 

Some shippers admitted disappointment over the failure 
to suspend increases in minimum rates under 45 cents but, 
generally, the feeling was that the hardship on that score would 
not be great. When it was pointed out that nearly all of the 
shipper protests filed with the Commission made the greatest 
issue of those items in the tariffs that canceled out long- 
standing less-truckload quantity rates at specified percentages 
under the hundredweight rates, the reply was that action by 
the Commission in similar proposals had made the hope that 
those cancellations would be suspended at most a forlorn one, 
hence, the absence of acute disappointment. As one shipper 
put it, in asking for the suspension of the truckload and volume 
ratings the shippers were hoping for a chance to fight against 
important increases in charges, whereas, in asking for suspen- 
sion of the cancellations of less-truckload quantity ratings they 
were hoping merely for the establishment of a new principle— 
or rather the reversal of a principle already fairly firmly es- 
tablished by the Commission. 

According to A. H. Schwietert, traffic director, Chicago 
Association of Commerce, the Central Territory Rate Con- 
ference, of which he is chairman, will undoubtedly arrange 
for appearances at the hearings on the suspension, set for May 
26 at Chicago, and the entering of testimony in an attempt to 
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persuade the Commission to order the suspended items can- 
celed. He said he intended to call a meeting of the con- 
ference’s steering committee to arrange plans so as to avoid 
duplication of testimony by individual shippers and groups of 
shippers. He had sent a letter to members of the committee 
seeking views as to when and where such a meeting should be 
held, he said. 

The plans of the National Industrial Traffic League in the 
matter were also in process of development. J. E. Bryan, presi- 
dent of the league, said he thought it probable that it would 
arrange for appearances at the hearing to back up the posi- 
tion on the suspended items it had taken in its protest. De- 
tails, he said, would probably be worked out by the league’s 
highway committee, of which L. F. Orr, general traffic man- 
ager, Pet Milk Company, St. Louis, Mo., is chairman, and the 
rates, classifications, tariff rules and regulations subcommittee 
of that committee, W. H. Ott, Jr., general traffic manager, 
Kraft Cheese Company, Chicago, chairman. 

Mr. Schwietert pointed out that the bureau’s truckload 
commodity rate tariffs, containing the same volume minimum 
arrangements and truckload minimum arbitraries named in 
the suspended truckload and volume class schedules were 
dated to become effective May 25. There were exactly the 
same reasons for suspending the commodity rates as the class 
rates, he said, and little to be gained either way in holding a 
hearing on the suspended class items if the commodity items 
were permitted to go in effect. The Chicago Association of 
Commerce and the Illinois Territory Industrial Traffic League 
were preparing a petition for suspension of the commodity items 
along the lines of that filed against the truckload part of the 
class tariffs, he said (see Traffic World, April 19, p. 999). 


N. E. TRAFFIC LEAGUE PETITION 


The New England Traffic League has submitted a petition 
in support of H. R. 2518, in the House of Representatives. H. R. 
2518 would amend section 216 of part II of the interstate 
commerce act, as amended, to give shippers the right to desig- 
nate the routing of shipments by motor vehicle when two or 
more through routes and through rates are applicable between 
a point of origin and a point of destination. 


MOVERS AND WAREHOUSEMEN TO MEET 


The annual convention of the Independent Movers’ and 
Warehousemen’s Association, Inc., will be held at the Hotel 
Lord Baltimore, Baltimore, Md., July 6 to 9, according to an 
announcement by J. Norman Geipe, president. Program details 
will be announced later, he says. A committee, to arrange for 
entertainment of convention attendants and visitors has been 
appointed. 


EXCEPTIONS TO MOTOR REPORTS 


MC 26066, A. J. Degitz, dba A. J. Degitz Transfer, com- 
mon carrier application. Time for filing exceptions to recom- 
mended order extended to May 20. 

MC 52697, Sub. No. 2, Louie Cooper, dba Cooper Transfer 
Co., common carrier application. Time for filing exceptions to 
recommended order extended to May 31. 

MC 61874, Sub. No. 1, William Hinton, extension applica- 
tion. Time for filing exceptions to recommended order ex- 
tended to May 15. 


OIL FIELD MACHINERY RATES PROBE 
An investigation into and concerning the reasonableness and 
lawfulness otherwise of rates and charges, etc., on oil field 
machinery, supplies and equipment between points in Kansas, 
Oklahoma and Texas, named in supplement 3 to tariff MF-I. 
C. C. 5 of F. A. Hill, doing business as Hill Truck Line, of 
Houston, Tex., has been instituted by the Commission, division 


2, on its own motion, in MC C-266, oil field machinery and’ 


supplies in Kansas, Oklahoma and Texas. The matter is to be 
assigned for hearing with MC C-239 and I. and S. M-1546 at 
a time and place hereafter to be fixed. 





READY TRUCK LINES CASE 

A three-judge federal court at Chicago, May 7, denied a 
petition by the Ready Truck Lines for a permanent injunction 
to prevent the government and the Commission from enforcing 
an order by the Commission which would deny the plaintiff the 
right to operate as a contract carrier by motor vehicle of pack- 
ing house products and certain other commodities between Chi- 
cago, on the one hand, and points in Indiana, Ohio, and Ken- 
tucky, on the other (see Traffic World, April 12, p. 944). The 
court, composed of Otto Kerner, circuit judge, and M. L. Igoe 


and P. L. Sullivan, district judges, denied the petition on the 
ground that the applicant had not presented sufficient evidence 
in Commission hearings to justify its case and said there was 
not “proper equity” to allow a finding in favor of the plaintiff. 
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The court, however, gave attorneys for the trucking company 
permission to appeal the case direct to the Supreme Court, 
granting the company a temporary injunction against enforce. 
ment of the Commission’s order until the Supreme Court makes 
its decision. 


TEMPORARY MOTOR AUTHORITY 


In MC-F-1520, Red Arrow Freight Lines, Inc., Houston, 
Tex., purchase, Wilkie Carter, the Commission, by division 5, 
has authorized, for a period not exceeding 180 days, lease by 
the former of rights under MC 37889 and other property of the 
latter, dba Victoria Motor Freight Line, also of Houston, at 
a total rental not exceeding $125 a month. 

In MC F-1527, W. M. Miller, Jr., purchase, The Wright 
Line, the Commission, by division 4, has authorized, for a 
period not exceeding 180 days, lease by the former, dba Miller 
Motor Express, of Charlotte, N. C., of rights under MC 51116, 
of the latter, of Norfolk, Va., at a total rental not exceeding 
$75 a month. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: : 

MC 102234, Fred A. Meyer, common carrier application. 

MC 100974, Rock Island Motor Transit Co., common car- 
rier application. 


SEABOARD MOTOR LINE CASE 


The Railway Labor Executives’ Association, in a brief in 
MC 86687, Subs. 20 and 28, applications of the trustees of the 
Seaboard Air Line for authority to operate as a common carrier 
by motor vehicle between various points along its lines, says 
it has made no objection to the grant of authority provided 
the authorization is restricted so as to conform to the position 
taken by the Commission in Kansas City Southern Transport 
Co., 10 M. C. C. 221. In that case the Commission applied the 
so-called key point theory of restricting motor vehicle opera- 
tions by railroads or their subsidiaries. 

In this case the association takes the position that with 
respect to eastbound shipments, Hamlet, N. C., should be desig- 
nated as a key point and with respect to westbound shipments 
both Hamlet and Monroe, N. C., should be designated as key 
points. They based that position on the premise that it seemed 
clear from the Kansas City Southern decision that key points 
might differ depending on the direction of the movement of 
the traffic. 


MOTOR TARIFFS REJECTED 


The Commission, division 2, by orders, has rejected sched- 
ule MF-ICC No. 3 of Jacob B. Margolies, dba Manhattan Truck 
Lines, of St. Louis, Mo., and tariff MF-ICC No. 3 of Benner V. 
Graham, of Mitchellville, Ia., presented to it for filing. The 
Commission said the schedule and tariff purported to name 
rates or charges for transportation services for which there 
was no operating authority as required by the interstate com- 
merce act, that they were unlawful and not entitled to be 
received or filed by it. 


MOTOR ORDERS EFFECTIVE 

The following recommended orders have become effective 
as shown: 

MC 43696, Theodore E. Fogg, dba Fogg’s Braintree & 
Weymouth Express, common carrier application, as of April 5; 
MC 96280, J. J. Wright, common carrier application, as of 
April 11; MC 96277, B. W. Finnell and Gilbert Finnell, dba 
B. W. & Gilbert Finnell, common carrier application, as of 
April 11; MC 96230, Kentucky Mine Supply Co., contract car- 
rier application, as of April 11; MC 96176, Sub. No. 1, Paul 
Clancy, dba Clancy Heavy Hauling, extension, Alabama, Ken- 
tucky and Louisiana, as of April 11; MC 93874, Sub. No. 1, 
James P. Wasmuth, dba Wasmuth & Callahan, extension of 
operations, as of April 4; MC 89606, Gerald A. Tufts, Sr., and 
Floyd J. Tufts, dba Tufts Brothers, common carrier applica- 
tion, as of April 9; MC 85008, Sub. No. 1, Leander G. Tait, dba 
City Oil Transportation, extension of operations, Maine-New 
Hampshire, as of April 11; MC 72112, John J. Hoffman, dba 
Atlas Truck Lines, common carrier application, as of March 28; 
MC 53030, Sub. No. 1, Eric E. Boman, dba Boman Transfer, 
extension, additional Nebraska points, as of April 11; M¢ 
49089, Sub. No. 1, Vermont Explosives Co., Inc., common cal- 
rier application, as of April 11; MC 38899, Joseph Campagna, 
dba Fulton Motor Service, common carrier application, as o 
April 11; MC 35883, Perry Frank Ingalls, dba Ingalls Trans 
fer and Storage, common carrier application, as of Apri! 11: 
MC 30451, Sub. No. 6, Luper Transportation Co., extension of 
operations, as of April 11; MC 2228, Sub. No. 6, Merchants Fast 
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Motor Lines, Inc., extension Camp Bowie, as of April 11; MC 
1003, Sub. No. 2, Meyer Transit Co., Inc., extension, Davis to 
Franklin, W. Va., as of April 9; MC 1931, Sub. No. - Joseph 
Andrew Mollerup, dba Mollerup Moving and Storage Co. 
and Mollerup Van Lines, extension of operations, as of April 
14; MC 3566, Sub. No. 1, Keeshin Motor Express Co., Inc., 
extension, Des Moines, as of April 19; MC 9876, Sub. No. 2, 
National Transportation Co., Inc., extension Macsachusetts 
and Rhode Island, as of April 11; MC 11600, Sub. No. 1, 
Crawfordsville Freight Lines, Inc., Crawfordsville-Darling- 
ton extension, as of April 11; MC 11714, Sub. No. 1, J. Lewis 
Tuttle, Jr., dba Tuttle’s Cape Cod Express, extension of 
operation, household goods, as of April 11; MC 14513, Sub. 
No. 1, Herman Koerselman, extension of operations, as of April 
12; MC 15352, Sub. No. 1, Frank L. Apgood, extension of opera- 
tions, general commodities, as of April 10; MC 23192, Sub. No. 
1, Abraham Sack, dba Washington Trucking Co., extension, 
groceries et al., as of April 10; MC 29591, B. C. Bowman, dba 
B. & M. Express Line, contract carrier application, as of April 
14; MC 35670, Sub. No. 3, Interstate Passenger Service, Inc., 
dba Interstate Lines, extension, Exeter to Fitchburg, as of 
April 14; MC 60612, Sub. No. 1, Samuel Tischler, extension, 
canned goods, as of April 16; MC 61113, Sub. No. 2, Otto K. 
Lamb, dba Otto Lamb Truck Line, asphalt, extension, as of 
April 19; MC 66562, Sub. No. 210, Railway Express Agency, 
Inc., extension, Mullens to Pemberton, W. Va., as of April 16; 
MC 72966, Independent Warehouses, Inc., broker application, 
as of April 19; MC 82282, Willie Miller, common carrier appli- 
cation, as of April 14; MC 88536, Sub. 3, Shirley Palmer, dba 
Shirley Palmer Trucks, extension of operations, petroleum 
products, as of April 14; MC 88839, Carl Herbert Case, dba 
Case Dray, contract carrier application, as of April 14; MC 
96282, William E. Cox, contract carrier application, as of April 
17; MC 96370, Harold W. Peck, common carrier application, 
as of April 14; MC 101501, E. H. Karbo, Arnold Karbo and 
Maurice Karbo, dba Karbo’s Trucking Service, common carrier 
application, as of April 14; MC 100512, Sub. No. 3, Irvin R. 
Yoder, extension application, as of April 11; MC 101545, Sub. 
No. 1, Hugh Kyle, common carrier application, as of April 11; 
MC 101662, Gerald Farr, common carrier application, as of 
April 17; MC 101973, Leslie Green, common carrier application, 
as of April 14; MC 101992, Abraham Chapper and Samuel 
Rosen, dba Chapper & Rosen, common carrier application, as 
of April 16; MC 102042, Jack E. Isreal, dba Grand Delivery 
Co., contract carrier application, as of April 14; MC 102113, 
William Jackson, common carrier application, as of April 14. 


BUS LINE VALUATION AND SALE 


Denying there had been any attempt to present a false 
asset position or to offer a write-up of the net book value of 
the physical property purchased, the Public Service Interstate 
Transportation Co., of Newark, N. J., the Shore Bus Co. and 
The Shore Transportation Co., of Ocean City, N. J., have filed 
a pétition for rehearing, reconsideration by and oral argument 
before the entire Commission and to set aside and vacate the 
order of the Commission, by division 4, in MC F-1311, Public 
Service Interstate Transportation Co., purchase, Shore Bus Co. 
~~ Ky Shore Transportation Co. (See Traffic World, Feb. 1, 
p. 262. 

The petition for rehearing said division 4, in the report 
denying the authority sought, had declared the transaction in 
question was not a merger, as described by the application, 
but it was in fact a purchase and would be so considered. In 
their petition, the applicants request approval of the transac- 
tions as set up in the applications—‘first, for Public Service 
Interstate Transportation Co. to acquire control of Shore Bus 
Co. and Shore Transportation Co., and, second, for Shore Bus 
Co. and Shore Transportation Co. to be then merged into 
Public Service Interstate Transportation Co.” 

Much of the argument in the petition was devoted to 
efforts to justify appraisals of the physical properties of Shore 
Bus Co. and Shore Transportation Co. which appraisals division 
4, in its report, had found inadequate for providing a basis for 
finding that the proposed purchase price of $280,000 for the 
considered properties was reasonable. 


MOTOR ACCOUNTS 


The Commission, by division 1, in Ex Parte MC 16, in the 
matter of granting temporary exemption from the requirements 
of the uniform system of accounts for Class I common and 
contract motor carriers of passengers, to carriers which are 
domiciled in and whose operations are principally conducted 
in the Dominion of Canada, has exempted, effective January 1, 
1941, Canada Coach Lines, Ltd., North Hamilton, Ont.; Canadian 
Greyhound Lines, Ltd., Windsor, Ont.; Colonial Coach Lines, 
Ltd., Ottawa, Ont.; Gray Coach Lines, Ltd., Toronto, Ont., and 

oronto Greyhound Lines, Ltd., Windsor, Ont., from the re- 
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quirements of the uniform system of accounts for Class I com- 
mon and contract motor carriers of passengers and require- 
ments for filing monthly, quarterly and annual reports, until 
further order of the Commission. 

The Commission, by division 1, in Ex Parte MC 17, in the 
matter of granting temporary exemption from the require- 
ments of the uniform system of accounts for Class I common 
and contract motor carriers of property, to carriers which are 
domiciled in and whose operations are principally conducted in 
the Dominion of Canada, has exempted, effective January 1, 
1941, J. B. Baillargeon Express, Ltd., Montreal, Que.; Martin 
Transports, Ltd., Toronto, Ont.; Toronto St. Catherine’s Trans- 
port, Ltd., St. Catherine’s, Ont., Buffalo, N. Y.; and Western 
Freight Lines, Ltd., Chatham, Ont., for the requirements of the 
uniform system of accounts for Class I common and contract 
motor carriers of property and the requirements for filing 
quarterly and annual reports, until further order of Commission. 


AUTOMOTIVE EXPORTS 


Following the usual seasonal trend, March exports from 
the United States of automotive products reached a high for 
the year with a valuation of $32,582,430, an increase of 22.5 
per cent over the February figure of $26,602,612 and a gain 
of 4.5 per cent compared with March, 1940, when shipments 
were valued at $31,158,805, according to the Department of 
Commerce. 

“Passenger car exports during March totaled 8,660 units 
valued at $6,052,420 compared with 6,386 units at $4,481,963 in 
February and 10,736 units valued at $6,646,187 in March, 1940,” 
says the department. “During the month under review, the 
leading countries of destination were the Union of South Africa 
with 2,933 units; Mexico, 1,097; Brazil, 1,069, and Canada, 465. 

“Shipments of trucks and busses reached a total of 12,196 
units valued at $11,323,373 during March in comparison with 
10,179 valued at $8,879,972 in February and 15,606 valued at 
$13,743,671 in March a year ago. Leading purchasers were 
the British Empire and Egypt with 5,802 units; China, 1,239; 
Brazil, 941; Mexico, 777. 

“Exports of miscellaneous automotive items were valued 
at $15,206,637 during March, an improvement of about 15 per 
cent over the $13,240,677 shipped in the previous month and a 
gain of 41 per cent over the $10,768,947 trade in March, 1940. 

‘During the first three months in 1941, automotive exports 
were valued at $86,918,040 about 8 per cent over shipments in 
the corresponding period of 1940.” 


FREIGHT CLAIM DIVISION ANNUAL MEETING 


The tentative program for the annual meeting of the 
freight claim division, Association of American Railroads, to 
be held at the Cosmopolitan Hotel, Denver, Colo., June 10, 
11 and 12, includes addresses by Ralph L. Carr, governor of 
Colorado, and C. H. Buford, vice-president, operations and 
maintenance department, A. A. R., both to be delivered at the 
opening session. The report of the committee on prevention 
of loss and damage will also be made at that session, and dis- 
cussion on it will be carried over to the afternoon session, at 
which action will be taken on it. 

The sessions on June 11 will include the report of the com- 
mittees on freight claim rules and election of officers, general 
committee members, appeal committee members and arbitra- 
tion committee members. There will be a luncheon at noon 
at which the speaker will be C. E. Johnston, chairman, Western 
Association of Railway Executives, Chicago. 

At the final session, the morning of June 12, there will 
be reports from the committee on rules of order, the committee 
on principles and practices, and the general committee. New 
officers will be installed. Parks C. Archer, chairman of the 
division, will preside. 


NEW COTTON BELT COACH TRAIN 


The Cotton Belt Route will place in service, May 11, a new 
high-speed, air-conditioned passenger coach train, the “Morning 
Star,” between Dallas and Memphis. By making connection 
at Memphis with the Southern Railway’s streamliner “The Ten- 
nessean,” the new service will provide fast through coach travel 
between Dallas and Washington, D. C. The “Morning Star,” 
which will include chair cars and dining lounge cars, will leave 
Dallas at 8 a. m., and reach Memphis at 7:40 p. m., connecting 
with “The Tennessean,” which will leave Memphis at 8 p. m. 
and arrive at Washington at 7:50 p. m. the following day. 
Returning, “The Tennessean” will leave Washington at 9 a. m., 
arriving at Memphis at 7:10 a. m. to make connection with the 
Cotton Belt train, which will leave at 8:10 a. m. and arrive at 
Dallas at 8:50 p.m. “The Tennessean” schedules will not be- 
come effective, however, until May 17. 





Air Transportation 


Trans-Atlantic Air Mail Service 


Sharply divergent views on the question of permitting, 
through the granting of a subsidy, the establishment of com- 
petition in trans-Atlantic air mail service and the expansion of 
such service were expressed in the Senate, May 5, in the course 
of debate on an item in H. R. 3205, the Treasury-Post Office 
appropriation bill, which item would provide $416,000 for pay- 
ment to Pan-American Airways Co. for an additional flight each 
week across the Atlantic and $800,000 to the American Export 
——. Inc., for institution of such service with one flight a 
week. 

The item, stricken by the House from the administration’s 
budget requests and then inserted by the Senate appropria- 
tions committee, was the only controversial item in the $1,152,- 
372,632 appropriation bill. It was shown in the course of the 
discussion in the Senate that Pan-American proposed to carry 
the mail between New York City and Lisbon, Portugal, for 
$9,000 for one trip while American Export Airlines proposed 
that service for $21,000 for one trip, but that the Pan-American 
proposal was made on the condition that it have exclusive right 
to carry the mail. Senator Hayden, of Arizona, explained that 
the difference in these proposals was because in the case of the 
Pan-American there was no overhead for the additional weekly 
trip, that the overhead was all paid for by paying that line 
$21,600 for the first trip “and then a little less for the next 
trip, and so on.” He said the War and Navy departments had 
said the additional cost was justified by having more than one 
concern engaged in the business. To this, Senator O’Mahoney, 
of Wyoming, added that the Civil Aeronautics Board and the 
government were looking forward; that they wanted one trip 
running to south Europe as well as the Pan-Aimerican trip to 
north Europe which had been cut off by reason of the war. 
Senator Adams, of Colorado, contended that if the bill should 
pass with the controversial item included the government 
would be paying an overhead on two lines while, as it was now, 
it was paying an overhead on one and therefore getting a lower 
trip rate. 


Senator Tydings, of Maryland, said the government was 
making money on the Pan-American service. Senator O’Ma- 
honey observed that, whereas domestic air mail in the United 
States was being carried at a rate of 20 cents a pound-mile, 
Pan-American had been receiving about $1.20 for its service. 
Senator Bailey of North Carolina described as an “absurdity” 
the view of the Civil Aeronautics Board that the American Ex- 
port Steamship did not acquire control over an air carrier, but 
that it acquired control of a corporation which thereafter be- 
came an air carrier and that, therefore, the board had no 
jurisdiction. He said that Lehman Bros., of New York City, 
owned 70 per cent of American Export Lines. Under the mari- 
time act of 1935, he said, American Export Lines enjoyed an 
operating subsidy in 1938, 1939 and 1940, totaling $4,000,000. 
In that period, he continued, it was allowed under the law to 
make $848,000, but, he asserted, it made $8,500,000. It also 
had a construction subsidy of $7,798,000 in the aforesaid three- 
year period, he added. 


“If we let American Export Lines have its way,” he said, 
“it will destroy subsidies for ships, and destroy foreign air 
transportation. We will not stand for its policy. . . . What 
I am doing is not primarily in the interest of Pan-American. It 
is in the interest of air transportation. It is in the interest of 
keeping the steamship companies and the banking houses out of 
air transportation.” 

Action on the measure was deferred. 

Senator White, of Maine, charged in debate on the item 
for trans-Atlantic air mail service expansion, which would in- 
crease the cost to the United States government of such service 
by $1,216,000, when discussion of this item was resumed May 6, 
that the Civil Aeronautics Authority had disregarded the spirit, 
purpose and intent of the law when it determined, in the case 
of the American Export Air Lines, Inc., that there was no 
,acquisition of an air carrier by a steamship carrier. 

The debate continued May 7. The item which would have 
increased the appropriation for foreign air-mail transportation 
from a total of $15,477,831 to a total of $16,693,831 was voted 
‘down that day, with 35 voting for and 44 against the so-called 
subsidy proposal. The Treasury-Post Office appropriation bill, 
H. R. 3295, was then passed without a record vote. 

Before the vote on the appropriation item was taken, 
Senator Hayden disputed the statement in the minority report 
of the appropriations committee that American Export Steam- 
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ship Lines was controlled by Lehman Bros. He said a tabula. 
tion in the report of the committee hearings showed that only 
28 per cent of the stock of the steamship company belonged 
to Lehman Bros., New York City investment bankers, or ty 
any member or heir of the Lehman family. Senator Tyding; 
contended, however, that if a concern owned as much as a 
third of the stock in any company, it, “for all practical pur. 
poses,” controlled that company. 


Air Mail Poundage 


New York-Newark with 21.02 per cent and Chicago with 
8.86 per cent head the list of cities originating the greatest air 
mail poundage in the United States, the Civil Aeronautics 
Board stated May 8 in announcing publication of an air mai] 
survey covering the week of June 16-22, 1940. 

Besides the two leaders, eight other cities each contributed 
more than 2 per cent of the total. In order, they are: Los 
Angeles, San Francisco-Oakland, Washington, St. Louis, Phil- 
adelphia-Camden, Detroit, Boston, and Seattle. Cleveland and 
Minneapolis-St. Paul completed the group of 12 cities that ac. 
counted for more than half or 62.3 per cent of the country’s 
air mail traffic. This is about equal to the percentage of all 
passengers originated at or destined to the 12 air stations rank- 
ing highest in passenger traffic. 

The survey showed that the average air mail letter takes 
a longer ride than the average human passenger. It was found 
that while only 55.7 per cent of passenger traffic travels more 
than 325 miles, 94.5 per cent of air mail traffic travels over 
325 miles. 

The dispersion of air mail traffic, however, is much greater 
than air passenger traffic, the survey said, both with reference 
to size groups of air stations and of intercity distances. While 
65.3 per cent of the passenger traffic of these 12 top-ranking 
stations represents interchange between themselves, only 405 
per cent of their air mail traffic is exchanged between them. 
Thus, it is obvious that small towns make, relatively, much 
greater contributions to air mail than to air passenger traffic. 

The ratio of air mail to first class mail is smallest in the 
industrial northeast and it increases toward the west and south, 
according to the survey. This reflects the fact that air mail 
increases its advantage over first class mail with increasing 
distance from the principal concentration of mail generating 
power in the industrial northeast. 

The survey illustrates movements of air mail to and from 
communities of various sizes, and is presented by means of 12 
tables and two maps. The tables are grouped according to type 
of data they present. Those from I to V present studies of 
total air mail and first class mail in and out of all air stations, 
and those from VI to XII present data on outgoing mail from 
36 selected communities. Maps contained in the publication 
demonstrate the poundage of air mail coming in and going out 
of the survey communities during the test week.and show the 
ratios of total air mail to total first class mail for these 
communities. 

Special dispatch cases, corresponding to 273 destinations 
appearing in the survey, were used in making the study. At 
36 stations outgoing air mail was put into these cases and 
weighed and tallied before being redistributed into regular 
dispatch pouches. In order to arrive at the poundage figures 
for existing air stations, over 7,000,000 pounds of first class, 
and almost 360,000 pounds of air mail had to be weighed. In 
accumulating the destination figures, 130,000 pounds of mail 
were handled in the special dispatch cases. 

The Post Office Department and the Civil Aeronautics 
Board cooperated on the survey. 


TWA TO SERVE READING 


The Civil Aeronautics Board has amended the certificate 
of Transcontinental and Western Air, Inc., on route No. 2, 10 
authorize an intermediate stop at Reading, Pa. United Ai 
Lines Transport Corporation had also applied to the board for 
authority to go into Reading, but was denied on the grounds 
that there is a greater flow of traffic between Reading and 
other cities on TWA’s route than between Reading and other 
cities on United’s route; that TWA expects to provide two 
round trips daily while United proposed only one, and that 
the potential traffic would not, at this time, justify two east 
west carriers going into Reading. 

The board stated that Reading, an important industria 
city, was one of the few municipalities in the United States 
with a population of over 100,000 which has not previously 
enjoyed airline service and that it found such service to be 
the public interest. Increased expenses resulting from serving 
this new point should be more than offset by increased traffic 
revenues and consequently there will be no additional cost 1 
the government, according to the board. 

TWA’s route No. 2, as amended, extends between the ce 
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terminal points New York, N. Y., and Newark, N. J., the inter- 
mediate points Philadelphia, Pa., Reading, Pa., Harrisburg, Pa., 
Pittsburgh, Pa., Columbus, O., Dayton, O., Indianapolis, Ind., 
St. Louis, Mo., Kansas City, Mo., Wichita, Kan., Amarillo, 
Tex., Albuquerque, N. M., Winslow, Ariz., and Boulder City, 
Nev., and the terminal point Los Angeles, Calif. 











NAA CONVENTION 
The National Aeronautic Association, of Washington, D. C., 
has announced it would hold its convention June 1-5 in Louis- 
ville, Ky. 







MILITARY AIRCRAFT 


The Office of Production Management announced May 6 
that military aircraft manufacturers delivered 1,427 airplanes 
during April. 


AIR CERTIFICATE CASE 


American Airlines has applied to the Civil Aeronautics 
Board for an amendment to its existing certificates to include 
Worcester, Mass., as an additional point on routes 18 and 21, 
and New London, Conn., as an additional point on route 18. 


RFC LOAN TO AIRCRAFT PLANT 


Jesse Jones, federal loan administrator, has announced that 
the Reconstruction Finance Corporation has authorized a loan 
of $100,000 to Southern Aircraft Corporation, Garland, Tex., 
for plant expansion, purchase of additional machinery, and 
working capital, in connection with the manufacture of airplane 
parts. 


AERONAUTICAL EXPORTS 

“United States exports of aeronautical products during the 
first quarter of 1941 reached an all-time high at a value of 
$124,363,803,” according to the Department of Commerce. 

“This was an increase of $57,547,595 over the value of 
aeronautical products exports in the first quarter of 1940. 
March, 1941, trade was valued at $49,722,677 compared with 
$20,332,369 in March, 1940. 

“March exports included 481 land planes valued at $27,- 
506,424; 1,012 engines valued at $13,782,140; engine parts and 
accessories valued at $2,914,289; instruments and parts valued 
at $1,162,922; propellors and parts valued at $1,725,367; other 
parts and accessories, $2,597,403, and parachutes and parts at 
$34,132. 

“Principal markets for March were the British Empire and 
Egypt, which received 414 planes valued at $25,241,303; 983 
engines valued at $13,589,030; engine parts and accessories 
valued at $2,670,969; and other aeronautical equipment amount- 
ing to $4,932,847. 

“February shipments to these areas included 258 planes, 
valued at $16,726,284; 632 engines totaling $8,190,014; engine 
parts and accessories valued at $1,567,198, and other aero- 
nautical products amounting to $4,106,269. 

“Shipments to the Netherlands Indies in March totaled 
$1,444,709, practically all of which represented the value of 
35 planes exported. 

“In addition, there was exported in March, 10 engines to 
China, valued at $101,450 and eight engines to Brazil, valued 
at $27,885.” 


AIRLINE SEEKS RFC LOAN 

The Reconstruction Finance Corporation has advised the 
Civil Aeronautics Board that Canadian-Colonial Airways, Inc., 
of New York, N. Y., a domestic airline, transporting persons, 
property and mail from New York City to Montreal, Canada, 
via Albany, N. Y., has applied to it for a $360,000 loan. The 
purpose of the loan is to acquire one DC-3 transport, pay cer- 
tain loans from the Manufacturers Trust Co. of New York City 
and the Ladenburg, Thalmann & Co., New York City, private 
bankers, and for payment of trade accounts, amounting to 
$300,000. The RFC has asked the board for its recommenda- 
tions in the matter. 

The company proposes to pay the loan in 48 equal in- 
stallments at $7,500 a month, to be obtained from passengers, 
express and mail revenues. Collateral for the loan is one 
Howard and 5 DC-5 transports. According to the CAB, the 
alrline, in 1940, had a net income of $10,220.35. 


NATIONAL MARITIME DAY 

President Roosevelt has proclaimed May 22 as national 
maritime day in commemoration of the sailing of the steam- 
ship Savannah on May 22, 1819, from Savannah, Ga., on the 
Ist successful transoceanic voyage under steam propulsion. 
He has called on the people to observe that day by displaying 
the flag at their homes or other suitable places and also di- 
fected that it be likewise displayed on government buildings. 









Ships and Defense Program 


The 312 emergency program ships, being built for the 
Maritime Commission as part of the national defense and aid- 
to-Britain effort, have officially been designated as the EC-2 
type, according to the commission. Those which are to be 
operated under the American flag will be known as the “Lib- 
erty Fleet.” 

The designation, the commission said, was derived from the 
fact that the ships were specially designed for rapid emergency 
construction, and were cargo vessels in the class between 400 
and 450 feet long. The first emergency program called for 
the construction of 200 of those ships and 112 more are under 
contract as part of the President’s order for 212 vessels of 
various types to be constructed for transfer to Great Britain 
under the provisions of the lend-lease act. 

The Maritime Commission announced May 6 that it had 
ordered the immediate drydocking, for repairs, of 24 of the 
Italian ships and the two German vessels, immobilized in U. S. 
ports, which recently were placed under protective custody of 
the United States. 

Representative Culkin, of New York, while participating 
in debate in the House May 5 on H. R. 4466, a bill authorizing 
the acquisition by the United States of title to or the use of 
domestic or foreign merchant vessels for urgent needs of com- 
merce and national defense, read an amendment which he had 
prepared and which he said he would offer “at the proper 
time.” The amendment would add to the bill the proviso that 
“flagships of nations now engaged in war taken over pursuant 
to the provisions of this act shall not be turned over to any 
nation now at war or used for the purpose of promoting their 
military or naval objectives.” 

Representative Sabath, of Illinois, said the legislation em- 
bodied in H. R. 4466 had been requested by the President, add- 
ing that the bill had been approved by the army, the navy, the 
Department of Commerce, the Maritime Commission and the 
Office of Production Management. Chairman Land of the 
Maritime Commission, he said, had urged “very strongly” early 
action on the bill, in appearing before the House rules com- 
mittee. 


Representative Bland, of Virginia, author of the bill and 
chairman of the House committee on merchant marine and 
fisheries, said that the bill proposed acquisition of 83 vessels 
immobilized in U. S. ports, and that comprising this total were 
one Belgian, 36 Danish, 14 French, 2 German, 2 Estonian, 26 
Italian ships, and one Lithuanian and one Rumanian ship. He 
cited testimony of Chairman Land to the effect that negotia- 
tions for purchase of these ships had been under way since 
April 9, 1940, but that nothing had been accomplished by such 
efforts. He referred also to a statement by Wayne C. Taylor, 
Acting Secretary of Commerce, showing that in the coastwise 
trade there were 226,000 gross tons, or about 5% per cent less 
shipping employed at the end of 1940 than before the war and 
that in the foreign trade, the decline in clearances amounted 
to approximately 329,000 net tons or 12 per cent in January, 
1941, compared with August, 1939. 


After Representative Sabath had said that it was not the 
intent of the bill to turn over German and Italian ships to 
Great Britain, Representative Marcantonio, of New York, said: 


There is nothing in the bill that will prevent the transfer of these 
ships to Great Britain except the offer of an amendment by the gentle- 
man from New York (Mr. Culkin) that would accomplish that purpose, 
and I submit that we be honest with the people of this country, and 
that you admit that the purpose of this legislation is to bring about 
a transfer of these ships to Great Britain. 


“Ts it not a fact,” asked Representative O’Connor, of Mon- 
tana, “that under the operations of the lease-lend law any ships 
that are acquired under the bill would be subject to disposition 
by the President of the United States, under the provisions of 
that measure he could do with them as he pleased?” 

“Yes,” said Representative Sabath, “but having the utmost 
confidence in the President, and knowing that he is using splen- 
did judgment and trying to keep us out of war, he is not going 
to permit the (Maritime) commission or any agency to do 
anything that might involve us or force us into war.” 

Asserting that the bill should distinguish between the ves- 
sels of neutrals and those of the present belligerents, includ- 
ing Italy and Germany, Representative Culkin said it might be 
assumed that these belligerent ships were still under sanction 
of international law, that it did not alter the case that Hitler 
had thrown international law into the discard, and that his 
— not justify this nation in doing likewise. Continuing, 

e said: 


I have consulted some eminent authorities as to the status of 
belligerent flag ships and I am advised that there is no instance recorded 
of the seizure by a neutral of ships belonging to one belligerent for 
the purpose of turning them over to another belligerent, . . . 
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Representative Canfield, of New Jersey, referred to an 
estimate by Chairman Land that damage wrought foreign ships 
in U. S. harbors through sabotage would amount to approxi- 
mately $600,000 and that some of the repairs might require as 
much as seven months. In other words, he said, every day’s 
delay in requisitioning “this much-needed tonnage” placed the 
availability of such shipping farther away. 

Debate on the Bland bill had not been concluded when the 
House adjourned for the day. 


Tankers for Britain 


At the Maritime Commission it was stated May 6 that sev- 
eral companies owning large, fast tank ships had agreed to 
turn over 25 of them immediately to the commission and had 
pledged further cooperation in making 25 additional tankers 
available “as soon as possible” (see Traffic World, May 3, p. 
1136). A commission source said a number of tankers were 
now on voyages or were being used on so-called essential trade 
routes and that they could not be made available, therefore, 
until their owners could make arrangements for their release 
and for substituted service. 


Shippers on the east coast and officials of Pacific coast ports 
have suggested to the Maritime Commission that it arrange 
for a conference in which they might discuss with the com- 
mission proposals for withdrawal of coastwise and intercoastal 
vessels for service in “essential” foreign trade routes, but the 
commission has asked these shippers and port officials to pre- 
sent their views to it in letters or petitions, according to an 
authentic source at the commission. 

It was stated that the shippers and port officials had ex- 
pressed concern over the prospect that as many as 50 vessels 
might be taken from the intércoastal trade, in view of the fact 
that the intercoastal fleet had been reduced from a total of 
171 vessels to about 95 vessels within the last year. The com- 
mission, it was learned, took the position that a conference or 
meeting, such as had been suggested, would occasion mutual 
inconvenience and that whatever accomplishments or agree- 
ments might be effected could be reached in the manner it 
proposed. 

By a teller vote of 131 ayes to 161 nays, Representative 
Culkin’s amendment to H. R. 4466 was defeated as debate on 
that bill continued in the House May 6. The amendment would 
have placed in the bill a provision that ships seized under its 
terms from a belligerent nation could not be transferred to an 
opposing belligerent nation or used so as to forward military 
or naval objectives of the latter. 

All amendments proposed by the House merchant marine 
committee were adopted, but only one of the amendments 
offered from the floor May 6 was adopted. Offered by Repre- 
sentative Pearson, of Tennessee, this amendment provided that 
any ships taken over under terms of the bill which were now 
owned by governments indebted to the United States should be 
paid for by credits against their indebtedness, instead of in 
cash. It was adopted by a teller vote of 143 ayes to 122 nays. 

Opposing the Culkin amendment, Chairman Bland of the 
House merchant marine committee said it would be “the first 
step indicating weakening, or appeasement, or surrender, or 
yielding” to Hitler. He added that “every Italian ship that 
came into our harbors ostensibly asking our protection vio- 
lated our laws and is subject to forfeiture, yet we are asked 
to provide that none of them shall be used to go to Great 
Britain.” Representative Culkin quoted Chairman Land of the 
Maritime Commission as having said, in reply to a question 
as to the effect of the bill on international law, that as far 
as international law was concerned he did not mind “jumping 
off the deep end of the thing.” 


An amendment offered by Representative Van Zandt, of 
Pennsylvania, May 7, when debate on H. R. 4466 was resumed 
in the House, was defeated, the vote being 43 ayes to 65 nays. 
The amendment would have provided that employes on the 
ships in question be compensated at no less than the rates of 
pay, or worked more than the hours of labor, determined by 
the Maritime Commission to be prevailing on U. S. vessels 
engaged in similar services. It would also have applied to 
seamen employed on such ships the protection of U. S. maritime 
statutes applicable to American seamen. 


After defeating, 160 to 220, a motion by Representative 
Culkin to recommit the bill to the House merchant marine 
committee with instructions that it be reported back to the 
House wih the Culkin amendment included, the House passed 
the bill, the vote being 266 ayes, 120 nays, with one member 
voting “present.” 


Senate Committee Hearings 


The Senate committee on commerce conducted a public 
hearing May 7 on H. R. 4466, and at its conclusion Senator 
Bailey, of North Carolina, chairman of the committee, an- 
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nounced that the bill would be considered further in an ex. 
ecutive session of the committee at a time to be agreed op 
later. 


Senator Vandenberg, of Michigan, stated at the beginning 
of the hearing that he had received, on request, a statement 
from Chairman Land of the Maritime Commission which showed 
that out of 250 vessels which cleared from United States ports 
for Great Britain between December 30, 1940, and March 31, 
1941, only eight had been sunk, and that, of 158 vessels sunk 
in all parts of the world between January 1, and April 30, 194), 
only 12 had cleared from U. S. ports. He cited these figures to 
support his contention that there was no need for convoying 
ships to Great Britain. 


E. J. Ackerson, of the Maritime Commission’s legal divi. 
sion, was asked by Chairman Bailey to obtain and turn over 
to the committee certain technical and statistical information, 

James W. Ryan, of New York City, counsel for the Danish 
Shipping Committee, submitted a number of statements per. 
taining to Danish ships now immobilized in U. S. ports and 
under protective custody of the Treasury Department. He 
proposed an amendment to H. R. 4466 to provide for payment 
of claims of American citizens in connection with possible dam- 
age to or destruction of any of the foreign-flag ships that would 
be requisitioned by the United States. 


Bjorne Halling, executive secretary of the CIO Maritime 
Committee, appeared before the Senate committee on behalf 
of the National Maritime Union, the International Longshore. 
men’s & Warehousemen’s Union, and other unions affiliated 
with the CIO Maritime Committee. He proposed an amendment 
stipulating that the ships to be acquired be placed under Amer- 
ican registry, employ American crews and maintain all Amer- 
ican standards. He said that the U. S. dry cargo fleet had de- 
clined by 190 ships in the period from September 30, 1939, to 
March 31, 1941, or approximately 19 per cent in both the nun- 
ber of ships and the gross tonnage, and that there had been a 
further decline of almost 100,000 tons since April 1 through the 
transfer of ships to foreign registry and to the Army and 
Navy. He observed also that in 1936, 29.2 per cent of “our dry 
cargo in the U. S. foreign trade” was carried in United States 
bottoms, and that in 1939 only 24.3 per cent of such cargo was 
so carried. This, he said, meant that for every 100 tons of for- 
eign cargo carried in United States bottoms in 1936, only 8 
tons were so carried in 1939. 


“The United States merchant marine is at the present time 
totally inadequate in all respects,” he continued. “The army 
and navy have repeatedly stated that should war be declared, 
the armed forces would require at least 1,000 ocean-going 
freighters and combination passenger-and-cargo vessels to 
provide auxiliary service. Yet our present fleet at the moment 
consists of only some 827 ocean-going ships of 1,000 gross tons 
or over, excluding tankers.” 


He added that shippers and government agencies had stated 
that important raw materials were piled up on the docks of 
foreign ports because of a lack of sufficient ships to bring these 
materials to the United States; that intercoastal and coast- 
wise shippers had complained in recent months that ships had 
been withdrawn from these routes and their trade jeopardized, 
and that it seemed imperative, therefore, that HM. R. 4466 be 
amended so that foreign ships which were taken over under this 
bill be placed in American trades. 


Asked by Chairman Bailey whether he had considered the 
possibility of shifting intercoastal traffic to the railroads, Mr. 
Halling said he was aware of that possibility but that he be- 
lieved it would be a much more expensive transportation method 
and that, moreover, he did not believe the railroads had sufli- 
cient rolling stock to handle the traffic adequately. 

After conferences with United States officers, Sir Arthur 
Salter, head of the British Merchant Shipping Mission to this 
country, said he had assurance that the United States could 
supply the necessary ships to carry out the object of the lease- 
lend program, to build a bridge of ships, until present ship 
construction came off the ways. 


Sir Arthur said he was confident that there was presently 
available in America enough merchant tonnage for the so-called 
bridge until such time as the combined ship construction efforts 
of the United States and Great Britain began sending new 
vessels off the ways. 


SHIP SERVICE TO RED SEA 


The Maritime Commission announced May 9, that, since 
the entrance to the Red Sea has been removed from the combat 
area, service was to be inaugurated to the Red Sea area with 
ships of United States registry. The Commission declined t0 
say who would inaugurate the service. Additional service, 
said, would be inaugurated to China. 
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British Ships Navicerts 


The British embassy has announced that from May 15 the 
navicert system will be extended to cover cargo of neutral 
origin consigned to Iran and Iraq via the Persian Gulf. Navi- 
cert applications for cargo consigned to those countries will 
now be received by British consular officers in the United States 
and applications should be lodged not later than May 8 for 
cargo to be shipped between May 15 and May 22 in order that 
the necessary navicert decisions may be obtained in time. 

Likewise the British embassy has announced extension of 
the compulsory ship navicert system from May 15 to all ships 
sailing to or from the Persian Gulf. After that date vessels 
pound for or from the Persian Gulf will be liable to seizure 
if they are not provided with ship navicerts. For the purposes 
of this announcement, says the embassy, the eastern limit of 
the Persian Gulf shall be deemed to be a line drawn from Ras 
Masandam to a point immediately east of Bander Abbas. 

“The navicert system does- not apply to cargo consigned 
to destinations in the Persian Gulf besides Iran and Iraq and 
ship navicerts will be available for vessels sailing to such desti- 
nations provided that any cargo for Iran and Iraq is covered 
by individual cargo navicerts,” says a statement by the em- 
bassy. “Ships sailing from United States ports to the Persian 
Gulf will be required to obtain ship navicert at the last port of 
loading in the United States. If such ships subsequently load 
cargo at a port in Africa or Asia, a fresh ship navicert will be 
issued at the appropriate port. 

“Ships outward bound from the Persian Gulf will be able 
to obtain ship navicerts, subject to the usual conditions, at any 
port where there is a British consul. Ships which complete 
trading at a port in the Persian Gulf other than Bahrein, 
Koweit, Basrah, Khorashahr, Bander-Shanpur, Bushire, and 
Bander Abbas will be required to call subsequently at a neutral 
port where there is a British consul, at a British empire port, 
or at Koweit, Bahrein or Muscat in order that a ship navicert 
may be issued.” 

The British Embassy has announced revocation of all navi- 
certs granted for shipments to Greek territory, except Crete, 
which had not been loaded or shipped as of May 5, since the 
mainland of Greece is now regarded as enemy occupied ter- 
ritory. 

Shipments to Greek official bodies in Egypt, the embassy 
said, would not in the future require navicert cover, but applica- 
tions for navicerts for shipments to Crete of such goods as 
medical supplies and ambulances would be received in the usual 
way at British consulates in the United States. 

The embassy further announced that application might be 
made on or after June 1 for navicerts to cover goods to be 
shipped during the quarter July to September. It said in the 
case of such applications lodged in June, it should be clearly 
indicated that shipment was contemplated only during the July 
to September period. It added that navicerts for these ship- 
ments would not be issued before July 1. 

“The validity of navicerts issued for shipment in the April- 
June quarter,” the embassy says, “expires on June 30 but a final 
ten days grace will be allowed where shipment has been de- 
layed through lack of shipping space or for any other satisfac- 
tory reason. All navicerts issued for the June quarter and not 
used before July 10 will automatically be cancelled on July 10 
and cannot be renewed.” 


Charter of Vessels to Aliens 


The Maritime Commission has announced approval of the 
sale alien and transfer to British registry and flag of the gas 
screw yacht Nanin by Annie Jessup Woodin,, New York City, 
to G. H. Burland, Hamilton, Bermuda. The Nanin was built at 
Boston, Mass., in 1915; gross tons, 59; net tons, 47; length, 74.6 
feet; speed about 12 knots. 

In the week ended May 3, the commission, pursuant to 
Section 9 of the shipping act of 1916, approved the following 
charters to aliens of vessels documented under the laws of 
the United States: 


Tanker W. S. Miller by California Texas Oil Co., Limited, charterer, 
for sub-charter to The Texas Co. (China) Ltd., for a voyage from Hong 
Kong to Shanghai with lubricating oil. 

Tanker L, P. St. Clair, owned by the Union Oil Co. of California, 
by the Standard Oil Co. of New Jersey for charter in lieu of the tanker 
Livingston Roe to West India Oil Co., S. A., for one voyage with a 
Cargo of clean products from Baytown, Tex., to Cristobal, and/or 
Balboa, and/or Punta Arenas, Costa Rica, loading commencing on or 
about April 30. 

Barge Oil Transfer No. 30 and tug K. Whittelsey by Great Lakes 

fansport Corporation, Detroit, Mich., chartered owners, to Imperial 


* Ol Shipping Co., Ltd., with the privilege of sub-chartering to Imperial 


Oil Co., Ltd., the parent company, for three voyages per month over 
the period from May 1 to November 1, 
Tanker F, W. Abrams or substitute vessel of the owner, by Stand- 
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ard Oil Co. of New Jersey to Imperial Oil Shipping Co., Ltd., with 
privilege of sub-chartering to Imperial Oil, Limited, for one voyage 
with a cargo of crude oil from Cartagena to Montreal, loading com- 
mencing about May 1. 

The vessels Alcoa Scout, Alcoa Pilot, Alcoa Cadet, Alcoa Guide, 
Alcoa Guard, Alcoa Leader, Alcoa Master, Alcoa Ranger, Coelleda, 
Alcoa Carrier, Alcoa Mariner, Alcoa Voyager, Alcoa Shipper, Bensalem, 
Mercer Victory, Alcoa Transport, Alcoa Pioneer, Alcoa Pilgrim, Alcoa 
Puritan, Alcoa Patriot, Alcoa Pathfinder, Alcoa Prospector, Eastern 
Sword, Silver Sword, Northern Sword by the Alcoa Steamship Co., Inc., 
New York, N. Y., to aliens as follows: 

1. To Aluminum Co. of Canada, for a voyage or voyages to be per- 
formed between now and December 31, 1941, with full or part cargo 
lots of bauxite, from British and Dutch Guiana, Trinidad and St. 
Thomas, to Port Alfred, Quebec, or St. John, New Brunswick; 

2. To the Canadian government sugar administration for a voyage 
or voyages to be performed between now and the close of navigation 
on the Saguenay River of this year for the transportation oi 16,000 tons 
of sugar during the month of April and 6,000 tons of sugar for each sub- 
sequent month thereafter from North and South America and West 
Indian ports to Canadian Atlantic and St. Lawrence River ports; 

3. To Trinidad Oil Fields Operating Co., Standard Oil Co. of Ven- 
ezuela, Creole Petroleum Co., and Lago Petroleum Co., for a voyage 
or voyages to be performed between now and December 31, 1941, with 
full or part cargo lots of oilwell:‘and miscellaneous supplies from United 
States Atlantic and Gulf ports to Trinidad, Aruba and Venezuela; and 

4. To Anglo-American Purchasing Co. and/or Trindad Leaseholds 
Limited, for a voyage or voyages to be performed between now and 
December 31, 1941, with full or part cargo lots of oilwell and miscel- 
laneous supplies from United States Atlantic ports to Trinidad. 

Tanker T. C. McCobb or substitute vessel of the owner by Stand- 
ard Oil Co. of New Jersey to Lago Oil and Transport Co., Limited, for 
one voyage with a cargo of crude oil from Puerto La Cruz, Venezuela, 
to Aruba, loading commencing on or about May 1. 


The commission disapproved applications for charters as 
follows: 


Tanker Aurora by Socony Vacuum Oil Co., Inc., New York, N. Y., 
to Vsesoyuznoe Obedinenie ‘‘Soyuznefteexport’’ from ports in California 
to Vladivostok, loading on or about May 22. 

Tanker D. G. Scofield by Standard Oil Co. of California, San Fran- 
cisco, Calif., to Vsesoyuznoe Obedinenie ‘‘Soyuznefteexport’’ for one 
voyage with straight run gasoline from a port or ports in California to 
Vladivostok or Nagaevo, U. S. S. R., loading on or about June 10. 


CONTROL OF EXPORTS 


The State Department has announced issuance of general 
licenses for exportation from the Union States to Canada, 
Great Britain and Northern Ireland of articles and materials 
heretofore subjected to the requirement of individual licenses 
for each shipment. The general licenses were issued in accord- 
ance with provisions of the President’s executive order of 
January 15, 1941. 

Commodities in the list of general licenses issued are: 


Vegetable fibers and manufactures including unmanufactured hemp, 
sisal or henequen, istle or tampico, ramie, sunn and manufactures; 
calcium cyanide, sodium cyanide; caffein; casein; ball bearings and 
parts, roller bearings and parts, balls and rollers for bearings. 


The State Department also announced that general licenses 
GBL 1 and GBL 2 for bromine had been amended to include 
theobromine and theobromine salts and compounds. 

Forms, conversions and derivatives of caffein, subjected to 
export control under previously-issued proclamations by the 
President, have been designated by Russell L. Maxwell, admin- 
istrator of export control. The designation of caffein forms, 
conversions and derivations, effective May 6, is contained in 
export control schedule No. 6. 


LICENSES FOR BRITISH EXPORTS 


Unlimited licenses have been issued to the British Pur- 
chasing Commission, under which collectors of customs are 
authorized to accept shipments of iron and steel drums and 
tanks to the British Colonies of Cambia, Samoa, Oceania, and 
Sarawak, according to a notification to Collectors of Customs 
from the division of controls of the Department of State, made 
public by the Department of Commerce. 

While the issue of these unlimited licenses makes unneces- 
sary the obtaining of an individual license, exporters are re- 
quired to show on their shippers export declaration the appro- 
priate symbol and license number, which are obtainable from 
the British Purchasing Commission, Adams Building, Washing- 
ton, D. C., or from R. W. Finlayson of the British Iron and 
Steel Corporation, 43 Exchange Place, New York. 


SHORTAGE OF MARINE PERSONNEL 


Speaking before the California Society at the Washington 
Hotel, Washington, D. C., May 4, Captain Edward Macauley, 
U. S. N. retired, member of the Maritime Commission, pointed 
out that in the last four months 472 ships had been added to 
the government’s ship replacement program, all to be built 
within two years, bringing the scope of the program from 50 
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ships to about 285 ships a year, and said there was a criterion 
of size, in the number of men needed for the building and 
operating of those ships. 

In the construction of those ships as well as the new 
naval vessels recently ordered, the speaker said, employment 
in the shipbuilding industry would more than double. To oper- 
ate those vessels, he said, many thousands of officers and sea- 
men, would be needed. 

“We believe,” said he, “that these 572 ships will require 
more than 20,000 seagoing personnel. Normally, our merchant 
marine employs about 55,000 on board deep-sea ships and this 
will be an expansion of more than a third. The new ships 
cannot be manned entirely by men with previous experience 
because old ships which would normally be scrapped must be 
kept in commission during this emergency.” 

Support of labor organization and affiliations in recruiting 
additional seamen, the speaker said, would be of tremendous 
help in solving the “shortage of maritime personnel” problem, 
pointing to the recent conference held by the Maritime Com- 
mission on that problem. 

“All our attention,” the speaker said, “should not be given 
to getting contracts to build ships and shipyards and steel 
plants. Some should be left for the problem of getting the 
best of our California and Pacific coast men to go to sea.... 
I have asked for your cooperation in getting men from the west 
coast to go to sea.” 

Of the 764 merchant vessels building or under contract in 
the United States, the speaker said, 261 or about 35 per cent 
were being built on the Pacific coast. He added that the west 
coast production would total 2,787,591 deadweight tons and 
would cost, according to contract provisions, approximately 
$540,000,000. 


CANADIAN SHIPS ON GREAT LAKES 


Senator Brown, of Michigan, has introduced S. 1448, a bill 
permitting vessels of Canadian and British registry to transport 
iron ore between U. S. ports on the Great Lakes in 1941. The 
bill has been referred to the Senate committee on commerce. 
Representative Bland, of Virginia, introduced a companion bill 
to this measure, H.R. 4632, in the House. It was referred to 
the House merchant marine committee. 

Discussing the proposal in the Senate, Senator Brown de- 
clared that under existing law it was not permissible to carry 
iron ore from one American port to another American port on 
the Great Lakes in vessels of Canadian registry. He said the 
bill was “most vital” to the defense program. Approximately 
85 per cent of the iron ore used by the steel industry, he con- 
tinued, was mined in the Lake Superior region. The report 
to the President, by Gano Dunn, on the adequacy of the steel 
industry for national defense, said Senator Brown, had shown 
that the steel industry would require at least 74,600,000 gross 
tons of Lake Superior iron ore in the 12-month period beginning 
April 1, 1941. He added that A. T. Wood, president of the 
Lake Carriers’ Association and advisor to Ralph Budd, trans- 
portation member of the Advisory Commission to the Council 
of National Defense, had estimated that the American fleet 
would be able to move 71,000,000 gross tons. Taking various 
factors into consideration, said Senator Brown, it was apparent 
that the only certain way to transport the minimum quantity 
ad iron ore required was to enlist the assistance of the Canadian 

eet. 

The House merchant marine committee May 8 reported 
favorably H. R. 4632, after adopting an amendment striking 
out reference to British ships entering the iron ore transporta- 
tion trade on the Great Lakes, thus limiting the proposed per- 
mission to Canadian vessels only. 

At the Senate commerce committee it was stated that public 
hearings would be conducted by it next week on the companion 
measure of this bill, S. 1448, on conclusion of hearings now being 
held in executive sessions of the committee on H. R. 4466, the 
bill for acquisition of foreign ships in American ports. 


NEW YORK HARBOR LIMITS 


The Petterson Lighterage and Towing Corporation, of New 
York, has asked the Commission for reconsideration and amend- 
ment of its order in Ex Parte 140, determining the limits of the 
harbor of New York, N. Y., and any and all harbors contiguous 
thereto, within the meaning of section 303 (g) of the interstate 
commerce act, part III. In that decision the Commission de- 
limited New York and contiguous harbors by saying it should 
consist of waters within that area over which the Port of New 
York Authority had jurisdiction. 

The petitioner asked that the area be enlarged by the in- 
clusion of the townships of Tarrytown and North Tarrytown. 
It points out that the limits over which the Port Authority of 
New York has jurisdiction were fixed in 1921 by the laws of 
New York but that since that time deep-water channels have 
been dug to Tarrytown and North Tarrytown. Therefore, it 
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says those areas are really a part of New York Harbor and 
that no good, practical purpose is served by the establishment 
of the northern boundary of the harbor as it existed when New 
York legislated on the subject. In technical language, it asks 
that the northern limit be established at latitude 41 degrees 
05 minutes instead of 41 degrees 04 minutes. 


ALASKAN RATES 


The Maritime Commission has announced that argument on 
exceptions to the proposed report in No. 571, Alaskan rates, 
and No. 572, Alaskan rate investigation No. 2, and replies there. 
to, will be heard by it, May 26, in room 7856, Department of 
Commerce building, Washington, D. C. Necessary changes ip 
the proposed report in respect to rate base, net income and rate 
of return to give effect to supplemental data furnished at the 
request of the commission after close of the hearing by re. 
spondents Alaska Steamship Co., Alaska Transportation Co,, 
and Northland Transportation Co., the commission said, would 
be considered to be within the scope of the argument. It added 
gg data were incorporated in its reply brief dated April 


CONTROL OF TRANSIT SHIPMENTS 


Amending an executive order issued March 15, 1941, 
President Roosevelt has ordered that shipments in transit 
through the United States be made subject to export control 
licenses. Signed by the President May 6 and effective on that 
date, but not made available until May 7, the order revoked 
paragraph No. 11 of the order of March 15, which provided that 
“articles and materials entering or leaving a port of the United 
States in transit through the territory of the United States toa 
foreign country shall not be considered as imported or exported 
for the purpose of these regulations.” 

As to the effect of the order on inland transportation, it 
was stated at the Association of American Railorads that transit 
shipments, as far as could be determined, constituted only a 
small percentage of the total inland traffic. Most of the ship- 
ments affected by the order, it was said, did not move by land 
from one port to another, but were unloaded by one vessel 
and then placed aboard another vessel at the same port. 


CHICAGO WATER TRAFFIC IN 1940 


Great Lakes and Illinois Waterway tonnage into, out of and 
through Chicago reached an all-time high in 1940, according 
to figures compiled by Army engineers. Foreign receipts and 
departures from the port of Chicago almost disappeared in the 
same year, the report shows. 

The waterway tonnage in 1940 totaled 5,729,356, as com- 
pared with 5,500,595 in 1939; the lakes tonnage totaled 14,164- 
704 in 1940, as compared with 11,251,165 in 1939, and the total 
was 19,894,060 in 1939, as compared with 16,751,760. 

The heavy increase in lakes tonnage was largely in iron 
ore, coal, grain and limestone, the report said, while that on 
the waterway was chiefly in coal, sand and gravel, gasoline 
and fuel oil, corn, steel and sugar. 

Foreign tonnage out of Chicago (including Calumet) to- 
taled only 2,157 in the year, as compared with 32,000 tons in 
1939; inbound there was no foreign traffic, while in 1939, 34,000 
tons of foreign water traffic arrived in Chicago. 


PORT EQUALIZATION 

The City of New York has asked the Maritime Commis- 
sion for leave to intervene in No. 567, City of Mobile et al. vs. 
Baltimore Insular Line, Inc., et al., involving port equalization 
with respect to Puerto Rican traffic, which, according to the 
petitioner, the commission condemned. If granted, it rquests 
reconsideration and modification of the commission’s report, as 
it says, “to make it clear that it was not its purpose to condemn 
port equalization as such, as being unlawful, and to hold that 
the defendants may establish reasonable port equalization in 4 
way which will enable freight to continue to move, as it has 
in the past, through established channels of trade and through 
settled ports without being penalized by higher total freight 
rates when moving through one port rather than another.” 


PANAMA CANAL TRAFFIC 
In April, 368 ocean-going vessels transited the Panama 
Canal, and the tolls collected thereon totaled $1,379,378.02, 
according to a report from the Governor of the Canal to the 


Secretary of War. In April last year the transits were 37 
and the tolls, $1,508,200.86, while in March this year the trans- 
its were 394 and the tolls, $1,413,441.54. 

For the ten months’ period ended with April, 1940-41, the 
transits totaled 4,085 and the tolls, $15,762,634.96 as compared 
with transits of 4,582 and tolls of $18,068,389.80 for the same 
1939-40 period. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1941, by West Publishing Company.) 





(District Court, E. D., Pennsylvania.) If capsizing of a 
lighter is caused both by unseaworthiness and improper load- 
ing of the cargo, the owner of the lighter and the company 
loading the cargo are jointly and severally liable to the owner 
of the cargo, but neither of the wrongdoers can recover any- 
thing against the other. 

The admiralty court takes judicial notice of the existence, 
operation, and effect of physical laws and phenomena, and may 
consult scientific works and treatises and textbooks on physics. 

Evidence held to show that the capsizing of a deck lighter 
resulted, not from unseaworthiness as testified to by an expert 
witness, but solely from improperly loading a cargo of sulphur 
largely on one side of the lighter, and hence the stevedoring 
company was liable to the owner of the lighter and owner of 
the cargo. 

The sinking of a vessel in calm weather and smooth water 
raises an inference of unseaworthiness, which may be overcome 
by testimony showing some other cause, such as improper 
loading. 

The overcoming of the inference of unseaworthiness arising 
from the capsizing of a lighter in calm weather while alongside 
a wharf is aided by testimony of trips successfully made by 
the lighter both before and after the capsizing. 

A cargo of sulphur being loaded on a deck lighter should 
have been trimmed by the stevedoring company, or loading 
stopped when the lighter began to list badly and when the 
captain protested, as regards the company’s liability to the 
owner of the cargo and owner of the lighter which subsequently 
capsized. (The S. C. L. No. 9, 37 Fed. Supp. 386.) 


St. Lawrence Waterway 
The Traffic World Washington Bureau 


Increasing pressure on congressmen to curtail non-defense 
appropriations may result in no action being taken at this session 
on the St. Lawrence waterway project it is said at the Capitol. 
President Roosevelt has sent to Congress the agreement signed 
by representatives of Canada and United States providing for 
construction of the waterway and power project but has not yet 
proposed legislation to make the agreement effective as he said 
he would do when he transmitted the agreement. 

President Roosevelt and other advocates of the St. Law- 
rence project assert it is a defense project but the argument is 
being advanced now that if that project should be authorized by 
Congress it would be difficult not to appropriate also for the 
Florida ship canal, estimated to cost $197,000,000, and other 
major waterway projects whose advocates have been trying for 
years to obtain congressional approval of them. The House 
rivers and harbors committee has approved an authorization bill 
covering projects estimated to cost $304,000,000 and the Florida 
ship canal bill. These bills, if passed, would open the way for 
the appropriation of the necessary money to pay for them. 

There is talk it would be preferable to set aside the St. 

Lawrence and other major projects for action after the con- 
clusion of the present emergency as a means of providing 
employment. 
__ Representative Young, of Ohio, in the House said it was his 
judgment that projects involving such huge expenditures as 
would be required for the St. Lawrence and Florida canal proj- 
a “had better be left for consideration when happier times 
return.” 

“Many congressmen who in normal times would favor the 
St. Lawrence seaway project oppose this at the present time,” 
Said he. “There is so much opposition to this proposal that in 
my judgment it may not even be considered during this session 
of Congress. All of our efforts and resources should be directed 
toward the defense of this nation.” 

,.._Mr. Young said it was high time that Congress gave 
scrupulous attention and the greatest consideration to the 
American taxpayer.” 

Proposed waterway projects,.now under consideration, in- 
cluding the St. Lawrence and Florida canal projects, would cost 
Well over a billion dollars. 

Representative McGregor, of Ohio, said the St. Lawrence 
Project, if constructed, would open the Great Lakes to all 
British ships, as well as Canadian vessels, and provide a direct 
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route for the shipment of grain, flour, coal and other com- 
modities between interior Canada and Great Britain to the 
detriment of American farmers. : 

“The St. Lawrence waterway proposal, whatever its merits 
may be, comes along as a fitting successor to the grandiose 
schemes concocted by the febrile imagination of the New Deal,” 
said Representative Bender, of Ohio, in extension of remarks in 
the Congressional Record attacking the St. Lawrence, Florida 
canal and Passamaquoddy (tidal power) projects. “Let us not 
undertake a project in a day of emergency which we have re- 
fused time after time to undertake in days of calm and con- 
sidered judgment.” 

Senator Davis, of Pennsylvania, asserted in the Senate May 
7 that if the proposed St. Lawrence waterway were built, 
thousands of anthracite and bituminous coal miners would be 
thrown out of work and that he did not believe such action 
by the government would be fair to its citizens. He said he had 
received a petition or memorial, signed by 500 of his constituents 
in the Pennsylvania anthracite coal regions, protesting against 
passage of legislation to build the waterway. 

Senator Brooks, of Illinois, has inserted in the Congres- 
sional Record an article entitled “The Seaway Proposal and the 
Public Interest,” by C. G. Ferris, executive vice-president of the 
Illinois Chamber of Commerce, opposing construction of the St. 
Lawrence waterway. The article appeared in the May issue 
of the Illinois Chamber’s publication. 


Representative Gehrmann, of Wisconsin, inserted in the 
Congressional Record for May 7 a brief which he said he had 
prepared with the cooperation of the office of A. A. Berle, Jr., 
Assistant Secretary of State, to refute a statement made by 
Representative Ploeser, of Missouri, relative to the St. Law- 
rence waterway (see Traffic World, May 3, p. 1136). Repre- 
sentative Gehrmann said his contentions were supported by the 
legal adviser of the State Department and the Attorney General. 
He said Mr. Berle was “one of three plenipotentiaries who 
signed the agreement on behalf of this nation and his sources 
of information are unimpeachable.” 

In answer to Representative Ploeser’s assertion that it 
would take so long to construct the waterway that the war 
would be over before it could be completed, the brief submitted 
by Representative Gehrmann quoted a statement by President 
Roosevelt that opponents of the seaway project failed to men- 
tion that it required at least four years to build a battleship, 
that the project would cost the United States less than three 
battleships, and that it would be entirely self-liquidating. The 
brief said the argument that the United States surrendered 
sovereignty over Lake Michigan because of failure to include a 
special provision covering this matter in the agreement was 
“clearly without merit,” adding that Canada had never ques- 
tioned the sovereignty of this country over Lake Michigan and 
that there was no reason to believe it intended to do so. The 
brief contended, further: 


To say that by including Lake Michigan as a part of the Great 
Lakes system ‘‘the right of this country to complete sovereignty’’ over 
the lake has been challenged is rather absurd, since Lake Michigan is a 
part of the Great Lakes system by act of God, and no act of any 
mundane authority can change that fact. 

His statement that ‘‘it is extremely doubtful whether the Supreme 
Court could be induced to authorize a diversion of water from Lake 
Michigan in excess of the amount provided in the proposed treaty’’ is 
answered by the fact that the United States Supreme Court ordered a 
temporary increase in the diversion last December and that arguments 
were heard this week on the report of the master appointed to inquire 
into the application made by the State of Illinois for a permanent in- 
crease and the exceptions thereto by the interested states. 

The statement that the agreement changes the terms and provisions 
of a number of treaties at present in effect is not entirely correct. The 
agreement specifically provides in article VII that certain rights of navi- 
gation accorded under the terms of existing treaties shall be maintained. 


Representative Gehrmann also inserted in the Record a 
memorandum by the legal adviser of the State Department, 
stating that “the signing of an agreement by the two govern- 
ments would be but a convenient way of bringing about in ad- 
vance of legislative enactments a joint understanding by the two 
governments on a complicated question which could hardly be 
handled without such advance understanding” and that “it 
would not constitute a binding international agreement until 
Congress and the Canadian parliament had indicated their ap- 
proval”; also, a letter from the Attorney General to the Secre- 
tary of State, declaring that the proposed agreement would be 
legally unobjectionable, conditioned on subsequent enactment 
of necessary legislation by Congress and the Canadian parlia- 
ment. 

One Canadian Point of View 


Representative Beiter, of New York, inserted in the Record 
on May 7 an article by Charles H. Cahan, K. C., former secre- 
tary of state of Canada, indicating opposition to the method by 
which participation by the United States in the construction 
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project would be effected. The article said that “as the Presi- 
dent of the United States is not confident that the revised water- 
ways scheme will obtain the consent of a two-thirds majority 
in the Senate of the United States, Canada will be invited to 
acquiesce in a method of ratification, by reciprocal or concurrent 
legislation by the Congress of the United States and by the 
Parliament of Canada, which will circumvent the express con- 
stitutional provision that a two-thirds majority in the Senate of 
the United States is required for the ratification of treaties 
with foreign countries.” Continuing, the former Canadian gov- 


. ernment official said: 


It is therefore for Canada a vital consideration whether Canada’s 
rights and interests in the proposed St. Lawrence waterways scheme 
will be fully and satisfactorily protected by any such method of re- 
ciprocal or current legislation as that which is now contemplated. It is 
obvious that if this new scheme of arrangement should be expressed 
in a treaty, in which the Senate of the United States shall have con- 
curred by a two-thirds majority as required by the Constitution of 
that country, then such a treaty becomes the supreme law of the 
United States, and it may not thereafter be modified or annulled by 
unilateral action of the United States Congress. Moreover, it may not 
thereafter be revoked at will by the Executive Government of the 
United States, except provision for such revocation is contained in the 
terms of the treaty. 

On the other hand, if the terms agreed upon are merely ratified 
by reciprocal or concurrent legislation . .. the agreement will be 
merely temporary in character . . . Concurrent legislation by Congress 
and by Parliament does not afford that guaranty of permanence or 
stability which is the necessary foundation for such a vast and costly 
undertaking as that which is now proposed. 


New Orleans Defends Barge Line 


The New Orleans Joint Traffic Bureau, in a brief in I. and 
S. No. 4859, petroleum coke, Texas to Baton Rouge and New 
Orleans, takes the side of the Coyle Lines, a common carrier 
by water by barge, in a controversy over a proportional rail 
rate on petroleum coke from docks in Port Arthur, Tex., to 
Baton Rouge and New Orleans, for application beyond, par- 
ticularly to Alcoa, Tenn., and Baden, N. C. 

According to the traffic bureau’s brief, the barge line estab- 
lished a rate of $1.20 a net ton to New Orleans, knowing that 
it would be used in connection with coke going beyond New 
Orleans, in 1937. The bureau said that at that time there was 
no movement of petroleum coke by all-rail. Therefore it said 
the traffic that was handled was new traffic developed by the 
barge line which the railroads were now trying to get. 

Due to the national defense program, the bureau said, 
there had been a substantial increase in this traffic. It further 
asserted that because the railroads serving Port Arthur and 
New Orleans were not able to come to an agreement about 
divisions with the southeastern rail lines they proposed a por- 
portional rail rate of 6 cents a hundred, equal to the barge 
line rate of $1.20 a net ton, minimum 600 tons, in an effort to 
obtain some of the traffic built up by the barge line, against 
which it protested and the Commission suspended. In 1940, 
the bureau said, the Coyle line handled more than 26,000 tons 
to New Orleans for shipment beyond. 

The railroads, the bureau said, were seeking to defend the 
$1.20 rate on the ground of meeting water competition to New 
Orleans. It said there was no water service, either actual or 
potential to Baton Rouge to which, nevertheless the $1.20 rail 
proportional would apply. Many cost data were used in the 
discussion of the controversy. 


Specifically the bureau confined its discussion of the matter 
to, as it said, “the duty of the Commission, under the existing 
law, to preserve and protect the inherent advantages of this 
common carrier by water who offers the low cost transporta- 
tion.” The bureau said it was its position that the water car- 
riers serving New Orleans, no less than the rail and truck car- 
riers serving New Orleans, were important factors in the com- 
mercial welfare of the city and port. 


“The water carriers afford this community low cost trans- 
portation, a natural advantage that should not be impaired, 
destroyed or taken away from us,” said the bureau’s brief. 
“We are opposed to any action taken or to be taken by other 
transportation agencies that would have the effect of impair- 
ing or destroying our present water transportation services 
and facilities. We feel that under the existing law admin- 
istered by this Commission, the water carriers serving New 
Orleans should be protected against unfair and destructive com- 
petitive practices indulged in by other transportation agencies. 
The water carriers should be afforded a fair and reasonable 
opportunity to compete with other transportation agencies for 
traffic moving from, to and via New Orleans.” 

According to the bureau the Great Lakes Carbon Co., the 
shipper now using the water transportation in the movement 
of petroleum coke from Port Arthur to New Orleans, was not 
here seeking a reduction in the rail rate for the purpose of 
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diverting the traffic involved from the water to the rail carriers. 
That shipper, it added, went to considerable expense in pro. 
viding the necessary terminal handling facilities at Port Arthur 
to enable it to use this low cost transportation service. 

“It would be unfair and unjust,” said the bureau, “‘to this 
shipper for the Commission to permit the rail carriers to de. 
stroy or take away from him the advantage of low cost water 
transportation service which he has, by his own initiative, 
created. The other shipper at Port Arthur, the Gulf Refining 
Co., who, as the record shows, requested the railroads to pub- 
lish this reduced proportional rate of 6 cents per 100 pounds on 
petroleum coke from Port Arthur, Tex., to New Orleans and 
Baton Rouge, contends that it is at a disadvantage in trying to 
sell coke to the consumers located at Alcoa, Tenn., and Baden, 
N. C., in competition with the Great Lakes Carbon Co., who, 
as stated, is now shipping from Port Arthur to these same desti- 
nations by barge to New Orleans and thence by rail at a lower 
transportation cost than the Gulf company can obtain when 
shipping by all-rail or by barge-rail.” 

If the suspended rate is permitted to become effective it 
will only serve to start a disastrous and destructive rate war in 
contravention of the expressed purpose of the transportation act 
of 1940, declares a brief of the DeBardeleben Coal Corporation, 
doing business as the Coyle Lines. 

The issues before the Commission the brief asserts to be: 
Whether the $1.20 rate a net ton over the Southern Pacific to 
New Orleans, a distance of 306 miles, and over the Kansas City 
Southern-Louisiana & Arkansas to Baton Rouge, a distance of 
459 miles, including the necessary absorptions, is reasonable in 
conformity with sections 1 and 15a of the interstate commerce 
act; whether the respondents can establish through charges 
which would result from the proposed schedules via all of the 
rail carriers which participate in class rates from Port Arthur, 
Tex., to Alcoa, Tenn., and Badin, N. C., without the knowledge 
and consent of the other carriers and, in fact, against their 
expressed wishes; and whether, by indirection, the respondents 
can so adjust the through charges and their application as to 
force the rail carriers east of New Orleans to apply lesser 
charges on this traffic from them than from Coyle Lines and 
thereby cause the eastside lines unwittingly to discriminate 
against this protestant. 

newly established water line organization, Southern 
Water Carrier Conference, also a protestant, said that if the 
competitive rate policy protested in this proceeding were ap- 
proved by the Commission it would not be unreasonable to be- 
lieve that such action would be interpreted by the rail carriers 
as the Commission’s sanction of the same inequitable relation- 
ship on all other traffic presently moving via the water route. 
The effect of such action, the conference said, would forever 
destroy the class of water operations here involved and defi- 
nitely defeat the purpose and intent of Congress as contained 
in the national transportation policy. 

Answering the arguments in behalf of the barge line 
protestant and its supporters, the railroads assert they 
formerly handled all the traffic involved but that as a 
result of the establishment of low barge-rail cost via New 
Orleans, all of the traffic was diverted from them. A producer 
of petroleum coke at Port Arthur, who formerly shipped in 
volume to the destinations involved, they added, had been un- 
able to sell and ship since the low barge-rail basis was estab- 
lished. 

The railroads submitted that the Commission find there 
was compelling competition between the water-rail routes the 
all-rail routes and that the proposed rates are reasonably com- 
pensatory, requiring it to vacate its suspension order. 


WILSON M. C. SPECIAL COUNSEL 


The Maritime Commission has announced appointment of 
George Grafton Wilson, professor of international law at Har- 
vard Law School, as special counsel to work with the general 
counsel of the commission in connection with shipping matters. 
Professor Wilson was a member of the mission which arranged 
for redelivery of Dutch merchant vessels to their owners after 
the first world war, said the commission. 


GARCIA CASE POSTPONED 
The Maritime Commission has postponed to May 12, the 
hearing in No. 603, rates, charges, and practices of L. & A. 
Garcia & Co., scheduled for May 5 in room 304, 45 Broadway, 
New York, N. Y. 


LAUNCHING OF M. C. VESSELS 
The Maritime Commission announced May 8 that two more 
of the 500 ships included in the Maritime Commission’s regular 
long-range program would be launched May 10. Both are to 
come off the ways exactly on scheduled time, but are expect 
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to be ready for delivery into service ahead of schedule, accord- 
ing to the commission. 

One of these ships is the Exceller, a C-2 cargo vessel under 
construction by the Bath Iron Works, Bath, Me., for the 
American Export Lines. The sponsor is Miss Henriette Gehan, 
ten-year-old daughter of John F. Gehan, vice-president of the 
American Export Lines. The other vessel is the Stella Lykes, 
a C-1 cargo ship under construction by the Bethlehem Steel Co., 
Staten Island, N. Y., for the Lykes Bros. Steamship Co. Mrs. 
Jean Lykes Rankin, daughter of H. T. Lykes, Tampa, Fla., is the 
sponsor. These ships will be the 107th and 108th hulls launched 
in the commission’s replacement program, of which 83 have 
been put into service to date. 


VESSELS BARRED FROM GUANTANAMO 


President Roosevelt has issued an executive order barring 
vessels and aircraft from navigating into Guantanamo Bay 
(Cuba) naval defensive sea area and naval airspace reserva- 
tion, respectively, other than public vessels of the United 
States and vessels engaged in Cuban trade, and public aircraft 
of the United States, unless authorized by the Secretary of the 
Navy. The order is effective ninety days after May 1. 


BIDS INVITED FOR TRAWLER 


The Maritime Commission has announced invitations to 
bid for the construction of one single-screw trawler for the 
account of the Deep Sea Trawling Company, Boston, Mass. 
The vessel will be 350 gross tons; length, 131 feet 10 inches; 
breadth, 24 feet; Diesel propulsion; estimated speed of 10 
knots. 

Bids will be opened at 12:15 p. m. in room 7856, Department 
of Commerce Building, Washington, D. C., May 19, 1941. No 
bids would be considered that fixes the time of completion 
in excess of 240 calendar days (counting Sundays and holidays), 
said the commission, adding that in considering bids sub- 
mitted, it would give due preference to bids that fix the 
shortest time for completion. 


GREAT LAKES LABOR AND EMBARGOES 


Easing of tension in labor negotiations between the Inter- 
national Longshoremen’s Association and Great Lakes steam- 
ship companies at a number of ports this week resulted in the 
lifting of embargoes at ports on the Lake Superior, at Buffalo 
and at Milwaukee. The embargo cancellations on Lake Su- 
perior and at Milwaukee were due to settlements with the 
union and that at Buffalo to an agreement to arbitrate (see 
Traffic World, May 3, p. 1138). The embargo remained in 
effect at Chicago, where negotiations continued. According to 
one operator there, prospects for a settlement were good and 
it was expected that operations out of and into the port would 
be resumed within a few days. The union at Chicago was de- 
manding an increase in wages of stevedores from 85 cents to 
$1 an hour. 


CALIFORNIA PORT AUTHORITIES MEET 


The California Association of Port Authorities held its 
annual meeting at San Francisco May 9. Among the matters 
discussed were the absorption of rail increases in wharfage 
charges on transcontinental shipments; the regulation of marine 
terminals, tariffs and practices; legislation and port terminology. 
Glenn E. Arbogast, president, Los Angeles Board of Harbor 
Commissioners, president of the association, presided. 


Grade-Crossing Accidents 


There were 4,104 accidents at rail-highway crossings in 
1940 which resulted in the death of 1,808 persons and in the 
injury of 4,632, according to reports filed with the Commission. 
Statistics on rail-highway grade-crossing accidents for the year 
ended December 31, 1940, are set forth in a compilation by 
the Commission’s Bureau of Statistics, statement No. 4113. 
The fatalities in these accidents, the Commission said, consti- 
tuted 40.68 per cent of all fatalities and 26.38 per cent of all 
nonfatal injuries in railway accidents resulting from train 
operation. 

In 1939 there were 3,476 highway grade-crossing acci- 
dents which caused 1,398 deaths and 3,999 injuries to persons. 
This results in an increase in 1940 of 18.07 per cent in acci- 
cents and 19.33 per cent in casualties. 

Measured in train miles, which were 874 millions in 1940 
and 843 millions in 1939, railway traffic increased 3.68 per 
cent over 1939, and automobile (passenger cars and trucks) 
registration in 1940, as estimated, exceeded that of 1939 by 4.2 
per cent. Total casualties (killed plus injured) in crossing 
accidents in which motor vehicles were involved increased 21.9 
per cent over 1939. Fatalities arising from the collision of 
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motor vehicles and trains at rail-highway crossings constituted 
4.62 per cent of the total number of fatalities resulting from 
all classes of motor vehicle accidents in the United States. 
In 1939 and 1938, according to the compilation, comparable 
percentages were 3.7 and 4.02, respectively. : 

The number of railway accidents at grade crossings in 
which motor vehicles were involved by the million train miles 
in 1940 was 4.22 and the number by the million motor vehicles 
registered was 115.5. Both of these rates, the Commission said, 
were higher than the corresponding rates in 1939, probably 
the result of increased use by the vehicle. 


In 1940, 35 per cent of the total number of accidents at 
rail-highway in which motor vehicles were involved repre- 
sented instances in which the motor vehicle ran into the side 
of the train. This percentage, the Commission said, was prac- 
tically the same as for 1939. Most of this type of accident 
occurred at night. In 1940, the Commission said, the most 
hazardous hour from the standpoint of number of accidents 
proved to be from 6 to 7 p. m.; but in the hour 4 to 5 p. m. 
the frequency in fatal injuries was the highest. As in 1939, 
Saturday proved to be the day of greatest accident frequency 
in 1940. The months of January and December were the 
months of highest accident frequency in 1940. 


The percentages by types of motor vehicles involved in 
crossing accidents, according to the compilation, were nearly 
the same in 1940 as in the preceding year. Passenger cars 
were involved in 78 per cent and motor trucks in 21 per cent 
of the total. Thirty-five per cent of all accidents involving 
automobiles at railway crossings in 1940 occurred at protected 
crossings. In 49 per cent of the accidents involving freight 
trains and motor vehicles in 1940, the speed of the train was 
less than 20 miles an hour. 


More than 100 grade crossing accidents in which motor 
vehicles were involved were reported in 1940 in each of the 
following states: California, Florida, Illinois, Indiana, Iowa, 
Kansas, Michigan, Missouri, New York, Ohio, Pennsylvania, 
Texas and Wisconsin. 


OLD STOCKS OF BILLS OF LADING 


A. H. Greenley, chairman of the bill of lading committee 
of the eastern railroads, has issued a bulletin describing con- 
ditions under which shippers may continue to use present 
stocks of bills of lading and live stock contracts until éx- 
hausted, despite the fact that the revised form, containing 
changes in Sections 7 and 9 of the terms and conditions made 
necessary by the transportation act of 1940, is required in sup- . 
plement No. 6 of Consolidated Freight Classification No. 14, 
effective June 15. 

“In order to avoid economic waste and to provide time in 
which to secure supplies of the new forms,” says the bulletin, 
“the present forms may be used until such supplies have been 
exhausted, provided they are stamped in legible type with the 
following notation, to be signed as indicated: 


This shipment is tendered and received subject to the terms and 
conditions of the company’s uniform bill of lading, effective June 15, 
1941, ; 


(Shipper’s signature) 


i 


(Agent’s signature) 


When ‘used on live stock contracts the above wording 
should be changed to refer to such contracts instead of bills 
of lading, the bulletin says. 


ILLINOIS NON-LAWYER MOTOR CARRIER PRACTICE 


The Chicago chapter of the Association of Interstate Com- 
merce Commission Practitioners, at a meeting May 2, appointed 
a committee consisting of A. H. Schwietert, traffic director, 
Chicago Association of Commerce, and Elmer Smith, general 
attorney, Illinois Central, to discuss with the Illinois Depart- 
ment of Public Works possible modification of the position it 
has taken barring non-lawyers from practice before it. The 
board, which administers the state motor vehicle regulatory 
‘law, has ruled that the item in the rules of practice of the 
Illinois Commerce Commission, which has jurisdiction over 
railroads in the states, restricting practice before it to lawyers, 
applies also to practice before the board. At the meeting of 
the chapter, Mr. Schwietert pointed out that the state com- 
mission had taken the position that it had power to permit 
practice before it by others than lawyers if it saw fit but 
that, in fact, it had never enforced the rule. Apparently, 
however, he said, the board intended to enforce it. The com- 
mittee was instructed to take the matter up with the board 
and to endeavor to persuade it to adopt the commission 
gee under the rule, rather than adopt the rule and apply 
it rigidly. 
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Trafifie Lesson No. 20 


Twentieth of a Series of Fifty-Two Articles on the Fundamentals of Freight Traffic by G. Lloyd 
W ilson—W estern Trunk Line Freight Rate Structure 


e Western Trunk Line Territory includes the portion of the 
United States generally west of the Mississippi River and 
the western bank of Lake Michigan and Central Freight Asso- 
ciation Territory; south of the international boundary line be- 
tween the United States and Canada; north of Southwestern 
Lines Freight Bureau Territory, which extends as far north as 
a line drawn from St. Louis to Kansas City, Mo.; and east of 
a line drawn through the Rocky, Mountains through Colorado, 
Wyoming, and Montana. 

The Interstate Commerce Commission in 1926 outlined the 
territory to include the northern peninsula of Michigan, Wis- 
consin, Minnesota, Iowa, Kansas, Nebraska, North Dakota, 
South Dakota, the portions of Colorado and Wyoming “on and 
east of a line running through” Trinidad, Pueblo, Colorado 
Springs, and Denver, Colo., to Cheyenne, Wyo., and via the 
Union Pacific Railroad to the Nebraska state line, and the part 
of Missouri ‘on and north of the Missouri River.”? The Com- 
mission accepted the definition of the respondents to the 
western trunk line class rates case to establish the southern 


APPROXIMATE BOUNDARIES 
WESTERN TRUMWK LINE TERRITORY 


-- 


boundary of the territory to include the line of the St. Louis- 
San Francisco Railway from St. Louis to Pacific, Mo., and the 
line of the Missouri Pacific to Labadie, Mo., and the line of 
the C. R. I. & P. from Labadie to Kansas City.’ 

Subsequently, the western boundary was extended to in- 
clude large portions of Colorado, Wyoming, and Montana. The 
territory was extended to include virtually all points in Wyo- 
ming, including points west of the Cheyenne-Casper-Sheridan 
Line (P. S. C. of Wyoming vs. A. T. & S. F. R. Co. et al.),*? and 
to include points in eastern and central Montana east of a line 
drawn approximately from Shelby through Great Falls to Bill- 
ings and via whichever of the two lines of the C. B. & Q. R. R. 
is the more westerly, with certain projections west of this line. 
The eastern Montana group lies east of a line drawn from the 
Canadian boundary through Havre, Winett, Melstone, Custer, 
and Hardin to the Wyoming-Montana line. 

This adjustment was made in Great Falls Traffic Associa- 
tion et al. vs. C. B. & Q. R. Co. et al. in 1938.‘ The Commission 
also prescribed class rates adjusted on the Western Trunk Line 
basis for application for the entire distances west of Zone III 
to Utah common points in connection with traffic to and from 
Western Trunk Line and Eastern territories.* 

The accompanying map shows the approximate boundaries 
of Western Trunk Line Territory in outline form. 

It should be borne in mind that these boundaries are ap- 
proximate and not precise in connection with all class or com- 


31I, C. C. Notice October 11, 1926. 

2 Western Trunk Line Class Rates (164 I. C. C. 1, 10), 1930. 

*I, C. C. Docket No. 25256 (196 I. C. C. 413), 1933. 

I, C. C. Docket No. 27423 (226 I. C. C. 467), 1938. 

®'W. H. Bintz Co. et al. vs. Abilene and Southern R. Co et al., I. 
C. C. Docket No. 2670 (216 I. C. C. 481), 1936. 


modity traffic, because the rates to or from points beyond the 
general boundaries may be made in connection with certain 
traffic to or from certain points of destination or of origin but 
not in connection with other traffic. 

The Western Trunk Line Committee, with headquarters at 
Chicago, is composed of representatives of rail carriers operat. 
ing in the territory. The Western Classification is used in con. 
nection with intraterritorial traffic and quite generally to goy- 
ern interterritorial shipments between Western Trunk Line 
Territory and other territories. Agency tariffs publishing class 
rates exceptions to the classification, and commodity rates, are 
published by the Western Trunk Lines’ Tariff Bureau, of which 
L. E. Kipp is agent. Rates between ports of Western Trunk 
Line Territory are published also by minor freight traffic 
bureaus, such as the Colorado-Utah Freight Bureau, W. M. 
Carey, agent, and by individual railroads. 


Characteristics of the Territory 


The part of the United States embraced in Western Trunk 
Line Territory is a vast area, primarily agricultural. It is the 
heart of the cereal belt in the United States. It is the district 
served by the “Granger railroads” and by some of the trans- 
continental railroads that originate heavy tonnages of agri- 
cultural products, animals, and their products, and relatively 
smaller quantities of manufactured goods, products of mines, 
and forest products than the railroads in other territories, 
though mineral and forest products traffic is heavy in certain 
parts of the territory. Here long hauls predominate, because 
the important cities and towns are scattered throughout the 
territory. The district has a large area, over 850,000 square 
miles; a relatively small population in proportion to size, prob- 
ably about 25,000,000 a square mile of area; and 29 less than 
300 persons a mile of railroad; and comparatively light traffic 
density. There is keen commercial rivalry among the cities and 
towns for the business of the interior and keen competition 
between the railroads for the traffic between these competitive 
centers. Railroads serving the section have been adversely 
affected by the depression in the agricultural industry following 
the World War, as well as by general business depression. 


Western Trunk Line Railroads 


Western Trunk Line Territory is served by many railroads, 
the principal of which may be divided into several groups: 
(1) the northern or central transcontinental railroads, which 
extend to the Pacific coast; (2) the “Granger” railroads, which, 
though they are often large systems, do not operate to Pacific 
Coast Territory; and (3) numerous shorter railroads, including 
short lines and terminal railroads. Some of the leading north- 
ern transcontinental railroads and “Granger” roads, with the 
approximate railroad mileage of each, are shown: 


Approximate Mileage 
Northern and Central Transcontinental Railroads Operated 


Chicago, Milwaukee, St. Paul and Pacific R. R. ......... 10,954 
MM, oc cn dca kébbann yades bbas002s eer eess.cc 9,908 
NS in a sce kel andbweliwieke apa ese'eeu aed 8,072 
I Sin oon oc win piGivie.o Sae'e b:osie eieba's.as 6,721 
Denver and Rio Grande Western R. R. ................ § 2,567 
Western Pacific R. R. L 1,208 


Approximate Mileage 
‘‘Granger’’ Railroads or Western Trunk Lines Operated 
Chicago and Northwestern System, including 
oe A a Be eee 10,032 
Chicago, Burlington and Quincy R. R. ............. 8,965 
CBORD MEPORE WHOEEEET FR. TR. oc ccsccccscccccccscces 1,505 
Chicago, Rock Island and Pacific Ry. ............... 7,411 
Canadian Pacific Roads in the U. S., including 
M. St. P. and S. S. M. Ry. (Soo Line), and 
ee er 4,845 
Approximate Mileage 
Other Roads 


Operated 
Duluth, Missabe and Iron Range Ry. .................5- 540 


womeao, Teoria end Western B. BR. nn. ccccscccncccccevcs 239 


Other roads primarily associated with other territories 
operate large mileages in Western Trunk Line Territory as wel! 
as in the other territories. 


Western Trunk Line Class Rate Structure Investigation 


For many years prior to 1930, class rates within Weste! 
Trunk Line Territory and between this territory and _ othe! 
major rate territories were made on a great variety of base 
within and between a number of sub-divisions into which 
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Western Trunk Line Territory was divided. These sub-divisions 
included the adjustment of rates in the Missouri River, Iowa 
and Missouri, Minnesota, Wisconsin and Trans-Missouri groups, 
and the Colorado, Montana and Utah Common Points terri- 
tories. Many of these rates were related differentially to the 
rates to and from other groups or Mississippi and Missouri 
River crossing points. 

The complexities of the rate adjustments and the relatively 
low level of rates generally within Western Trunk Line Terri- 
tory were contributing factors that caused the Commission to 
investigate the whole rate structure of the territory, which 
investigation instituted by order of March 12, 1925. The rail- 
roads throughout the United States, including those in Western 
Territory, requested a general increase of 5 per cent in Ex 
Parte No. 87. The application of the carriers generally was 
denied by the Commission in I. C. C. Docket No. 17000, Part 1, 
but it found in its order that the least favorable revenue condi- 
tions in the western district existed in Western Trunk Line 
Territory.’ The carriers requested a complete reorganization 
of class rate structures on interstate and intrastate rates in 
Western Trunk Line Territory so that the rates might yield 
more nearly a fair return. A number of complaints of shippers 
and associations attacking Western Trunk Line rates and classi- 
fications were also before the Commission. After conferences 


Table No. 1 


WESTERN TRUNK LINE TERRITORY DISTANCE SCALES 
FIRST CLASS RATES FOR REPRESENTATIVE DISTANCES 


Rates in Cents Per 100 Lbs. 
Distances ZoneI ZonelII Zone III 
and 34 
and 9! 75 
and RE ee ee 110 
and SEN eer ee 122 
and 142 
and rr 162 
and 182 
and 202 
and 217 
and 233 
and oe ee 248 
and J ok ck che bie 6 a 264 
and ; 279 
and ‘ 295 
and : 310 
and ; 326 
and : 341 
1,700 miles and 357 
1,800 miles and ; 372 
1,900 miles 
Source 
1930; as modified in Appendix U (204 I. C. C. 595, 709-711), 1934. 


with parties interested, the Commission instituted a broad 
investigation into class rates and related matters within West- 
ern Trunk Line Territory and Eastern Territory. The first 
decision and order of the Commission was handed down in 
Rate Structure Investigation No. 17000, Part 2, in 1930.’ 


Rate Zones 


In its original order, the Commission directed that Western 
Trunk Line Territory be divided into three principal zones and 
two sub—or extended—zones, designated as Zones I, II and III, 
Sub-Zone III, and extended Zone C. As a result of supple- 
mental orders in this rate investigation and in other cases, the 
zones have been modified and extended and Zone IV has 
been established. 


Zone I, as now constituted, embraces points in Wisconsin, 
eastern and southern Minnesota, Iowa, northern and central 
Missouri, the northern peninsula of Michigan and points in 
Illinois adjacent to the Mississippi River. 

Zone II includes the portion of Western Trunk Line Ter- 
ritory in the eastern parts of states of North Dakota, South 
Dakota, Nebraska and Kansas. 

Zone III consists of points in central and western North 
and South Dakota, Nebraska and Kansas, eastern and central 
Colorado and the southeastern corner of Wyoming. 

Sub-Zone III, as originally set up, included points in Wyo- 
ming east of a line drawn from Sheridan through Billings to 
Cheyenne, Wyoming. 

Zone IV consists of points in Wyoming formerly included 
in Sub-Zone III and in addition points in central Montana, and 
points in central and western Wyoming, and western Colorado, 


* Rate Structure Investigation No. 17000, Part 1 (113 I. C. C. 3), 1926. 
7(164 I. C. C. 1), 1930. 
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including points where the Utah common points rates are 
observed as maxima." 

Extended Zone C includes points in the lower peninsula 
of Michigan and eastern Wisconsin, including the car ferry 
routes across Lake Michigan. 


Maximum Class Rate Scales 


Between points located in the same zone in Western Trunk 
Line Territory maximum class rates applicable within each 


Table No. 2 


WESTERN TRUNK LINE TERRITORY SCALE OF FIRST 
CLASS DIFFERENTIALS FOR REPRESENTATIVE DISTANCES 


Differentials in cents per 100 pounds 
Distances Zone I ZoneII ZonelIlII ZonelIV 
5 miles and under 2 
100 miles and over ae 9 
240 miles and over eee 15 
300 miles and over 
400 miles and over 
500 miles and over 
600 miles and over 
700 miles and over Be aie 
800 miles and over 780.... 
900 miles and over £&75.... 
1,000 miles and over 975.... 
1,100 miles and over 1,075.... 
1,200 miles and over 1,175.... 
1,300 miles and over 1,275.... 
1,400 miles and over 1,375.... 
1,500 miles and over 1,475.... 
1,600 miles and over 1,575.... 
1,700 miles and over 1,675.... 
1,800 miles and over 1,775.... 
1,900 miles and over 1,875.... 42 47 ne 
Source: Compiled from I. C. C. Docket No. 17000, Part 2, 
Appendix U (204 I. C. C. 595, 709-711), 1934. 
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respective zone were prescribed by the Commission, deter- 
mined by maximum distance or mileage rate scales. 

The first class rates prescribed by the Commission in its 
original order in Western Trunk Line Class Rates began with 
rates of 32, 34, and 36 cents a hundred pounds, respectively, 
for Zones I, II and III. These rates were graded upward by 
five-mile blocks for distances up to 100 miles; by 10-mile blocks 
up to 240 miles, by 20-mile blocks up to 800 miles, and by 25- 
mile blocks up to 1,500 miles. These rates were later modified 
by supplemental orders of the Commission in Finding 6, revised, 
and in appendix modifying the rates found in Appendix H, of 
the first report.’ 

These first class rates have been increased by the hori- 
zontal rate increases since 1930 and at present the prevailing 
first class rates applicable intraterritorially in the respective 


Table No. 3 


FIRST CLASS RATES—REPRESENTATIVE DISTANCES 
—WESTERN TRUNK LINE TERRITORY 


First Class Rates in 
Cents per 100 Pounds 
Distances ZoneI ZonelII Zone III 
5 miles and under 37 40 
100 miles and over 83 90 
240 miles and over 121 133 
500 miles and over 178 196 
800 miles and over 239 263 
1,000 miles and over 273 300 
1,500 miles and over 1,475 359 394 
1,900 miles and over 1,875 427 469 


Western Trunk Line zones are 10 per cent higher than the rates 
originally prescribed. 

The original scales prescribed for use in Zones I, II and III 
for representative distances, as modified in subsequent revisions, 
are shown in Table No. 1. 


Interzone Rates 


Class rates from points in one zone to those in other zones, 
or between points on the same zone via rate making routes that 


8’ Appendix G, I. C. C. Docket No. 1700, Part 2 (164 I. C. C. 1, 248), 
1930, as modified and supplemented by Sixth Supplemental Report 
Docket No. 17000, Part 2 (204 I. C. C. 595), 1934; P. S. C. Wyoming vs. 
A. T. and S. F. R. Co. et al (196 I. C. C. 413), 1933; and Great Falls 
Traffic Ass'n et al. vs. C. B. and Q. R. Co. et al. (226 I. C. C. 467), 1938. 

* (164 I. C. C. 1, 208, 249-251), 1930; and (204 I. C. C. 595, 675, 70% 
711), 1934. 
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lead through other zones in Western Trunk Line Territory, 
when the route over which the distances are computed extends 
partly through one zone and partly through another, are con- 
structed by applying for the entire short line distance between 
the point of origin and the point of destination the scale of first 
class rates applicable for the lowest rated zone through which 
the distance is computed, plus the first class zone differential 
rate for the aggregate distance in the higher rated zone or 
zones. Thus, the rate for first class shipment moving between 
a point in Zone I and a point in Zone II, where the total rate 
making distance is 600 miles and the distance in Zone I is 400 
miles in Zone I and 200 miles in Zone II, is made by applying 
the rate for 600 miles upon the Zone I scale—$1.60—and adding 
to this rate the first class distance differential for 200 miles in 
Zone II, which is 13 cents, making a first class rate of $1.73 per 
100 pounds. 

The scales of distance differentials prescribed by the Inter- 
state Commerce Commission in the sixth supplemental report 


Table No. 4 


BASIC SCALE OF FIRST CLASS RATES 
WESTERN TRUNK LINE TERRITORY 


Appendix U (204 I. C. C. 595, 709-711), 1934 


First Class Rates 


Distances In Cents per 100 Pounds 
30 


5 miles and under 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over ‘{§ 
miles and over 1,475 
miles and over 1,975 
miles and over 2,375 


in Western Trunk Line Class Rates, Appendix V, are shown 
in Table No. 2.” The differentials, like the class rate scales, are 
subject to the rate increases promulgated since the scales were 
adopted, but in applying the increases, one increase is applied 
to the total rate constructed by adding the differentials to the 
basic rates, and separate increases are not applied to both the 
rates and the differentials. 

The level of rates now in effect as a result of horizontal 
rate increases subsequent to the fixing of the revised scales as 
indicated by the first class rates for a small number of repre- 
sentative distances are shown in Table No. 3. 


Rates Lower Than First Class 


Rates for classes lower than first class and column rates 
based on percentages of the first class rates in Western Trunk 
Line Territory were established by the Commission in its origi- 
nal order and revised in the sixth supplemental order in the 
Western Trunk Line Class Rates Case. The twenty-three col- 
umns prescribed by the Commission have the following percent- 
age relationship to first class: 100, 92.5, 85, 77.5, 70, 65, 60, 55, 50, 
45, 40, 37.5, 35, 32.5, 30, 27.5, 25, 22.5, 20, 17.5, 16, 14.5 and 13 
per cent.” Additional columns have been added by the carriers 
eastern and southern Minnesota, Iowa, Northern and Central 
as required to establish commodity rate relationships. 


Rates governed by the Western Classification have the 
following relationship to first class or column 100: 


———Classes, Western Classification————_, 
2 


3 4 5S A B Cc Dp E 
Percentage of First Class 


70 55 37.5 35 32.5 30 22.5 17.5 


A few rates are governed by the Official Classification. 
Such rates are related to first class rates as shown below: 


-——Classes Official Classification———\, 
1 2 R.25-3 R26 4 6 
Percentage of First Class Rates .100 85 70 55 


50 35 27.5 
Determination of Distance for Rate-Making Purposes 


In determining distances for rate-making purposes within 
Western Trunk Line Territory, the distance is computed via the 


#T, C. C. Docket No. 17000, Part 2, Finding 7 revised and Appendix 
U (204 I. C. C. 595, 675, 709-711), 1934. 
“Finding 2 revised (204 I. C. C. 595, 674-675), 1934. 
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shortest distance between the points of origin and destination 
via which carload traffic can be interchanged without requiring 
the transfer of the lading of the cars. The scales of first class 
rates and differentials are applied to these distances to deter. 
mine first class rates and rates for classes lower than first 
class are found by applying the standard. class and column 
rate formula. 


Rates To and From Extended Zone C 


Extended Zone C, including Zone C in Michigan, projected 
across Lake Michigan to include the eastern part of Wisconsin 
along the western bank of the lake from Green Bay to Water. 
town and to Milwaukee, Wis., was given a special basis of rates, 
Class rates between Zone C and points in Western Trunk Line 
Territory Zones are constructed by applying the first class 
rates prescribed in the so-called “basic scale” for the short line 
distance between the points of origin and destination plus the 
differentials prescribed for the Western Trunk Line zones. If 
any portion of the distance is in Extended Zone C in lower 
Michigan or Wisconsin, differentials are added for such dis- 
tance. The rates so made, however, may not be higher than 
can be made either by treating the distances in Extended Zone 
C as though they were in Zone I or by the key rates from or 
to the next more distant points in Eastern Territory over 
reasonably direct routes. 

First class rates for representative distances on the “basic 
scale” are shown in Table No. 4.” It should be noted that these 
basic rates are substantially lower than the Zone I rates, and 
that the Zone I rates are provided for distances up to 1,900 
miles, while the basic rates are provided for distances up to 
2,400 to take care of the long hauls between points in Zone IV 
and points in Extended Zone C. 

The first class distance differentials prescribed for Ex- 
tended Zone C are shown in Table No. 5 


Rate Groups 


Groupings of points within rate groups for rate-making 
purposes are common in Western Trunk Line Territory particu- 
larly in long-haul traffic so as to avoid a rigid point-to-point 
distance rate structure. Most of the groups are small, usually 
not more than 15 to 25 miles across in short-haul traffic and 
30 to 50 miles across in long-haul traffic. 


Intrastate Class Rates 


In order to bring the interstate and intrastate class rates 
within Western Trunk Line Territory into more harmonious 
relationship, the state commissions of the state in the territory 
actively cooperated with the Commission, and intrastate rates 
were established by respective commissions substantially in line 
with the interstate rates in the zones in which the states are 
located. The Commission directed the establishment of intra- 
state rates in Kansas on a basis not less than the interstate 


Table No. 5 


FIRST CLASS DISTANCE DIFFERENTIALS FOR DISTANCES 
IN EXTENDED ZONE C IN WISCONSIN AND THE 
LOWER PENINSULA OF MICHIGAN 


Differentials in Cents 


Distances Per 100 Pounds 


10 miles and under 

20 miles and over 10 
55 miles and over 20 
95 miles and over 55 
140 miles and over 95 
210 miles and over 140 
280 miles and over 210 
360 miles and over 280 

Source: Appendix L (164 I. C. C. 1, 281), 1930. 


rates prescribed by the Commission in its original order. Sub- 
sequently, this order was vacated and intrastate rates and rates 
based on a modification of the Kansas single-line ‘jobbers 
scale’ prescribed previously by the Interstate Commerce Com- 
mission were established.“ It is noteworthy that these intra 
state rates were made applicable via both railroad and motor 
common carrier services.“ 


Commodity Rates in Western Trunk Line Territory 


Commodity rates between points within Western Trunk 
Line Territory are numerous. They are made on various bases, 


2 Appendix U (204 I. C. C. 595, 709-711), 1934. 

13 (164 I. C. C. 1, 33), 1930. 

% Western Trunk Line Class Rates (164 I. C. C. 1), 1930; and (204 
I. C. C. 595), 1934. 
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including: (1) columns or percentages of the first class or 
column 100 rates; (2) percentages of class rates other than 
first class; (3) split-classes or rates falling intermediate be- 
tween existing class rates; (4) exceptions to the Western 
Classification reducing rates between certain points to classes 
or columns lower than those to which the same articles are 
ordinarily or generally assigned in the territory; (5) commodity 
mileage rate scales; (6) “mixed-commodity” or “all-freight’’. 
carload rates; (7) rates on commodity lists or groups of com- 
modities; and (8) rates constructed upon the same basis as 
analogous commodities. Many commodity rates were cancelled 
and class rates substituted, and many commodity rates were 
especially treated to adjust them to the class rate scales usually 
by exception to the Western Classification. 

Among the important commodity rates especially treated 
are: agricultural implements, beverages, butter, eggs, live poul- 
try, dressed poultry, canned goods, iron and steel, wool, soap, 
cooperage, hay, straw, potatoes, cabbage, apples, and other 
agricultural products. 


Personal Notes 


Major General T. Q. Ashburn, formerly president of the 
Inland Waterways Corporation, the government barge line 
agency, died in Washington, D. C., May 2, after a long illness. 

S. R. Arias, Newman Brothers and Worms, New York, 
and Ward Vanderpool, assistant secretary and treasurer, 
Rock Island Lines, were elected to the board of directors 
for the Rock Island at the stockholders’ annual meeting at 
Chicago May 1. Mr. Arias takes the place of A. C. Rearick, 
who died, and Mr. Vanderpool takes the place of F. E. Walsh. 
Directors reelected included Marcus L. Bell, W. H. Burns, 
David B. Gann, J. E. Gorman, Charles F. Grey, Carter H. 
Harrison, Jr., and Carl Nyquist, all of Chicago; W. V. Hodges, 
Denver; E. N. Brown, James Bruce, Paul H. Nitze, and 
Clarkson Potter, all of New York, and Stephen V. R. Crosby, 
Boston. Mr. Gorman, president of the company, presided. 

Richard H. Bates has been appointed assistant to vice- 
president, operation, for the Union Pacific, at Omaha. 

Edward L. Winstead has been appointed division manager 
for the Inter-State Motor Freight System at Cleveland. 
Robert J. Bridge, assistant general freight agent for the com- 
pany at New York, has been called to serve in the United 
States coast artillery at Fort Eustis, Va. 


The Air Transport Association of America has given to 
John Randle DeHart, Eastern Air Lines meteorologist at 
Miami, Fla., its first annual award to employes of United 
States airlines “for the best original research having prac- 
tical application to meteorology and dispatching.” The award 
which included a cash gift of $500, was made at a meeting 
of the American Meteorological Society at Miami, May 8, at 
which Mr. DeHart read a paper on his study of forecasting 
fog at Miami. The operations committee of the airlines’ as- 
sociation, of which vice-presidents in charge of operations of 
the nation’s airlines are members, had previously voted unani- 
mously that Mr. DeHart receive the award on the basis of 
his study. Edgar S. Gorrell, Chicago, president of the associa- 
tion, announced the presentation of the award. 


J. Andre Mouton has been named manager of the Chi- 
cago office of the Board of Port Commissioners of New Or- 
leans, succeeding Harvey H. Gibson, who will represent the 
board in the east. 


The Atlanta and West Point Rail Road, Western Railway 
of Alabama, and Georgia Railroad have announced the fol- 
lowing appointments: J. C. Vandegriff, general eastern agent, 
New York, succeeding M. M. Ansley, who retired after 41 
years of service; G. E. Parker, general agent, Montgomery, 
Ala., succeeding F. G. Bennett, who retired; N. H. Rodenberg, 
commercial agent, Cincinnati; R. L. Parker, commercial agent, 
Birmingham, Ala.; H. H. Elliott, Jr., traveling freight agent, 
Richmond, Va.; W. E. Brooks, soliciting freight agent, Au- 
gusta, Ga., and Harold C. Tomassi, traveling freight agent, 
Montgomery. 


The alumni association of the Traffic Managers Institute 
of New York will hold a monthly meeting at the Merchants 
Association Room, Woolworth Building, May 5. There will 
be a debate between members of the institute and members 
of the Toastmasters Club of Jamaica. The sound film “Sing- 
ing Wheels” will be shown. 

Hugo T. Zaremba, general rate supervisor, Standard Oil 
Company of Indiana, at Chicago, has retired after nearly 
34 years of service with the company. 

William H. Trauth, traffic manager, Alcoa Steamship 
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Company, was elected president of the New Orleans Propeller 
Club at a luncheon meeting May 1. Others elected were: 
Vice-president, J. S. Brodie, Federal Barge Lines; treasurer, 
C. A. Palmer, Lykes Brothers Steamship Company; secretary, 
H. R. Iley, Marine Paint and Varnish Company; members of 
the board of governors, John F. Oettl, Gus F. Dietrich, F. A. 
Schlesinger, Jr., Vance Higbee, Harold Sporl, George Ham- 
mett, H. A. Carlys, David Hunter, R. F. A. Benson, Childs 
Dunbar, V. M. Friede, L. M. Rhudy, J. K. Sadler, Herman 
Chandler, Louis B. Pate, E. A. Jimison, W. M. Gause, S. E, 
Paul, H. W. Curtis, H. A. Johnson, F. G. Prat, Henry C. Drey- 
fus, Furman B. Pearce, William Freeman, J. P. Haydel, T 
G. Preston, Spencer Tallmadge, and Charles W. Moore. 

Two talks on lubrication were given at a meeting of the 
Pacific Railway Club at the Palace Hotel, San Francisco, May 8. 
L. N. Griffith, lubrication engineer, Southern Pacific, spoke on 
“Lubrication of Bearings on Locomotives and Cars,” and F. E. 
LaFehr, Standard Oil Company of California, discussed ‘Lubri- 
cation of Diesel Locomotives and Motor Coaches.” Members 
will play golf at the Berkeley Country Club, May 25. Damon 
Wack is chairman of the golf tournament committee. 

A. Patten Wilson has been named district traffic manager 
for the Trans-Canada Air Lines at New York. 

J. J. Clifford has been appointed manager, Baltimore and 
Washington operations, for the Springmeier Shipping Company, 
with offices at Baltimore. 

J. E. Sacks has been appointed traffic supervisor for the 
United States naval ordnance plant being built by the Hudson 
Motor Car Company, Detroit. 

E. E. Greeson has been named city freight agent at Shreve- 
port, La., and Met. J. Caldwell has been named commercial 
agent at Little Rock, Ark., for the Kansas City Southern- 
Louisiana and Arkansas. 

The Niagara Frontier Industrial Traffic League will hold 
its final dinner meeting of the season at MacDoel’s Restaurant, 
Buffalo, N. Y., May 12. There will be discussions of trans- 
portation topics and motion pictures. 

The Railway Business Woman’s Association of Chicago will 
hold its final bridge, fashion show and tea of the season at the 
Stevens Hotel, May 17. Mrs. Margaret Bailey, Burlington 
Route, chairman of the welfare committee, will be in charge 
of the party arrangements. 

G. P. Byrd has been appointed transportation inspector, 
coast lines, at Los Angeles for the Atchison, Topeka and 
Santa Fe. 

Joseph H. Welker has been elected president of the Ship- 
pers Dispatch, Inc., motor haulers, Chicago, to succeed E. C. 
Lacey, who is retiring because of ill health. 

L. R. Wilson has been appointed division freight agent for 
the Wabash Railway at Omaha, Neb., succeeding William Culp, 
who retired. E. R. O’Brien has been appointed division freight 
and passenger agent for the Wabash to succeed Mr. Wilson at 
Moberly, Mo. 

James W. Harley has been appointed general traffic man- 
ager for the United States Rubber Company, at New York. 
George F. Hitchborn is the company’s director of traffic. 


CHANGES IN DOCKET 

Hearing in 3666, assigned for May 6, at Washington, D. C., was 
canceled. 

Hearing in |. & S. M-1571, assigned for May 9, at Atlanta, Ga., was 
canceled and reassigned for May 24, at the Cawthon Hotel, Mobile, Ala., 
before Examiner Yardley. 

Hearing in |. & S. 4929, assigned for May 9, at Washington, D. C., 
was canceled and reassigned for May 27, at Washington, D. C., before 
Examiner Berry. 

Hearing in |. & S. M-1558, assigned for May 9, at Charlotte, N. C., 
was canceled. 

Hearing in |. & S. 4902, assigned for May 10, at Birmingham, Ala., 
was cancelled. 

Hearing in |. & S. M-1531, assigned for May 10, at Minneapolis, 
Minn., was canceled. 

Hearing in Finance 13215, set for May 9 at Washington, was cal- 
celed and reassigned for May 23, Washington, Examiner Molster. 


Cc. AND N. W. TO BUY BOX CARS 

Charles M. Thomson, trustee for the Chicago and North 
Western Railroad, has filed a petition in federal court at Chi- 
cago for authority to buy 1,000 50-ton box cars at an estimated 
cost of $3,100,000. The company proposes to finance the pul- 
chase by a 25 per cent cash expenditure and an equipment trust 
issuance of $2,325,000. Judge J. P. Barnes will hold a hearing 
on the petition May 12. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of @ club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THs Trarric Wortp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THs Trarric Wor.. 


The Traffic Club of St. Louis has elected the following 
officers and directors: President, Edward F. Ledwidge, gen- 
eral traffic manager, Granite City Steel Company; first vice- 
president, H. L. Hammill, commercial agent, Chicago and 
North Western; second vice-president, W. A. Vahle, traffic 
manager, Monsanto Chemical Company; third vice-president, 
J. H. Williams, St. Louis manager, Decatur Cartage Company; 
fourth vice-president, J. E. Froeckman, traffic manager, Ely- 
Walker Dry Goods Company; fifth vice-president, A. M. Hun- 
ter, division freight agent, Missouri-Kansas-Texas; secretary, 
Cc. S. J. Flood, assistant traffic manager, Anheuser-Busch 
Brewery; treasurer, L. V. Gudiswitz, traffic manager, Graham 
Paper Company; directors, George Danner, Meyer Brothers 
Drug Company; A. J. Jakle, Huttig Sash and Door Company; 
C. M. Harrison, David G. Evans Coffee Company; F. E. Pen- 
nington, general freight agent, Missouri Pacific, and George 
L. Ker, manager, Kimbell Lines, Inc. The club will hold a 
meat packers’ day luncheon meeting at the Hotel Jefferson 
May 12. The motion picture, “Meat and Romance,” will be 
shown. D. W. Rogers, sales manager, St. Louis Independent 
Packing Company, will act as toastmaster, and J. J. Swarz- 


trauber, of the same company, will be in charge of arrange- 
ments. 


Robert F. Black, president, White Motor Company, Cleve- 
land, O., will be the principal speaker at the annual dinner 
and election meeting of the Traffic Study Club of Akron, O., 
at the Mayflower Hotel May 13. A nominating committee 
headed by J. L. Barrett, has nominated the following as can- 
didates for office: For president, W. H. Turner, Nickel Plate 
Road; first vice-president, R. W. Wettstyne, Firestone Tire 
and Rubber Company, and S. G. Zybura, M. O’Neil Company; 
second vice-president, H. J. Secoy, Federal Express; C. C. Lou- 
don, B. and L. Motor Freight, and E. P. Parshall, Overland 
Transportation Company; secretary-treasurer, E. E. Buteau, 
Firestone Tire and Rubber Company; six directorships, H. M. 
Blunt, Pennsylvania Railroad; E. H. Huffman, Erie Railroad; 
Harry Binns, Baltimore and Ohio; J. A. Krimmer, Akron, Can- 
ton and Youngstown Railway; H. V. Kreider, Motor Cargo, 
Inc.; L. G. Eberly, Dixie Ohio Express; E. W. Landin, All 
States Freight; P. A. Amato, Caldwell Trucking Company; C. 
V. Dunn, B. F. Goodrich Company; H. L. Kauffman, Goodyear 
Tire and Rubber Company; D. L. Romig, Pittsburgh Plate 
Glass Company, and Ira Jacobs, Hardware and Supply Com- 
pany. 


The following members of the Traffic Club of Minneapolis 
were elected to the board of directors at a meeting at the 
Hotel Nicollet May 5: A. W. Behrens, general agent, New 
York Central, and H. F. Kinstler, commercial agent Norfolk 
and Western, transportation directors, and Flagler F. Flinch- 
baugh, general traffic manager, Cargill, Inc., and Willard 
Stowell, assistant traffic manager, International Lumber Com- 
pany, other-than-transportation directors. The election of 
officers and annual meeting will be held at the Hotel Nicollet 
May 19. The club held its final luncheon meeting of the 
spring May 8. The meeting was designated as club day. H. L. 
Northfield and C. L. Fuller were co-chairmen for the day. 
The club’s annual picnic will be held June 14 at the Hotel 
Del Otero, Lake Minnetonka. 


The nominating committee of the Traffic Club of Pitts- 
burgh has selected the following candidates for office to be 
voted on at the annual election at the Westmoreland Country 
Club June 9: For president, John B. Keeler, assistant gen- 
eral traffic manager, Koppers Company; first vice-president, 
Frank M. Ewing, traffic manager, Harbison-Walker Refrac- 
tories Company, and F. M. Garland, general traffic manager, 
Pressed Steel Car Company; second vice-president, Leroy Blue, 
general freight agent, Pittsburgh and Lake Erie Railroad, 
and R. F. Dickson, general agent, Norfolk and Western; third 
vice-president, L. L. French, traffic manager, Union Barge Line 
Corporation, and E. W. Saville, division freight agent, Penn- 
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sylvania Railroad; secretary, C. J. Ryan, general agent, Illi- 
nois Central, and John V. Sevin, general agent, Minneapolis, 
Northfield and Southern Railway; treasurer, S. B. Duff, traf- 
fic department, United States Steel Corporation, and D. E. 
Morgan, traffic manager, Follansbee Brothers Company; in- 
dustrial governors, four to be elected, W. E. Fowler, general 
traffic manager, Youngstown Sheet and Tube Company; C. 
W. Gottschalk, assistant traffic manager, Jones and Laughlin 
Steel Corporation; W. F. Hueston, traffic manager, Standard 
Steel Spring Company; L. G. Hults, traffic manager, United 
Engineering and Foundry Company; T. J. McLaughlin, as- 
sistant general traffic manager, American Radiator and Stand- 
ard Sanitary Corporation; J. I. Mulvey, traffic manager, Hub- 
bard and Company; M. D. Perry, traffic manager, Pittsburgh 
Screw and Bolt Company; and W. F. Schulten, general traffic 
manager, Pittsburgh Coal Company; transportation governor, 
one to be elected, T. A. Burtis, general agent, Chesapeake and 
Ohio, and J. M. Cunningham, general agent, Milwaukee Road. 


Members of the Memphis, Tenn., Traffic Club made a 
trip to Helena, Ark., May 9, on the new Missouri Pacific 
streamlined passenger train “Delta Eagle.” A dinner was 
held at Helena. The club will hold a golf tournament at the 
Colonial Country Club May 19. W. D. Bondurant is chair- 
man of the athletics committee. 


The nominating committee of the Fort Wayne, Ind., Trans- 
portation Club has named the following as candidates for 
office for the coming year: For president, R. W. Ruble; vice- 
president, Ralph A. Blue and Gerald F. Shoup; treasurer, J. S. 
Andrew and Dale L. Tate; members of the board of governors, 
two to be elected, R. O. Cramer, J. C. Fell, H. N. Clauss, and 
J. S. Buchanan. Members will vote for officers by mail, the 
results to be announced at a dinner meeting to be held at 
Huntington, Ind., May 22. 


The New Britain, Conn., Traffic Club will hold its first 


golf outing of the season at the Indian Hill Country Club, 
Newington, Conn., June 3. 


The South Bend, Ind., Transportation Club will hold its 
final business meeting of the season, May 12, at the LaSalle 


Hotel. Dinner will be served and there will be a program of 
entertainment. 


Carlton W. Meyer, assistant to the president, New York 
Central, spoke on “It’s Your Meeting—aAttend It” at a meeting 
of the Metropolitan Traffic Association of New York at the 
Hotel Pennsylvania May 8. At a forum meeting held the same 
evening, J. E. Myers spoke on “Classification Rules 36 and 41.” 
Two American Airlines films, “Flag Ships of the Air’ and 
“Flying Stewardess,” will be shown at a meeting May 22. Leo 
D’A. Balbach will discuss “Classification Rules 45 and 47” at 
a forum meeting to be held that evening. The club will hold a 
dinner and dance at La Guardia Airport, June 4. Entertain- 


ment will include flights in American Airlines planes over 
New York. 


The Traffic Club of Tulsa held its annual spring dinner 
dance at the Mayo Hotel, April 29. L. M. Klein was in charge 
of a program of entertainment, which included songs by Faye 
Beard. Harry Gowans, superintendent of schools at Tulsa, 
spoke at a luncheon meeting May 6. 


Roland Rice, assistant counsel, American Trucking Asso- 
ciations, Washington, D. C., spoke on “Transportation’s Biggest 
Problem” at a motor truck night dinner meeting of the York, 


Pa., Traffic Club, May 8. Entertainment included music and 
vaudeville. 


The Traffic Club of Denver will hold its annual golf tourna- 
ment and dinner at the Cherry Hills Country Club, June 24. 
Lowe Siddons, traffic manager, Holly Sugar Corporation, and 
regional vice-president, Associated Traffic Clubs of America, 
spoke on “Procedure Before the I. C. C.” at a recent meeting 
of the club’s educational class. 

The Motor City Traffic Club of Detroit will hold a party 
at the Maxwell Casino, May 19. The party will include dinner, 
a floor show, and a motion picture, ‘Wheels Across India,” to be 
shown by arrangement with Thomas J. Doyle and Company. 


The Indianapolis, Ind., Traffic Club will hold a party at the 
Columbia Club, May 15. There will be dinner and a floor 


show. H. A. Prange is chairman of the committee in charge 
of arrangements. 


The Traffic Club of Cleveland will hold a dinner dance at 
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the Hotel Hollenden, May 24. The annual meeting and election 
of officers will be held at the Pine Ridge Country Club, Wick- 
liffe, O., June 12. Members will play golf in the day. Willard 
Adamson, chairman, entertainment and sport committee, is in 
charge of arrangements. 


Lois Bates, Shipping News, Inc., was elected president of 
the Women’s Traffic and Transportation Club of Seattle at a 
meeting April 14. Others elected include: First vice-presi- 
dent, Myrtle Smith, M. L. Davies Company; second vice-presi- 
dent, Lacey Jones, McCormack Steamship Company; recording 
secretary, Nell Howley, Port of Seattle; corresponding secre- 
tary, Alta Shea, Association of American Railroads and Pacific 
Northwest Advisory Board, and treasurer, Lulu Sheehan, Amer- 
ican Hawaiian Steamship Company. They will be installed at 
a dinner to be held May 26. At a motor freight night meeting 
at the Gowman Hotel, April 29, Shipley D. Burton, manager, 
Eleven Western States Conference, American Trucking Asso- 
ciations, Salt Lake City, spoke. The sound film “Singing 
Wheels” was shown. A representative of the S. A. Moffett 
Company will discuss frosted and frozen foods at the final 
educational meeting of the year, May 12. 


Lt. Daniel F. Munster, executive officer, United States 
Army recruiting service, will speak on “The Flying Cadets of 
the United States Army” at a dinner meeting of the Women’s 
Traffic Club of Philadelphia at the Belgravia Hotel May 13. 
The nominating committee, of which Helen Keller is chair- 
man, will make its report. The club will hold its annual 
spring dinner dance at the Hotel Philadelphian May 17. 


Members of the Omeha Traffic Club will hold a May golf 
outing at the Ralston Country Club May 15. Dinner will be 
served. The club will hold a picnic at Peony Park June 19. 
Bill Tritz and George Doll are co-chairmen of the picnic com- 
mittee. Clinton W. Stein, of the Federal Bureau of Investi- 
gation, spoke at a recent F. B. I. night meeting at the Paxton 


Hotel. He was introduced by Harold C. Kelberg, president 
of the club. 


“The Second World War,” a sound film of battle scenes 
from 1917 to the present time, was shown at a luncheon meet- 
ing of the Los Angeles Transportation Club at the Pacific 
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Electric Building May 5. At a discussional meeting held May 
6, Paul Fitting, rate clerk, Union Pacific, spoke on “Stopping jn 
Transit Privileges—Pacific Freight Tariff Bureau Nos. 194 ang 
264,” and E. J. Larson, chief clerk, rate department, Souther) 
Pacific, discussed “Rates, Rules and Regulations—Transconti- 
nental Freight Bureau No. 1-U.” 


The Eastern North Carolina Traffic Club will hold its ap. 
nual ladies’ meeting, July 19, at the Ocean Terrace Hote} 
Wrightsville Beach, N. C. 


Edward M. Berol, attorney general, Truck Owners Asso. 
ciation of California, spoke on ‘Franchise Permits” at a meet. 
ing of the Tuesday traffic forum of the Pacific Traffic Associa. 
tion at El Jardin, San Francisco, May 6. 


The Transportation Club of Springfield, Ill., will hold a 
“liar’s night” dinner meeting at the Mill Tavern May 14. 


The Traffic Club of New Orleans will hold a ladies’ night 
dinner dance at the Southern Yacht Club May 13. The Cana. 
dian Pacific color film “Canadian Rockies” will be shown. F. J, 
Petagna, traveling freight and passenger agent, Burlington 
Route, is chairman of a committee in charge of arrangements. 


The Junior Traffic Club of Chicago has adopted a resolu- 
tion favoring the continuation of American transportation sys- 
tems under private ownership and operation. The club, in its 
resolution, expressed confidence in the ability of the managers 
of transportation facilities “to furnish the utmost in efficient 
service to the country and to industry in the present emer. 
gency.” Past experience, it said, had proved the managers 
ability and had demonstrated inherent dangers in government 
operations. Copies of the resolution have been sent to the 
President and members of Congress. 


Members of the Milwaukee Traffic Club attended a debate 
between St. John’s College and Teachers College students on 
government ownership of railroads at a forum meeting, May 9, 
at the Wisconsin Extension University Auditorium. The annual 
May dinner dance will be held at the Milwaukee Athletic Club 
May 24. E. R. Crow, P. and A. Shippers Association, is chair- 
man of the party committee. F. L. De Groat, general chairman, 
and E. C. Crow, vice-chairman, of the convention committee in 
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THE NASHVILLE, CHATTANOOGA & ST. LOUIS RAILWAY 
HAS SERVED THE NATION THROUGH THREE WARS 


Of this Railway in Civil war days, General Sherman wrote in his memoirs: 
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“That single stem of railroad supplied an army of 100,000 men and 35,000 
animals for the period of 196 days, from May 1, to November 12, 1864. The 
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Atlanta campaign was an impossibility without this road.” 


In the present emergency this Railway, as in the past, stands ready to give its full measure of service in our National Defense Progra” 
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Avoiding 
Tomorrow’s Bottleneck 
. . » YESTERDAY 






Chicago and North Western Line 
has been preparing for the present 
and the future. 


During recent years a most exten- 
sive campaign of improvement has 
gone steadily forward. Additions to 
motive power, of the most advanced 
types. New cars, equipment, facili- 
ties. Regrading roadbed. Heavier 
rail. Faster schedules, both freight 
and passenger. 


Thanks to the progress of our plan, 
we are meeting both the demands 
of the rapidly expanding National 
Defense program and the require- 
ments of regular business without 
interference of one with the other. 


And we shall be prepared to carry on. 
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charge of arrangements for the fall meeting of the Associated 
Traffic Clubs of America, to be held at Milwaukee October 20, 
21, and 22, have appointed the following chairmen of the sub- 
~ committees: Hotel reservations, Ervin Manske; dinner, F. H. 
Bohl; entertainment, R. C. Raybourne; reception, E. A. Lalk; 
transportation, W. C. Giese; general information, T. W. Somers, 
and publicity, N. P. Waldoch. J. J. Firer and A. J. Buege have 
been named secretary and treasurer, respectively, for the com- 
mittees. 


H. K. Moss, special agent, Louisville division, Federal 
Bureau of Investigation, will speak at a luncheon meeting of the 
Transportation Club of Louisville at the Kentucky Hotel May 
13. The club will hold its annual outing at French Lick Springs 
Hotel, French Lick, Ind., June 28 and 29. Besides golfing 
there will be swimming, tennis, archery, cards, and other games. 
There will be a dinner dance the evening of June 28. 


William G. Kahlert, Jamieson and Company, spoke on “In- 
flations as the Cause of Booms and Depressions” at a luncheon 
meeting of the Transportation Club of St. Paul, Minn., at the 
Hotel Lawry May 6. 


The Birmingham, Ala., Traffic and Transportation Club will 
hold its annual spring golf outing and ladies’ bridge party at 
the Roebuck Golf Club May 12. W. J. Califf is chairman of 
the golf committee and W. Raymond Willson is chairman of 
the bridge committee. 


The Traffic Club of Wichita, Kan., will hold a radio party 
at the Lassen Hotel May 15. Dinner will be served. The 
annual picnic and golf outing will be held at the Westlinks Golf 
Course June 26. 


A competitive quiz contest, between teams of five represent- 
ing the Women’s Traffic and Transportation Club of Baltimore 
and the transportation forum of the Traffic Club of Baltimore 
will be held at a meeting of the Women’s Club at the Hotel 
Longfellow May 12. Members of the Women’s Club will make 
an inspection tour of the Kingsville and Aberdeen farms of B. S. 
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Oles, treasurer, Oles Envelope Company, May 17. Ethel 
stein has been appointed delegate of the club for the conventig, 
of the General Federation of Women’s Clubs at Atlantic Cit 
N. J., beginning May 19. Ten other members of the club wij 
attend the convention. 

The Transportation Club of Des Moines will hold a go 
tournament and outing at the Des Moines Golf and County 
Club May 20. Luncheon and dinner will be served and ther 
will be entertainment. H. C. Shirer and W. G. Burris, Jr., ay 
co-chairmen of the general committee in charge. 


The Traffic Club of the Lehigh Valley will hold a dinnell 
meeting, preceded by a meeting of its board of directors, at th 
Hotel Bethlehem, Bethlehem, Pa., May 19. A motion pict 
“Streamlined Steel,’ furnished by the Bethlehem Stee! Con 
pany, will be shown. Z. Lee Mathers is in charge of arrang 
ments. Fred Hicks, chairman of the club’s golf committee, wij 
make announcements about the club’s golf activities for 
coming summer. 


The Traffic Club of Springfield, Ill., will hold its anny 
chicken barbecue at the Ritz Club May 27. E. J. Ferguson j 
chairman of the committee in charge of arrangements. 


U. P. BUYS CABOOSES AND CARS 


The Union Pacific has announced the purchase of 100 ng 
cabooses and 70 lightweight passenger, baggage and mail cars 
delivery to begin in August. The cabooses will be constructej 
of steel sheathing lined with wood, and will be equipped with 
lockers, drinking water containers, double-deck bunks ani 
other innovations. The cars will be built of high-tensile, low 
alloy steel and the order includes 30 chair cars, 30 baggagg 
cars and 10 baggage-mail cars. ; 


The abstracts of tariff filings, rejections, suspe 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to } 
sure their tariff files are up-to-date. 
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at the PORT of NEWARK A marginal wharf 
3800 lineal feet in length and 82 feet wide on a ship 
channel having 30 feet of water. Nine immense, mod- 
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with all railroads . . . modern facilities for prompt 
and safe handling of merchandise of all kinds, whether 
rail, automotive or water-borne. The very heart of 
a rich, 17,000,000-population market. Served by Penn- 
sylvania, New Jersey Central and Lehigh Valley Rail- 
roads. Storage-in-transit arrangements in effect. 
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Questions and Answers 


e In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical trafic problems. We do 
not desire to take the place of the trafic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Trafic Service Corporation, Earle Building, Washington, D. C. 


State Versus Interstate Traffic—Motor Carrier 


Illinois—Question: This has reference to your answer to 
the question of Illinois on page 884 of the April 5, 1941, issue 
of the Traffic World, under the above caption: 


The particular subject involved is very important to our 
organization, therefore, we are asking that the particular 
question be handled further because of its importance, and 
would like to point out to you that in your answer you make 
the statement ‘Presumably by rail.’”’ May we state that this 
presumption is erroneous and that the movement within the 
State of Illinois is via truck. The cartons are marked, the 
correct interstate destination of the shipment being shown on 
the carton. 

Informal opinions of the Illinois Department, employees 
of the Motor Carrier Division of the Interstate Commerce 
Commission are to the effect that in connection with motor 
truck operations, it is an interstate shipment, and, of course, 
one on which there are no through rates, but there is an inten- 
tion of a through movement via the use of a common carrier 
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to Chicago and a private carrier beyond, and it is the conten- 
tion that even though the shipment be routed via a regulated 
carrier and an unregulated carrier, and even though there be 
no through rates applicable, the intention of the shipment at 
the time of making the shipment is controlling and that the 
actual intention is that the shipment be finally delivered to a 
resting place at Milwaukee, Wisconsin or East Chicago, 
Indiana. 

With the foregoing facts in your possession, will you now 
kindly arrange to reconsider the subject matter and advise 
through the Traffic World channel in the earliest possible 
issue. 

Answer: Our answer to Illinois, to which you refer, was 
based on the assumption that the movement to Chicago, IIl., 
was by rail. 

There is this distinction between transportation by com- 
mon carrier by rail following transportation by private carrier, 
covered by the decision in Pennsylvania R. R. Co. v. Public 
Utilities Commission of Ohio, 298 U. S. 170, and transportation 
by motor common carrier followed by transportation by pri- 
vate carriers, namely, that Part I of the Interstate Commerce 
Act applies to carriers wholly by railroad, or if partly by rail- 
road and partly by water, operating under “A common control, 
management, or arrangement for a continuous carriage or 
shipment,” as pointed out in the above referred to decision, 
while Part II of the Interstate Commerce Act, under Section 
202 (b) applies to “the transportation of * * * property by mo- 
tor carriers engaged in interstate or foreign commerce,” with- 
out further limitation than that provided for in the amendment 
of Section 202 by the Transportation Act of 1940, which is not 
pertinent to this question. 

It seems evident that the transportation to which you 
refer is subject to the jurisdiction of the Interstate Commerce 
Commission, under Part II of the Act, and that the interstate 
rate is applicable to the movement within the State of Illinois. 


Tariff Interpretation—Cotton Piece Goods—Dry Goods 


Minnesota.—Question: Would very much appreciate your 
opinion as to the proper rate to apply on the following ship- 
ment: 9432 pounds of a commodity described on the bill of 
lading as printed cotton piece goods moved from St. Paul to 
Chicago, Illinois, via Motor Transportation. 

In order to clarify the description submitted on this bill 


of lading we wish to submit the following information: The ship- 
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LOOKING FOR A SITE? 


ANN 


The problem of finding a 
site for a new factory... or | 
a location in an available 
plant...has been solved for 
many an industry by the 
Wabash. We invite your 
inquiry. Let us help you 
find a location handy to 
raw materials and markets 
...a place where there is am- 
ple labor supply. Wabash 
serves the heart of America... 











a vast industrial and agri- 
cultural empire safely re- 
moved from the coasts yet, 
via dependable Wabash 
Red Ball freight and con- 
necting systems, linked 
with the shipping lines of 
the world. Our services in helping you 
find a suitable site are free upon 
request. For confidential, 
friendly service, 
write of 


call 


H. H. McINTYRE 
Industrial Agent 





WABASH RAILWAY 


Railway Exchange Building 
St. Louis, Missouri 
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Production running 100% over last 
year! $1,300,000 spent for three 
new plant additions! Three shifts 
—24 hours a day! Employment up! 
Peak efficiency! That’s how the | 
Warner & Swasey Co. answered 
the call for turret lathes—De- 
fense’s No. 1 machine tool need! 


Warner & Swasey’s “front office” 
production keeps step with shop 
output! Sales Manager Walter K. 
Bailey (above) says, **Our execu- 
tives materially increase their ca- 
pacity by dictating memoranda, 
details, correspondence to their 
Ediphones.”” 





Break through the bottleneck of business 
detail by talking your work away! 


In National Defense industries ... in offices... 
wherever executive capacity may be hampered by 
business details — Edison Voicewriters are needed. 
How about you — are you getting the most out of 
yourself? To see how a new Ediphone will step up 
your output, just ‘phone “Ediphone,” your city or 
write us, Dept. X4, (address below). 


EDISON 

VOICEWRITER 
Ediphone 
SEND FOR FREE BOOKLET, “RE-ARM THE AMERICAN EXECUTIVE” 


Thomas A. Edison, Inc., West Orange, N. J. or 
Thomas A. Edison of Canada, Ltd., 610 Bay St., Toronto 











@ Two days away by comfortable 
Canadian National trains lies a dream-vacationland. It’s 
Jasper, in the majestic Canadian Rockies. You'll relax 
at your favorite sport as never before—the clear air and 
breath-taking scenery will see to that! Rates at comfort- 
able Jasper Park Lodge are as low as $8.00 per day, with 
meals, and remember—U. S. money has extra value in 
Canada. Visit Jasper—truly it’s too good to miss! 


Low Rail Fares. 21 day fare—Chicago to Jasper and return 
$56.25. Fast day trains from Chicago connect with through, 


air-conditioned sleeping cars at 
St. Paul for Jasper and Vancou- % 2? 5 
ver. Ask about low-cost all-ex- 


pense tours. 


SPECIAL TOURS IN JASPER PARK 
Be sure to take the motor tour to world - famous 
Columbia Ice Field. Two, three and four day tours 
to Jasper attractions start at $30.00. 


No passports are needed by U. S. citizens to enter Canada. 
Travel now. Pay later. 


A. H. DAVIS, General Western Pass. Agent 
4 So. Michigan Blvd., RANdolph 5465, Chicago, Illinois 
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ment originally moved as cotton piece goods in the original 

piece from Chicago to St. Paul. The shipment was packed in 
| rolls in cartons, and was also packed in like manner on the 
| return movement. However, at St. Paul the shipment was 
| processed by treatment with starch, to stiffen the cloth, and 
| was also imprinted with a trade mark. 


This commodity is analogous with the type cloth which 


| is placed on the sticky side of rubber automobile tire patches. 

However, this particular goods is not used for that purpose, 
| but is used in like manner on a substance which is known for 
| transportation purposes as stone stencil compound which is 
| used in the marble and granite industry for blasting figures 
| or engraving on granite or marble. At any rate, this com- 


modity is used to protect the stencil in the same manner as 


| cloth is used to protect the sticky side of tire patches. 


The original shipper contends that the return movement 


| is subject to the rates applicable to cotton piece goods in the 
| original piece, whereas it is the writer’s contention that the 
| processing referred to removed the commodity from the clas- 


sification of cotton piece goods in the original piece and, there- 
fore, the rate to apply is that applicable on dry goods N. O. 


| 1. B. N. 


We would very much appreciate your referring to any 


| citation you may have wherein the similar problem has been 


under discussion. 


Answer: With respect to this question, see the decisions in 
Cotton, Woolen, and Knitting Factory Products, 211 I. C. C. 


| 692 and Scott-Omaha Tent & Awning Co. vs. Atlanta & W. P. 


R. Co., 185 I. C. C. 618. 


In its decision in the first case referred to above, the 
Commission discusses the distinction between cotton-factory 


| products and dry goods and in Appendices A and B lists the 
| articles which should be included in each designation. The 
| Commission, in this case, states that the description “cotton 


piece goods” includes the cloth as it comes off the loom, known 
as “grey goods,” and also the grey goods after they have been 


| bleached or printed, or otherwise treated, provided they are 


still in the original piece and are not a completely finished 
article ready for use or wear. 


In the course of its decision the Commission said: 


There is no clear-cut method or test for determining when a par- 
ticular article or group of articles shall belong to one or the other 
of these groups. The various kinds of woven cloth described collec- 


| tively as cotton piece goods were taken as the base for one group 


of commodities, and the more completely finished goods for the other. 
Comparing their average values, the completely finished goods are 
found to be worth about one and one-half times as much as the 
articles in the cotton piece goods list. The degree of manufacture 
and the value of the product seem to be the principal lines of demarca- 
tion of the groups, but it is obvious that the composition of the two 
lists is not the result of any one rule of differentiation. Among the 
varieties of cotton piece goods, differing widely in quality and degree 
of manufacture, some have greater value than some of the manufac- 


| tured articles in the dry goods list. The alternative, however, is the 


adoption of separate rate measures for the many textile articles in 
common use, which is wholly impracticable. 


We can locate no decision in which the proper rating to 
apply on the commodity you describe in your letter has been 


| determined, but it is our opinion that as there is no specific 
| rating in the classification, as is the case of the commodity 
| covered by the decision in Scott Omaha Tent and Awning 


Co., referred to above, and that it does not appear that the 
article is a completely finished article ready for use or wear, 
in the sense that this term is used in the decision in the case 


first referred to above, the cotton piece goods rate is the 
applicable rate. 


Liability of Motor Carrier for Concealed Loss and Damage 


Maryland.—Question: We would like to have the following 
question answered. 


Shipments move via a common carrier into public ware- 


| houses or jobbers, and are then reshipped via common carriers, 


on which shipments a damage of concealed nature is discovered 
after delivery has been effected. Is the delivering carrier 
responsible for the entire damage or can they go back to the 
carrier who transported the shipment from points of origin to 


| the warehouse or jobber for a proportional settlement of the 


claim? 
For an example, if A made a shipment by rail to B and 


| B signs the railroad’s delivery receipt as receiving in good 
| condition and later reships in the original carton or crate by 
| motor carrier to C; C signs the motor carrier’s delivery receipt 


as received in good condition; however, upon unpacking C 


| finds the shipment is damaged and the packing was in perfect 
| condition. 


Answer: While Section 219 of the Motor Carrier Act, 1935, 
states that the provisions of Section 20, paragraph 11 of Part 
I of the Interstate Commerce Act shall apply with like force 


_ and effect to receipts or bills of lading of common carriers 
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_ price of meat goes up! 


Trucks cut your living costs_ save you money every day, 
on your food, clothes, and everything else you buy .. . 


HILE you’re slicing into that 

juicy sirloin steak, take time 

out to thank trucks for the part 

they’re playing in your every day life. 

For one thing, trucks lower costs 

. and stabilize prices. They beat 

other freight carriers by hours — 

even days...reduce spoilage...speed 

turnover. But peak efficiency has not 
yet been reached. 

BARRIERS SLOW PRODUCTION 


For example, due to conflicting 
weight laws, a one-truck load may 
suddenly become a ¢wo-truck load the 
moment it crosses an interstate line. 


In another state, special clearance 
papers must be 
signed. Or, it may be 
extra license plates. 










W hatever it is, these trade barriers 
stop, or slow, or handicap the very 
transportation system that’s doing 


most to cut your living costs. 
NATIONAL DEFENSE HINDERED 


These same “dotted lines” also re- 
tard national defense...shipments to 
munitions plants, to airplane factor- 
ies, to navy yards, to training camps. 


Some progressive steps to abolish 
state trade barriers have already been 
taken. Others are under way. But 
fast action is vital! 

Here is one of America’s most 
urgent problems... one that reaches 
deep into your pocket book... and 
deep into the nation’s primary lines 
of defense. 


FREE MOVIE! — “Singing Wheels’’ — Thrilling 22-minute feature, for club 
meetings. Inquire — your State Motor Truck Assn., affiliated with ATA. 


AMERICAN TRUCKING issocuxtons 





What are they? Contradictory laws on 
weight, size, and equipment — ownership, 
horsepower, and mileage taxes — thousands 
of laws that block free flow of goods 
by trucks. 

This map, and further information 

on trade barriers, free on request. 





WASHINGTON, D.C. 





FLEET and Famous 


sy 


Beauty, comfort, speed, convenience — these are 
the features that have won outstanding popular- 
ity for The Milwaukee Road’s HIAWATHAS. 

The sleek, colorful HIAWATHAS are attractive 
outside as well as inside. Their spacious, airy cars 
have every appointment needed for a comfortable, 
restful ride. They travel at flying speeds—yet they 
offer the quietest, smoothest ride on rails! 

Hiawatha equipment includes luxury coaches 
with reclining chairs, drawing room parlor cars, 
Beaver Tail parlor cars with observation-lounge, 
and dining cars featuring 50¢ breakfasts and 
luncheons, complete dinners for only 65¢. Extra 
comfort and extra speed with no extra fare. 


; f JWIN CITIES ! 


TWO A DAY, EACH WAY SERVING 
Chicago « Milwaukee « LaCrosse 
Winona « St. Paul « Minneapolis 


/ f MIDWEST ! 


A FAST, DAYTIME SCHEDULE SERVING 
Chicago « Rockford « Dubuque 
Cedar Rapids « Des Moines « Omaha 
Sioux City « Sioux Falls 
F. N. Hicks, Passenger Traffic Manager 
Chicago 


3802A-13 


The MILWAUKEE ROAD 


Fast, dependable freight service over 11,000 miles of modern railroad 








TRAFFIC WORLD 


by motor vehicle, it appears that the truck and rail move. 
ments were separate and distinct and therefore there is no 
joint liability as between truck and rail carriers. 

From a legal standpoint claims for concealed loss op 
damage are as valid as any other claim; the only difference 
is that in case of concealed loss or damage it is more difficult 
to establish the proof necessary to prosecute the claim. Ip 
order to recover the value of goods lost or damaged under 
circumstances which bring the case within the category of a 
concealed loss and damage, the plaintiff must prove by a 
preponderance of evidence that the loss or damage occurred 
while the goods were in the carrier’s possession. 

Where goods delivered to a carrier for transportation have 
had a prior transportation, this fact alone will not relieve the 
carrier from liability for the full amount of the damage. 

Necessarily, however, this fact does increase the difficulty 
of showing that the freight at the time it was delivered to the 
carrier for transportation was in good condition, the burden of 
proof of which fact is upon the shipper. This for the reason 
that the shipper does not, owing to the fact that the goods 
have not been unpacked subsequent to their transportation to 
the point of reshipment, have positive knowledge of their con- 
dition at the time they were delivered to the motor carrier 
and can only show this by evidence as to the condition of the 
packages, etc., and their care after having been delivered by 
the carrier, which transported them to the point from which 
they were subsequently reshipped. 

The statement in the bill of lading that goods were 
received in apparent good condition is prima facie evidence 
only as to that fact, and not that the goods were actually in 
good condition at the time they were delivered to the carrier 
for transportation. That is, such a statement relates only to 
external conditions, and does not make out a prima facie case 
against the carrier with reference to damage that is not appar- 
ent. The recital of good condition, or apparently good condi- 
tion, does, however, make out a prima facie case against the 
carrier that the goods were in apparently good condition so 
far as ordinary inspection without opening the packages would 
disclose, the burden of proof being on the carrier to show 
that the goods were not in such apparently good condition 
when received by it for transportation. 














5 or 10 years 
from now? 


Where Will You Be 


Still in your present work? At the same old salary? You hope 
not. By 1945 or 1950 you hope to be far ahead. But there’s a 
surer way than “hoping’’— the way of expert training in Traffic 
Management, which helps you get the greater ability bigger 
jobs and better salaries always require. Make surer of what 
you want by the spare-time training that has enabled hundreds 
to reach bigger pay in Transportation. Our 48-page FREE 
book gives you the entire story. No obligation. Write for it— 
as your first step toward a future full of larger opportunities! 
Address Dept. 595-TA 


LASALLE EXTENSION UNIVERSITY, Chicago, Ill. 


A CORRESPONDENCE INSTITUTION 


For less You are shipping new products to new destine- 
tions, from new points. This up-to-the-minute service of 
ours on rates to thousands of inland and prepaid towns 
and all agency stations will help a lot. You will have 
rate changes on or before effective dates — service ou’ 


than 
subscribers have had for over twenty-six years. 


a week Send for copy on approval—no obligation 


NATIONAL FREIGHT RATE SERVICE 20ciigan 


Publishing Rates Since 1914 


—_— 
————— 


POSITION WANTED—Twenty years’ experience in rate, division 
and claim work. Thoroughly experienced in interline accounts, ett. 
At present general freight agent Eastern short line. Minimum salary 
requirement $3,000 per year. Box 14, Traffic World. 


You may either write or wire our Washington office 
for information concerning matters in any department! 
of the government there, if you are a subscriber 
THE DAILY TRAFFIC WORLD. 
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Regular and Dependable 
Service to 


HAVANA * PANAMA ° JAMAICA 

COSTA RICA * HONDURAS 

COLOMBIA * GUATEMALA 
BRITISH HONDURAS 


UNITED FRUIT COMPANY 


Pie. 3, North River, New York 
321 St. Charles St., New Orleans 





This unusual air view shows the official end of 
the Houston Ship Channel at the ample turn- 
ing basin, sufficiently large, as the view shows, 
to accommodate any vessel in world trade. 
All of these facilities are publicly owned and 
publicly operated under a published tariff 
concurred in by similar privately owned and 
privately operated facilities. 


J. Russell Wait, Director of the Port 


Houston, Texas 
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STARRETT-LEHIGH 
BUILDING 


OUTSTANDING as its dominance over New York’s West 
Side midtown skyline, the STARRETT-LEHIGH BUILDING 
offers the manufacturer and distributor superior advantages: 


e Lehigh Valley R. R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor 
facilities throughout 


eFloor areas, 52,000 to 124,000 sq. feet. Smaller 
units may be leased 


eHigh safety standards—Jow insurance rates 
e Live steam for manufacturing purposes 
e Fast passenger elevators; restaurant; barber shop. 


INVESTIGATE .... learn what satisfied, 
nationally-known occupants are doing at the 


Starrett-Lehigh Building 


West 26th —West 27th Streets—lIlth to 18th Avenues ‘ 
D. R. CROTSLEY, Manager, 601 West 26th Street Tel.: CHickering 4-5520 


WOW SERVE THE 


MIDWEST 


Rock Island Lines, the Route of the Rockets, now operates a fleet of 
fifteen Diesel-powered, streamlined passenger trains. These modern 
marvels of transportation incorporate every known improvement for 
excellence in rail travel. They provide the utmost in safety, comfort 
and speed over their routes between: 





CHICAGO-OMAHA- CHICAGO-PEORIA KANSAS CITY- 
LINCOLN-DENVER- as OKLAHOMA CITY- 
COLORADO SPRINGS FORT WORTH-DALLAS 
‘ CHICAGO- ‘a 
DES MOINES 
KANSAS CITY- és KANSAS CITY- 

TOPEKA-DENVER- DES MOINES-ST. PAUL- 
COLORADO SPRINGS MEMPHIS-LITTLE ROCK- MINNEAPOLIS 
OKLAHOMA CITY- 
° AMARILLO ° 
MINNEAPOLIS-ST. PAUL- FORT WORTH-DALLAS- 
CEDAR RAPIDS-ST. LOUIS HOUSTON 


Burlington-Rock Island R. R. 
FAST THROUGH FREIGHT SERVICE 
Many trains carrying carload and less than carload shipments to and 
from the West, Northwest and Southwest. Free 
R ock Pick-up and Delivery of less than carload freight. 
Merchandise cars between all important points. 


Island 





ROUTE OF THE ROCKETS 





PORT OF 
LOS ANGELES 


LABEL FOR SPEED 


VIA LOS ANGEL 


This familiar stencil is used by thou- 
sands of importers and exporters as 
a direct route to and from the “Far 
East” and “Down Under.” 


We invite your routing VIA... 


The Port of Los Angeles 


A Municipal Enterprise Devoted to Public Service 


BOARD OF HARBOR COMMISSIONERS 


LOS ANGELES, CALIFORNIA 
189 City Hall M. G. Rouse, Secretary 
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Docket of the Commission 


NOTE—Items in the docket marked with an asterisk (*) have be. 
added since the last issue of THE TRAFFIC WoRLD. New assignmeys 
now on the Commission’s docket of dates later than herein shoy 
will not bear asterisks when they do appear. Current cancellatio 
and postponements announced too late to show the change in th 
docket will be noted elsewhere. 


May 12—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 109: 
MC 11220, Sub. 15—Gordons Transports, Inc., Memphis, Tenn,, ¢ 
tificate to extend operations. 
MC 102093—Shell Transfer Co., Birmingham, Ala., certificate, 
* MC 75840, Sub. 6—Malone Freight Line, Decatur, Ala., certificate. 
May 12—Brooklyn, N. Y.—Hotel St. George—Examiner Naefe: 
1. & S. M-1384—William J. Disler, agricultural commodities ; 
fertilizer. 
MC 31400—Madison Transportation Co., Kearny, N. J., certificate 
permit. 
May 12—Dallas, Tex.—Baker Hotel—Examiner Clifford: 
MC F-1438—Bowen Motor Coaches, lease, J. S. Folkner. 
MC F-1510—Southwestern Transportation Co., purchase, Luper Tra 
portation Co. of Okla. 
MC F-1520—Red Arrow Freight Lines, Inc., purchase, W. Carter, 
May 12—Detroit, Mich.—Hotel Ft. Shelby—Examiner Haley: 
MC 86714, Sub. 2—Trailer Transport Co., Flint, Mich., certificate 
extend operations. 
May 12—Fort Wayne, Ind.—U. S. Court—Examiner Binkley: 
MC 1328, Sub. 1—J. J. Long, Alexandria, Ind., permit to exte 
operations. 
MC 51658, Sub. 3—Fairmount Trucking Co., Fairmount, Ind., pem 
to extend operations. 
May 12—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 32: 
MC 65653, Sub. 3—Wald Transfer & Storage Co., Houston, Tex. 
May 12—Minneapolis, Minn.—Hotel Nicollet-—Examiner Henderson: 
MC 52531, Sub. 1—Cottle Trucking Co., Minneapolis, permit to 
tend operations. 
May 12—New Orleans, La.—Jung Hotel—Commissioner Splawn: 
1. & S. 4914—Crude sulphur, Tex. to Tenn. 
Fourth section ap. 18917—Sulphur, Texas to Nashville and 0 
Hickory, Tenn. 
Fourth section ap. 18959—Sulphur from Texas to Ala. 
May 12—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 119: 
MC 3647, Sub. 18—Public Service Interstate Transportation Co., Ne 
ark, N. J., certificate to extend operations. 
May 12—Pittsburgh, Pa.—Wm. Penn Hotel—Examiner Trezise: 
28607—M. Feigenbaum & Sons vs. P. R. R. et al. 
May 12—Sevierville, Tenn.—Court House—Examiner Nye: 
Finance 13121—Application of Smoky Mountain R. R. for certifics 
permitting abandonment of its entire line and operation over |l 
of Southern between Vestal and Knoxville, Tenn. 
May 12—Springfield, !!|.—Hotel Abraham Lincoln—Examiner Che 
dine: 
MC 100336, Sub. 1—Floyd Johnson Trucking Co., Centralia, Ill, 
tificate to extend operations. 
MC 101739—Steinkohl Freight Line, Decatur, IIl., certificate. 
MC 79736, Sub. 1—Southern Trucks, Inc., Ardmore, Okla., certific 
to extend operations. 
May 12—Washington, D. C.—Jt. Bd. 68: 
MC 101265, Sub. 1—Washington Trailer Co., Washington, D. C., 
tificate to extend operations. 
MC 102349—T. M. Jarboe, Great Mills, Md., certificate. 
May 12—Washington, D. C.—Examiners Prichard and Eddy: 
* Finance 13247—Application of Western Maryland for authority 
lease railroad and properties of Greenbrier, Cheat & Elk. 
* Finance 13237—Application of Greenbrier, Cheat & Elk for author 
to issue first mortgage bonds. 
* Finance 13237, Sub. 1—Application of Western Maryland for author 
to assume obligation as guarantor of first mortgage bonds 
Greenbrier, Cheat & Elk. 


May 13—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 100: | 
MC 76177, Sub. 3, and MC 38612—Baggett Transportation Co., 4 
mingham, Ala., certificate and/or permit. 


May 13—Brooklyn, N. Y.—Hotel St. George—Examiner Naefe: 
1. & S. M-1511—Beans, dessert preparations, N. Y. points to Co 
R. I. and Mass. 
MC 65577, Sub. 1—Murphy’s Express Service, Bay Shore, N. Y. 
tificate to extend operations. 
May 13—Chicago, I!1.—Morrison Hotel—Examiner Trezise: 
23130—Intrastate rates on bituminous coal between points in Iilino 
May 13—Chicago, IIl.—Hotel Sherman—Commissioner Rogers: 
MC 63495—Brown Motor Freight Lines, Inc., Kalamazoo, Mich. 
May 13—Chicago, I!l.—Hotel Morrison—Examiner Sharp: 
1. & S. 4908—Metals, Chicago to Detroit. 
May 13—Dallas, Tex.—Baker Hotel—Examiner Clifford: 
* MC F-1535—Merchant’s Fast Motor Lines, Inc., purchase, Da 
Motor Freight Lines, Inc., et al. 
May 13—Detroit, Mich.—Hotel Fort Shelby—Examiner Haley: MI 
1. & S. M-1512—Iron and steel, Chicago, Elgin, Joliet to Ind., 3 
and Ohio. 
MC 46240, Sub. 2—C. M. Denman, Marysville, Mich., permit t 
tend operations, 
May 13—Fort Wayne, Ind.—U. S. Court—Jt. Bd. 21: it 
MC 78757, Sub. 2—Urschel Trucking Co., Wabash, Ind., perm! 
extend operations. 
MC 101669—M. Estep, Milford, Ind., certificate. 
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PUBLISHERS OF 


WORLD WIDE TRAFFIC FORMS 


for Domestic and Foreign Use 








Form ; Size of Pads 
Ne Domestic Zorms Size of | Pads 
$2201 Affidavit Concerning Shortage. ............0.5. 54x 8% $0.30 
2202 Affidavit Concerning Damage...............+.- 5x 8% .30 
2203 | Affidavit Concerning W. and Q. of Material... .. 8 exll -65 
2204 Tracer and Notice of Claim..........cccccceces 8 %xI11 -65 
2205 | Consignee’s Form Concealed L. and D.......... 8 xl -65 
2206 Shipper’s Form Concealed L. and D............. 8 yxll -65 
2207R | Standard Form for Overcharge Claims.......... 8 4xll -65 
2208R | Standard Form for Loss and Damage Claims....| 814x11 -65 
2209 | Indemnity Agreement..........csceecceeceeece 84x11 25 
2211 os a's p'g.u u're o W.er0.00.0-0: 0808 oe 5x 8% -25 
2212 EN aie dive > ns Wiel bG Blake weno hve wee 54x 8% .30 
DF Cer Ee FN ion oso ob oven es edscecesccsioane 5 lox 8% -20 
2214 OS Ee rn eee 5 lex 8% 25 
2215 | Express Overcharge and L. and D. Claim (comb.).| 81x11 .25 
2348 | Car Checking and Release Sheet............... 6 x9% .25 
2411 Notice of Arrival Forms for Motor Transp. Co.’s.| 6 x 7 35 
2412, Transp. Co.'s Inspector's Report of L. and D.....| 8 xll% -50 
Form | Expo Size of Pads 
No. | nt Jorms Form Each 
128-4) Canadian Manifest (Form MA) Direct Sale...... 84x14 $0.35 
_2210R | Canadian Manifest (Form NA) Consignment....| 8 14x14 .35 





All other export forms can be furnished. Ask for samples. 


HORDERS, INC. 


231 S. JEFFERSON STREET CHICAGO, ILLINOIS 

















“The immediate need is a swift and driving 
inerease in our armament production.” 


-.-» FRANKLIN D. ROOSEVELT 


ILLIONS of American citizens are looking to 
the business and industrial leaders of this 
nation to furnish speed in the production of 


armaments for defense. 








To satisfy this demand industry is straining 
every available facility of production. New plants 
are being built—old ones rebuilt. And orders are 
being dispatched post haste for machinery and 
equipment. 


































Still we need more speed— more speed in pro- 
duction, more speed in transportation, more speed 
in delivery. We must economize on time! 


Through the use of Air transportation you can 
save hours, days and even weeks for your people, 
your company and your country. 

And travel by air enables the members of your 
staff to handle matters of importance in person— 
helps them in co-ordinating and organizing your 
program. 

In the interests of speed and greater efficiency 
in National Defense, use the nation’s Airlines to 
conduct your business. 


Mail by Air; Ship by Air; Go by Air. ’ 





LL 


AIR TRANSPORT ASSOCIATION, 135 South La Salle St., Chicago, III. 


This educational campaign is sponsored jointly by the 17 major Airlines of the United 
States and Canada, and Manufacturers and Suppliers to the Air Transport Industry 


IT PAYS T0 A 





Is your firm 
looking for a 
new plant location? 


C&EI will be glad to make a. 


special study of your firm’s needs and present | 


| 
| 


a prompt confidential report 


If your firm is planning to establish a new plant, 
or is considering re-locating its present plant, it will be 
relatively easy for us to make a quick and thorough study 
of your company’s needs, in relation to the competitive 
advantages of our territory, and to present the result in a 
clear, concise, factful report. 


This report will cover such factors as sites avail- 
able, climate, water, power and labor supply, living condi- 
tions, proximity to sources of raw and pre-fabricated ma- 
terials, centrality with respect to your own markets, and of 
course every phase of transport and shipping facilities and 
traffic connections. 


The entire matter will be treated with the 


strictest confidence. 


H. G. FETH 
Industrial Commissioner 
332 South Michigan Avenue, Chicago 


70 years of handling with care 
--- hasn't made us care less 


about on-time deliveries. 


Ability to get the goods through in good condition 





and on schedule has made C&EI a synonym for 
DEPENDABILITY. Our Chicago to Evansville line and 
our famous Boulevard of Steel—Chicago to St. Louis— 
are recognized as two of the best-maintained 
and smoothest roadbeds in America .. . 


Ship and Travel by the Dependable C&EI 


Chicago & Eastern Illinois Railroad 


TRAFFIC WORLD 


May 13—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 32: 
MC 102116—Beaumont Transfer & Storage Co., Beaumont, Tex., per. 
mit. 
May 13—Houston, Tex.—Ben Milam Hotel--Jt. Bd. 77: 
MC 2226, Sub. 9—Red Arrow Freight Lines, Inc., Houston, certificate 
to extend operations. 
May 13—Minneapolis, Minn.—Hotel Nicollet—Examiner Henderson: 
MC 45919, Sub. 2—Freight Brokerage & Transit Co., St. Paul, Minn., 
certificate to extend operations. 
May 13—New Orleans, La.—Jung Hotel—Commissioner Splawn: 
1. & S. 4894—Glass, southwestern points to Mobile, Ala. 
May 13—Philadeiphia, Pa.—Hotel Adelphia—Jt. Bd. 42: 
MC 19106, Sub. 1—L. Folker Sons, Bridgeport, N. J., certificate to 
extend operations. 
May 13—Philadelphia, Pa.—Hotel Adelphia—Examiner Luce: 
MC 29919, Sub. 4—Kowalsky’s Express, Millville, N. J. 
May 13—Rapid City, S. D.—Alex Johnson Hotel—Jt. Bd. 183: 
MC 102293—Northwest Fuel & Transfer, Spearfish, S. D., permit. 
May 13—Springfield, II1.—Hotel Abraham Lincoln—Jt. Bd. 21: 
* MC 59309, Sub. 1—Harry L. Tanner Trucking, Toledo, IIll., certificate 
to extend operations. 
* MC 102330—C. S. Higgins, Lancaster, Ill., certificate. 


| * MC 102655—Gibbs Trucking Service, Harrisburg, Ill., permit. 


May 13—Washington, D. C.—Examiner Job: 

Fourth section ap. 18900—Asphalt from trunk line to official territory 

* Fourth section applications 18132, 18263 and 18672—Asphalt from 

trunk line territory to central territory. 

May 13—Washington, D. C.—Jt. Bd. 68: 

MC 102281—Arundel Bus Co., Eastport, Md., certificate. 
MC 16216, Sub. 1—Schroff Bros., Washington, D. C. 
May 13—Washington, D. C.—Examiner Cheseldine: 
Fourth section ap. 18550—Phosphate rock to Norfolk, Newport News 
and Richmond, Va., and Wilmington, N. C. 
* |. & S. 4949—Phosphate rock, Fla. to Norfolk and Wilmington. 
May 14—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bds. 14 and 
100: 
MC 23620, Subs. 7 and 9—Georgia Motor Express, Inc., Atlanta, Ga., 
certificate to extend operations. 

May 14—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 119: 

MC 30532, Sub. 1—New York and New Brunswick Auto Express Co., 
Inc., Highland Park, New Brunswick, N. J., to extend operations, 

May 14—Brooklyn, N. Y.—Hotel St. George—Examiner Griffin: 
W-3—Stanwood Towing Co., exemption, section 303(e). 
W-12—Moran Towing & Transportation Co., Inc., exemption, section 

303(e). 

May 14—Chicago—Morrison Hotel—Examiner Sharp: 
20769—Charges for protective service to perishable freight. 

May 14—Detroit, Mich.—Hotel Ft. Shelby—Examiner Haley: 

MC 43683, Sub. 5—Baker Driveaway Co., Inc., Detroit, Mich., cer- 
tificate to extend operations. 

May 14—Fort Wayne, Ind.—U. S. Court—Jt. Bds. 73 and 23: 

MC 74755, Sub. 2—Suelzer Trucking Co., Fort Wayne, Ind., certifi- 
cate to extend operations. 
MC 101614—V. E. Maurice, Michigan City, Ind., permit. 
May 14—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 77: 
MC 1510, Sub. 17—Greyhound Lines, Fort Worth, Tex., certificate 
to extend operations. 
MC 102355—G. L. Whitener, Bryan, Tex., certificate. 
May 14—New Orleans, La.—Hotel Jung—Commissioner Splawn: 
1. & S. 4906—Malt liquors, St. Louis and Ohio River to Fla. 

May 14—Philadelphia, Pa.—Adelphia Hotel—Examiner Luce: 

1. & S. M-1563—Pipe, castings, asbestos products, Pa. to eastern and 
New England points. 

MC 21866, Sub. 4—West Motor Freight, Boyertown, Pa., certificate 
to extend operations. 

May 14—Rapid City, S. D.—Alex Johnson Hotel—Jt. Bd. 183: 

MC 102192—Jeremisson Construction Co., Belle Fourche, S. D., permit. 

May 14—Washington, D. C.—Jt. Bd. 68: 

MC 32503—Calvert & Rogers, Inc., Arlington, Va. 

May 14—Washington, D. C.—Examiner Job: 

Fourth section ap. 18565—K. C. S. passenger fares. 

May 14—Washington, D. C.—Examiner Schumacher: 

* MC F-1512—Wilson Trucking Corp., purchase, Staunton Motor Trans- 

port, Inc. 

May 15—Baltimore, Md.—Assn. of Commerce—Examiner Luce: 

MC 32649, Sub. 1 and MC 48424—Shipley’s Transfer, Finksburg, M4., 
certificate or permit. 
MC 36125, Sub. 1—A. J. Lamana, extension of operations. 

May 15—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner Yardley: 

MC 29886, Sub. 6—Schrader Transportation Co., Inc., South Bend, 
Ind., certificate to extend operations. 

May 15—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 42: 

MC 50307 and Sub. 1—Inter-State Truck Line vs. Interstate Dress 
Carriers, Inc. 

May 15—Brooklyn, N. Y.—Hotel St. George—Examiner Griffin: 
W-81—McAllister Lighterage Line, Inc., exemption section 303(e). 
W-101—Merritt-Chapman & Scott Co., exemption section 303(e). 

May 15—Columbus, O.—State Comm.—Examiner Borroughs: 

MC 13777—Speyer Trucking Co., Indianapolis. 
MC 13777, Sub. 1—Contract Carriers, Inc., Indianapolis, Ind., permit 
to extend operations. 

May 15—Fort Wayne, Ind.—U. S. Court—Jt. Bd. 23: 

MC 33747, Sub. 1—Warsaw Trucking Co., Warsaw, Ind., permit to 
extend operations. 

May 15—Fort Wayne, Ind.—U. S. Court—Examiner Binkley: 

* MC 33747—Warsaw Trucking Co., Warsaw, Ind. 

May 15—Houston, Tex.—Ben Milam Hotel—Examiner Hand and Jt 

Bd. 77: 
MC 30231, Sub. 1—Oklahoma & Texas Transfer Co., Houston, Tex» 
certificate. 
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Low Rates 





May 10, 1941 


Ship it via 
SE Lake Lines 
— we'll save time 
and money, too! 


Fast Lake Service 


FREIGHT SHIPMENT BY D & C offers you the unrivalled 
economy of a natural right-of-way. With the 1941 shipping 
season in full swing, the ten mighty vessels of the D & C 
Freight Fleet are bearing the goods of industry—the cargoes 
of defense—from mines and fields to factories, and from the 
manufacturer to the consumer. 


IMPROVED D & C TERMINAL FACILITIES give you 
every assurance of care and dispatch. New and improved 
trucking equipment expedites door-to-door pick-up and 
delivery. Take advantage of D & C economy and efficiency. 


“Ship by ship and Save’’ 
eS a 


DETROIT AND CLEVELAND NAVIGATION CO. 


Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Penna. and 


Houston, Texas 
SAILINGS: 


From Philadelphia . . . . . Wednesdays and Saturdays 
From Houston to Philadelphia . Mondays and Thursdays 


Quick Dispatch 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


NATIONAL DELIVERY ASSOCIATION 


ICC Docket 2161 INCORPORATED 
Long Distance Moving Representatives 
Padded Vans Principal Cities 


Every Load Insured Covering 29 States 


Serving Over 300 National Accounts 
Send for Circular 4D 
Full and Part Loads Prompt Service 


Specializing in Transportation of Household Goods Since 1922 
GENERAL OFFICES 


639 New York Ave. N. W. Washington, D. C. 


Telephone—NATIONAL 1460-1461 
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Thru Package Cars 
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THAT'S OUR 
SHIPPING POLICY 
WHAT’S YOURS ? 


@ Many manufacturers are keeping their shipments in 
step with increased production by using General Box 
facilities. There are thirteen General Box plants, 
strategically located, to serve Industrial America, 
promptly and economically. Skilled General Box 
technicians help determine the type of container which 
can be packed and handled fastest, provide adequate 
protection and assure minimum shipping costs for 
each product. 

The General All-Bound Box for example, is being 
used for the shipment of many types of products. It 
provides important advantages and time, material and 
cost savings. Used for shipments up to 500 lbs. 

Send for this free, illustrated booklet showing how 
General boxes, crates and special containers are used 
to make the shipment of many types of products faster, 
safer, more economical. Write today. 


GENERAL BOX COMPANY 
General Offices: 50 W. Illinois St., Chicago, Ill. 


District Offices and Plants: Brooklyn, Cincinnati, Detroit, East St. Louis, Kansas 
City, Louisville, Milwaukee, New Orléans, Sheboygan, Winchendon. Con- 
tinental Box Company, Inc.: Houston, Dallas. 













STORAGE BATTERIES 


These Pendaflex folders HANG in your files. Each 
folder will hold up to 234” thickness of tariffs. Folders 
slide easily on simple inexpensive frames quickly installed 
in your present letter files after removal of follower block. 

Eliminate sagging folders 
— save space and speed up 
reference. 


File your tariffs the Pend- 
aflex way. Write for descrip- 


tive leaflet. 
(*Reg. U. S. Pat. Off.) 


OXFORD FILING SUPPLY COMPANY 
330 Morgan Avenue Brooklyn, N. Y. 











OVER 7 FEET OF SOLID 
TARIFFS AT YOUR FINGER-TIPS 


IF YOU HAVE THIS AUTOMATIC 3-DRAWER 
TARIFF FILE 


THE ONLY VERTICAL 
VISIBLE TARIFF FILE 


@ Let AUTOMATIC make your 
Tariff Filing and Finding easy. 


@ With new tariffs requiring more and 
more filing space, and growing business 
requiring more and more handling 
of tariffs, you must make it easy for 
your traffic department to operate 
smoothlyand quickly. 


@ You can do this with 
AUTOMATIC TARIFF 

FILES or Desks. You can 

fill them to capacity and 

the tariffs will not jam or 

bind — coming out or 

going in. You can see the 

location of each tariff at a 

glance, and you get 20% more filing 
capacity per cubic foot of floor space. 


@ You can make it possible for your 
traffic department to handle much more 
work easily. 


Write for complete information 


AUTOMATIC FILE & INDEX CO. 


629 W. WASHINGTON BLVD., Dept. A-76, CHICAGO, ILL. 


Traffic Men: Weed (ars? 


TANK? STOCK? REFRIGERATOR? 
FREIGHT? BALLAST OR WORK? 
LOCOMOTIVES? RAILS & ACCESSORIES? 


Jnry Us! 


CAR REPAIR PARTS? To what extent will savings of 50% 
improve your annual showings? Reduced Car Maintenance 
means increased Mileage ‘‘returns!’’ 

Request our Monthly Car Parts Stock Lists. 

(We buy, too! Have you something for sale?) 


IRON & STEEL PRODUCTS, INC. 
36 years’ experience. 

13450 S. Brainard Ave., Chicago, Illinois 

“ANYTHING containing IRON or STEEL” 


s 


Professional Services Directory 


Commercial Traffic Managers Traffic Counselors 
Traffic Bureaus 1.C.C. Practitioners 
oot 


Traffic managers will find this section of value in getting 
outside assistance on special work and in answering inquiries 
from smaller shippers who wish to obtain these special 


HENRY J. SAUNDERS 


Consulting Engineer, Statistical and 
Acceunting Analyst 
Studies ef Operating Costs and Traffic 
644 Transportation Bldg. 
WASHINGTON, D. C. 


Statistical 
and 
Cost 

Analyses 











TRAFFIC WORLD 


MC 42000, Sub. 1—Bates Truck Line, Houston, Tex., certificate to 
extend operations. 
MC 101288S—W. H. Williams, Houston, Tex., certificate. 
MC 101388—Houston Inland Forwarding Co., Houston, Tex., cer. 
tificate 
May 15—Minneapolis, Minn.—Hotel Nicollet—Examiner Henderson; 
MC 40357, Sub. 1—M. L. Blomgren, Arco, Minn., certificate. 
May 15—Pittsburgh, Pa.—Federal Bldg.—Jt. Bd. 65: 
MC 102199—Clark-Callahan, Inc., Pittsburgh, Pa. 
May 15—Shreveport, La.—Washington Youree Hotel—Examiner Clifford: 
* MC F-1407—Herrin Transportation Co., purchase, Herrin Motor Lines, 
Ine. 
* MC F-1522—Black Motor Lines, Inc., purchase, J. W. Shamburger 
et al. 
* MC F-1533—L. T. Campbell, Inc., lease, J. Smith. 
May 15—Washington, D. C.—Jt. Bds. 68 and 120: 
MC 83953, Sub. 1—J. L. Craft Contract Haulers, Washington, D. C,, 
permit to extend operations. 
MC 102515—J. E. Hood, Silver Spring, Md., permit. 
May 15—Washington, D. C.—Examiner Valentine: 
Fourth section ap. 18889—Linseed oil to Pittsburgh, Pa. 
May 16—Baltimore—State Com.—Jt. Bd. 112: 
MC 66562, Sub. 240—Railway Express Agency, Inc., New York, N, Y,, 
certificate to extend operations. 
May 16—Baltimore, Md.—Public Service Comm.—Examiner Luce: 
1. & S. M-1561—Store fixtures, Baltimore to D. C. and Va. 
May 16—Brooklyn, N. Y.—Hotel St. George—Examiner Naefe: 
MC 102433—Smith & Frazier Transportation Co., Inc., Watertown, 
N. Y., certificate. 
May 16—Brooklyn, N. Y.—Hotel St. George—Examiner Griffin: 
W-217—McAllister Bros., exemption section 303(e). 
May 16—Chattanooga, Tenn.—U. S. Court—Commissioner Alldredge: 
W-114—Tennessee Valley Sand and Gravel Co., exemption, section 
303(e). 
May 16—Chicago, IIl.—Sherman Hotel—Examiner Tyers: 
MC 30837—Kenosha Auto Transport Corp., Kenosha, Wis. 
May 16—Detroit, Mich.—Hotel Ft. Shelby—Examiner Haley: 
MC 40915, Sub. 1—Boat Transit Co., Detroit, Mich., certificate to 
extend operations. 
May 16—Fort Wayne, Ind.—U. S. Court—Examiner Binkley: 
* MC 74588—Marion Trucking Co., Marion, Ind. 
May 16—Minneapolis, Minn.—Hotel Nicollet-—Examiner Henderson: 
MC 22317—Fidelity Storage & Transfer Co., St. Paul, Minn., certifi- 
cate or permit. : 
May 16—Minneapolis, Minn.—Hotel Nicollet-—Examiner Peterson: 
MC C-246—Transportation activities of Brady Transfer & Storage 
Co., Fort Dodge, Ia. 
May 16—New Orleans, La.—Jung Hotel—Commissioner Splawn: 
Fourth section ap. 18488—Lime from southwest to the south. 
May 16—Pierre, S. D.—State Comm.—Jt. Bd. 158: 
MC 89374, Sub. 1—E. L. Hill, Buffalo, S. D., certificate to extend op 
erations. 
May 16—Pierre, S. D.—State Comm.—Jt. Bd. 185: 
MC 101802—Knecht Truck Line, Martin, S. D. 
May 16—Sioux Falls, S. D.—U. S. Court—Examiner Lyle: 
Finance 13111—Application C. M. St. P. & P. to abandon in part and 
abandon operation in part line from Renner to Wentworth, S. D. 
May 16—Washington, D. C.—Examiner Cave and Jt. Bd. 245: 
MC 78859, Sub. 1—Emery’s Motor Coach Lines, Shepherdstown, W. 
Va., certificate or permit to extend operations. 
MC 78859, Sub. 2—Emery’s Motor Coach Lines, Shepherdstown, W. 
Va., certificate to extend operations. 
May 16—Washington, D. C.—Examiner Gray: 
* 28622—Intercoastal rate structure. 
May 16—Wichita, Kan.—Broadview Hotel—Examiner Dawson: 
1. & S. M-1549—Miscellaneous freight, to and from Kan. and Mo. 
May 17—Brooklyn, N. Y.—Hotel St. George—Examiner Naefe: 
Ex Parte MC 22—New England motor carrier rates. 
May 17—Detroit, Mich.—Hotel Ft. Shelby—Examiner Haley: 
MC 638, Sub. 3—Gault Transport System, Farmington, Mich., cer- 
tificate to extend operations. 
May 17—New Orleans, La.—Jung Hotel—Examiner Clifford: 
* MC F-1521—G. H. Blewett et al., purchase, Hester Truck Lines, Inc. 
May 17—New Orleans, La.—Jung Hotel—Examiner McGrath: 
* W-62—Lester F. Alexander Co., exemption section 303(e). 
May 17—Philadelphia, Pa.—Benjamin Franklin Hotel—Examiner Griffin: 
W-120—Tug Sonittep Co., exemption section 303(e). 
May 17—Washington, D. C.—Jt. Bd. 12: 
* MC 18133, Sub. 3—Arlington and Fairfax Motor Transportation Co., 
Arlington, Va., certificate to extend operations. 


May 19—Aberdeen, S. D.—Alonzo Ward Hotel—Examiner Harrison: 


1. & S. M-1542—Beverages, empties, dog biscuit, in western territory. 
1. & S. M-1411—Beans, Billings, Mont., to S. D. 


1. & S. M-1423—Alfalfa and other seeds, Mont. to mid-west. 
1. & S. M-1552—R-B Freight Lines, Inc., minimum rates and charges. 
May 19—Allentown, Pa.—Federal Bldg.—Jt. Bd. 65: 
MC 66562, Sub. 215—Railway Express Agency, Inc., New York, N. Y» 
certificate to extend operations. 


MC 34874, Sub. 1—Frank G. Shively & Sons, Bethlehem, Pa., certif 
cate to extend operations. 


May 19—Baltimore, Md.—State Comm.—Jt. Bd. 112: 
MC 26855—Aaron Lines, Baltimore, license. 
May 19—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner Yardley: 


MC 42318, Sub. 2—Howard Hall Co., Inc., Birmingham, certificate t0 
extend operations. 


May 19—Boise, Ida.—Boise Hotel—Examiner Sharp: 


20769—Charges for protective service to perishable freight, protective 
service against cold. 


May 19—Boston, Mass.—Hote] Lenox—Examiner Wilkinson: 
Finance 12131—Boston & Providence reorganization. 





